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When you move an employee 


call your ALLIED AGENT 


Your firm may have a moving problem to- 
morrow. Perhaps just one key employee 

.. Maybe an entire department. Today, 
at a time when the demands upon moving 


‘equipment and temporary storage space are 


the heaviest in history, it takes the experi- 


The name of your local ALLIED agent is listed 
in the classified telephone directory. 


ence and knowledge possessed by your 
Allied agent to handle your moving job 
quickly and safely ...to save you time, 
money and trouble. And no moving job is 
too difficult. For al/ long-distance moving, 
play safe... consult your Allied agent. 
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ORLD’S LARGEST LONG-DISTANCE MOVERS 
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An Important Message to the Truck Fleet Operators of America — 



































Us 
© be 
increas 
petitior 
the ne 
Althou 
‘ tinue, é 
increas 
descrip 
Be 
reprod 
a for a: 
@ AS NEVER BEFORE, truck owners know - import 
the value of General’s A-B-C approach 2 —_ noted; 
to truck tire costs. oO . F at stat 
crease: 
A—A truck tire is not one thing... but two. great 
B—The carcass... representing about 75 | , traffic 
per cent of the tire’s original price... a grain ; 
is a capital expense item. Vy . coal, i 
C—The tread .. . constantly being worn » | leum, | 
off, used up, little by little, every mile a4 . SI 
the truck operates, is, like gasoline, a - ) be imy 
an operating expense. SON 3 in tert 
That’s why General builds every carcass as a Se first 
long-lived, shock-resistant base. With Generals, at estime 
the economy of recapping is not an after-thought. cent. 
It results from foresight in the original design I 
and construction of the carcass. records of America’s most cost-conscious fleet — 
Extra mileage is in-built. It comes not only superintendents. with t 
from within the stronger plies themselves, but Experience during the most critical period in sition 
also from the method of bonding together all tire history has proved that General’s approach i 
the plies into a single unit ... with “shock is sound and that the formula establishes a new _ 
absorber” action avoiding all damage from standard for true truck tire economy for the ng e 
internal and external stresses. future. It applies to the tire problems of every spring 
Onto this rugged base, General applies its type of truck-using business. SUCCE 
famous balanced tread... balanced with respect Consult your General Tire Dealer for the I 
to all the characteristics of the carcass. The extra details of this plan for long-term tire economy perce 
mileage performance of the combination is ... that begins to make more money for you the incre: 
reflected in lower costs on the operating day you put it into effect. lied 
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MORE ORIGINAL MILES... MORE RECAP MILES 
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Users of railroad freight transportation now have 
® before them the proposal of the railroads for an 
increase in freight rates intended, in the words of the 
petition, to enable the railroads “to continue to meet 
the need for adequate and efficient transportation.” 
Although reference to the proposal will doubtless con- 
tinue, as it is already being referred to, as a 25 per cent 
increase, it does not, in fact fall under such a simple 
description. 


Basically, the railroad’s petition to the Commission, 
reproduced in full in this issue of the Traffic World, is 
for a 25 per cent increase; but there are many and 
important exceptions, where a lower percentage is 
noted; where the percentage increases are “stopped” 
at stated dollars and cents levels, and where the in- 
creases themselves are stated in dollars and cents. A 
great many of the important commodities of freight 
traffic are included among those exceptions, including 
grain and grain products, cotton, fruits and vegetables, 
coal, iron ore, iron and steel, gravel and sand, petro- 
leum, brick, lime and cement, and others. 


Short of an actual traffic study, it would probably 
be impossible to state what the proposed increase means 
in terms of a percentage of the total freight bill. At 
first glance, students of freight rates are inclined to 
estimate that it is somewhere between 16 and 17 per 
cent. 


It is on just that point—the fact that the petition 
is for a percentage increase—that it is likely to meet 
with the most opposition from shippers. Vigorous oppo- 
sition to that method of making freight increases was 
voiced in earlier proceedings of the kind. A strong feel- 
ng exists that it is outmoded. Moreover, the evils 
springing from percentage increases tend to mount each 
succeeding time the process is applied. 


From the viewpoint of industrial distribution, 
percentage increases are objectionable because they 
increase the spread of distribution costs between various 
commodities and merchandise competing, one with the 
other, in consumer uses. From the broad view of the 
economist, one of the effects of repeated percentage 
increases is to create a relative disadvantage for com- 
modities and merchandise moving from distant points 
into markets. The effect of that is further to decen- 
tralize industry. 

Whether or not such decentralization is a good 
thing for the national economy, may be a debatable 
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question. The mathematical fact resulting from per- 
centage increases in freight rates is not. 


We think, also, that the question of the need of the 
railroads for additional revenue is hardly debatable. 
The calculations set forth in their petition may lean 
toward the side of pessimism. But any differences of 
opinion on the point must be one of degree and not of 
fact. In the end, the succinct statement contained in 
the petition, in the two sentences we quote, should be 
persuasive on the point: 


“Tt is clear, therefore, that the combination of the 
three additional adverse conditions with which the 
railroads are squarely faced in 1946, namely, new wage 
increases, further increases in the prices of materials 
and supplies and a severe and accelerating decline in 
traffic and revenues, has brought about a serious emer- 
gency and, in the absence of a higher level of freight 
rates and charges, will result in almost wiping out net 
railway operating income for the year 1946 and pro- 
ducing an enormous deficit in net income. 


“In short, with costs going up and volume of 
freight and revenues going down, the railroads have 
passed the point where it is possible to continue to meet 
the need for adequate and efficient transportation with 
rates at present prewar levels.” 


HE REAL PROBLEM inherent in the need of the 

railroads for more revenue was stated in this column 
last week. It lies in the fact that many industries, under 
existing governmental price policies, will find it impos- 
sible to add the new distribution costs to the selling 
prices of their commodities. 


As an instance: The proposal is to increase the 
rates on common sand and gravel by 20 cents a ton. 
On many movements, that will be considerably less than 
the 25 per cent prescribed for a lot of other traffic. 
Still, it has been pointed out by suppliers of common 
sand and gravel that the prospect of adding of 20 cents 
a ton to the delivery price of their commodity will make 
it well nigh impossible to place bids on impending jobs, 
since the general margin of contractors’ profits on sand 
rarely exceeds 20 cents a ton. Thus, in this single in- 
stance, the increase will not only be difficult to absorb, 
if it goes in effect, but the mere proposal introduces a 
new element of difficulty in the construction industry 


where hopes of speedy postwar resurgence are already 
fading. 





WEAK BRIDGES WILL CUT NEW 
INTERSTATE HIGHWAY CAPACITY 50% 


A highway is only as 
strong as its weakest bridge! 


The bridges planned for our new 
15-billion dollar Interstate Highway Sys- 
tem ... . the most costly transportation 
project since the world began... will 
have only half the capacity of the stand- 
ard concrete pavement used for the high- 
way. So the capacity of the system is 
automatically cut in half—reduced to 
that of its weakest bridge. 


Will Bridges Form Bottleneck ? 


Present plans for the Interstate High- 
way System, just about to be started, are 
based upon the report of a committee 
appointed in 1941 in the interest of 
national security and military defense. 
The members of the committee who made 
the study and report recommended that 
the design of the pavement and bridges 
be based on maximum gross vehicle 
weights of 74,000 Ibs. for a truck-and- 
trailer combination. 


Pavement Supports Twice As Much! 


Bridges for the Interstate system are to 
be designed for this maximum loading. 
However, the modern standard 8-in. 


| WARNING! 
| BRIDGE only 















re-inforced concrete pavement can sup- 
port a truck-and-trailer combination hav- 
ing a gross weight of 152,000 lbs.— 
approximately twice the load for which 
our new bridges are to be designed! 


Today the normal daily functions of 
home and business in America are com- 
pletely dependent upon motor transport. 
As we become more decentralized the 
flow of supplies and goods over our high- 
ways takes on ever-growing importance. 


Let’s Act At Once! 


Now—before actual construction is 
started—is the time to revise our plans 
and to lift our sights. Let us, in this most 
costly of all transportation projects, pro- 
vide bridge structures with a carrying 
capacity equal to that of the pavement. 
Increased expense would be inconsequen- 


tial in view of the great public benefit © 


to be gained. 


Your Senators and Congressmen 
should be interested. Write them! 


TRAFFIC WORLD 
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Such instances could be multiplied many times, and 
doubtless will be, once the proposal gets into the stage 
of public discussion. 


With shippers faced with such special problems— 
differing widely from those concerned with earlier gen- 
eral increase proposals when commodity prices were 
not limited by governmental fiat—the stage seemed set 
toward the end of this week, for vigorous opposition by 
individual shippers and shipper groups. The executive 
committee of the National Industrial Traffic League, 
meeting in Chicago late last week, considered the ques- 
tion too hot to be handled in committee and voted to 
call a membership meeting before formulating the 
League’s Official position. 

Faced with almost the certainty of shipper opposi- 
tion, we do not think the railroads were wise in pleading 
for an order instituting their requested increases on 
May 15, before hearing. The arguments contained in 
their petition bearing on the necessity for prompt action 
have some validity. Action by the Commission on such 
an important matter in a month, however, would seem 
not merely to be rapid, but precipitate. It took the 
Commission only three months from the day the peti- 
tion in Ex Parte 148 was filed, on December 31, 1941, 
to conduct fairly thorough investigations and prepare a 
decision for promulgation on March 12, 1942. Whether 
or not an added two-months’ delay would cost the rail- 
roads very much now, the price would be reasonable 
were it to preclude strenuous shipper objections against 
the proposed procedure. On that point, the League’s 
executive committee had no hesitation. It immediately 
voted to urge the Commission not to grant any increase 
before full hearings had been held. 


So we embark on Ex Parte 162, another general 
rate case—a case involving difficult factors not present 
in any that has gone before. Whatever the Commission 
may decide on the question of May 15 as the effective 
date of the increases, it is to be hoped that it will act 
promptly. It probably will. It is in the best possible 
position to appreciate what an added drag will be placed 
on American ‘industry by the interim uncertainty. 


Another Whirl on the Carousel 


The settlement of the wage question between the 

railroads and the fifteen non-operating unions, 
hailed by many as a vindication of arbitration in rail- 
labor disputes on a national scale, lasted just eleven 
days. Contracts embodying the 16-cent hourly wage 
increase, granted by the arbitration board on April 3, 
Were signed on the following day. On April 15, the 
unions filed demands for another increase of 14 cents 
an hour. 

There can be no dispute about the legal right of the 
leaders of the non-operating unions to file such a second 
demand. Under the terms of the railway labor act, 
demands of that kind may be filed at any time, and 
must be followed by negotiation, mediation and the 
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other procedures of the act, up to and including hear- 
ings before and recommendations by a fact-finding 
board. The case ended on April 4, with the signing of 
the new contracts, was the first in which arbitration 
was accepted on a national scale. What has happened 
since shows pretty conclusively that it, too, will go all 
the way through the fact-finding procedure before it is 
settled. 

We use the singular pronoun advisedly, because it 
can hardly be argued that the 16-cent settlement and 
the new 14-cent demand are two separate cases. The 
original demand in the 16-cent case was for a 30-cent 
hourly increase. It is more than a coincidence that the 
16-cent increase granted and the new 14-cent increase 
demanded add up to that original 30 cents. 

Aside from any question of the legality of the new 
demand—aside even from any question of equity of 
non-operating railroad wages—we see the new action 
of the non-operating union heads as poor sportsman- 
ship. 


Too SIGNED an agreement to accept the find- 
ings of an arbitration board in the matter involving 
their original 30-cent demand, we find now that they are 
not “accepting” that finding in any sense of the word. 
The filing of the new demand, in effect, alters the sense 
of their original arbitration agreement so that it may be 
read as a willingness to accept the findings of an arbi- 
tration board providing those findings included the full 
demands of the union. It is as though one party to a 
dispute were to say: “I’m willing to submit this dispute 
to a third party for decision providing he decides it my 
way!” 

These events display a weakness in the railway 
labor act not heretofore discussed. Normal manage- 
ment-labor contracts carry a clause making them 
effective for a stated period of time, usually for a year. 
The fact that the railway labor act, however, makes it 
possible for the unions to file demands at any time 
probably precludes the inclusion of such a clause in 
railway labor contracts, thus opening the way to the 
sort of thing that has happened and insuring continuous 
instability in railroad wages. 

Apparently even the attorneys for railroad man- 
agement were unaware of the hazard. Had they been 
sufficiently apprehensive, they might well have included 
something in the arbitration agreement to prevent the 
filing of new demands immediately on the “acceptance” 
of the board’s award. The provisions of the railway 
labor act granting the unions the privilege of filing wage 
increase demands at any time are, at best, permissive. 
The union leaders could have included in the arbitration 
agreement a promise that their “acceptance” of the 
board’s finding would hold for a stated period. In other 
words, as we see it, it would have been entirely legal 
for them to promise to forego the privilege of filing for 
increases beyond those to be awarded by the board for, 
say, a year. And we feel that, had management repre- 
sentatives insisted on such a clause in the arbitration 
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agreement, it would have been accepted by the union 
heads. 


Those familiar with what is going on in the non- 
operating unions are inclined to feel that the hands of 
their leaders were forced in this matter by the threat 
of C.I.O. domination. The C.I.O. has been strenuously 
endeavoring to get a solid foothold in railroad labor for 
a number of years. Some of the top men in that organi- 
zation have been chiding railroad non-operating work- 
ers with reminders of the 1814-cent hourly increase 
obtained pretty generally down the line by the C.L.O. 
for its workers in crafts comparable with a number of 
those included in the rail non-operating group. 

Under this pressure, it was, perhaps, too much to 
be expected that the non-operating union executives 
would adopt the ethical attitude and insist that, having 
agreed to arbitration, the board’s award must be ac- 
cepted in good grace. The C.I.O. hecklers and many of 
their own men would not have let it rest there. Conse- 
quently, the new move to bring the increase up to the 
30 cents originally demanded may, in a sense, be con- 
sidered a defense measure on the part of the non-op- 
erating union executives. 

Those in charge of labor negotiations for railroad 
management must now feel as though they were riding 
on some sort of a merry-go-’round. Eleven days of rest 
between such whirls hardly furnish a restful interrup- 
tion. 


Kendall Points to High Records 
in National Transport Review 


New high records in freight transportation had been made 
since his March 15 review of the national transportation situa- 
tion (see Traffic World, March 23, p. 851), said W. C. Kendall, 
chairman, car service division, Association of American Rail- 
roads, in his April 15 review. Summarizing the situation gen- 
erally, he said: 


Undoubtedly stimulated by the threatened cessation of work in 
the bituminous mining industry, the loading of bituminous coal has 
been the heaviest for any three month period since 1927. During each 
week from January 19 until March 30 the number of cars of coal 
reported as being loaded exceeded 180,000, and one week—that ended 
March 23—the loading was 190,058 cars. It is extremely rare that a 
190,000 car week is reported. 

Likewise the loading of perishables in refrigerator cars has reached 
new high every week since January 1 recorded loadings in excess of 
ge cars. The average for the period was about 35,000 cars, with 
oné week 37,197 cars. 

A new high was also recorded in the loading of box cars during 
the week ended March 30 when 384,112 box cars were reported as 
loaded on all roads. The previous high was 380,527 cars during the 
week ended November 3, 1945. 

There have been further encouraging developments during the 
month of March. The car detention by receivers over the free time 
dropped to 18.18 per cent compared with 21.16 per cent in February; 
and the average turn around time in March was 14.79 days compared 
with 16.5 days in February, 1956, and 14.97 days in March, 1945. There 
is, however, a slight increase in the total number of freight cars 
awaiting repairs, 4.4 per cent March 1 compared with 4.2 per cent 
February 1. 


The car supply situation was reviewed as to each class of 
equipment. Generally, this situation was covered in the re- 
marks of L. M. Betts, manager of railroad relations section, 
car service division, at the Atlantic States Shippers’ Advisory 
Board meeting at Rochester, N. Y., April 11 (see Traffic World, 
April 13, p. 1104). 

Other material in Chairman Kendall’s review follows: 

Export Freight 

Export freight for March, 1946, was sharply curtailed as compared 

with the corresponding month in 1945 due to decrease in the movement 


of military supplies. The total number of cars of export freight 
unloaded at ports in March, 1946, was 94,446 as compared with 208,112 
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in the corresponding period 1945, a decrease of 55 per cent. The export 
of grain and the handling of coastal freight has increased over that 
of a year ago. 


Embargoes 


During the period January 1 through April 6, 1946, there have been 
334 embargoes placed for various causes, as compared with 307 during 
the corresponding period of 1945 and 331 during the corresponding 
period of 1944. 


A considerable number of the embargoes placed this year resulted 
from strikes affecting various industries. At the present time with 
strikes generally settled, the number of embargoes in effect has been 
greatly reduced. 

Military Transportation 


The movement of troops returning from overseas is decreasing and 
all such movements will be handled without any difficulty. While the 
forecast of movements during the next few months is somewhat in- 
definite, the steady flow of replacements now being sent overseas 
indicates that the overseas theaters will be in a position to maintain 
a steady flow of men back to this country without reducing the 
occupation forces below the minimum number required to police the 
areas assigned to our forces. 

The return of prisoners of war to Europe continue and the carriers 
are meeting all requirements to fill available shipping space. At the 
present time, there are approximately 150,000 prisoners still in this 
country. 

Carload Traffic to Mexico 


It has been necessary to curtail the number of permits for move- 
ment of carload traffic to Mexico by reason of the unsatisfactory situa- 
tion with respect to the return of U. S. owned equipment from that 
area. The number of U. S. and Canadian owned cars of all categories 
in Mexico increased substantially during the months of February and 
March, and to bring the interchange into better balance it has been 


necessary to deny many appiications for permits when box cars were 
required. 


Since April 1 the situation has definitely improved and with a con- 
tinued increase in the return of these cars from south of the border 
restrictions against the issuance of permits can be relaxed. It has also 
been necessary to fix a quota requiring receipts of box cars in excess 
of deliveries during the months of April, May and June in order to 
bring about a satisfactory balance. 


Transportation Supply News 
Supersedes Railway Supply News 


Railway Supply News has announced that, effective with 
its April issue, it will become Transportation Supply News. The 
publication, founded in September 1945, is published by the 
same organization as the Traffic World, with E. F. Hamm, Jr. 
as president and publisher, and Emil G. Stanley as vice-presi- 
dent and advertising director. Under its new designation, Trans- 
portation Supply News, which heretofore has carried information 
only on railroad equipment, materials, supplies and literature, 
and which circulated only among railroad men, will be broad- 
ened to carry information on equipment, supplies, materials 
and literature pertaining to all forms of transportation—rail- 
road, motor truck, bus lines, airlines, steamship and barge 
lines, and street railway and bus companies, and will expand 
its circulation accordingly. 

According to Mr. Hamm, the expansion of reader coverage 
is in response to the findings of an independent industrial re- 
search organization based on interviews with transportation 
men in all fields, and field tests and analyses of reader requests 
for transportation information. These, he says, indicate a wide 
range of mutual interest among men engaged in all kinds of 
transportation in such things as shop practices, machines, ma- 
terials, tools, fuels, equipment, fixtures, supply items, safety 
appliances and the like. Transportation Supply News, he adds, 
is the only product information publication covering the entire 
transportation field. 

Although the distribution of Transportation Supply News 
will be wider than its predecessor Railway Supply News, ac- 
cording to the publisher, this added circulation will carry 
with it no increase in advertising rates. 


1. C. C. ACCIDENT REPORTS 


A collision between a Frisco passenger train and a motor- 
truck carrying gasoline at a highway grade crossing neal 
Bristow, Okla., March 16, that resulted in the death of two 
truck drivers and two train-service employes, was caused by 
failure to operate a motor-truck approaching a railroad cross- 
ing at grade in accordance with requirements of law, said the 
Commission, by Commissioner Patterson, in a report on investi- 
gation No. 2979. The report said Oklahoma laws required 4 
motor vehicle transporting inflammable liquids to stop before 
it proceeded on a railroad track and not to proceed unless it 
was safe to do so. It said it could not be determined why the 
truck entered on the crossing immediately in front of the ap 
proaching train, as both occupants were killed. 
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Rails Ask Commission for 25 Per Gent General 
Freight Rate Increase with Exceptions 


Railroads file petition with Commission asking for 25 per cent increase in freight rates, with 
many exceptions stating maximums in dollars and cents. Plead wage and other expense in- 


creases as requiring large revenue additions. Ask May 15 effective date. National Industrial 
Traffic League to study proposal at membership meeting 


Class I railroads April 15 filed with the Commission a pe- 
tition asking permission to increase, with exceptions, their 
freight rates and charges 25 per cent, effective May 15 on one 
day’s notice, in advance of hearing and final disposition of the 
petition. 

They asked permission also to continue in effect, without 
expiration date, the increase of 10 per cent in basic passenger 
fares and charges authorized in Ex Parte No. 148. 

The Commission docketed the petition as Ex Parte 162. 

The main part of the petition sets forth the carriers’ rea- 
sons = they feel their rates and charges should be increased 
as asked. 

Appendix 1 to the petition lists the 369 railroads participat- 
ing in the petition. It includes “substantially all the Class I rail- 
roads in the United States and some railroads of other classi- 
fications.” 

Appendix II of the petition contains the petitioners’ pro- 
posals. The text of the appendix follows: 


Section 1 


Except as hereinafter specifically stated, all freight rates and 
charges will be increased twenty-five (25) per cent. 


Section 2 


Freight rates and charges on the commodities hereinafter speci- 
fied in this section will be increased in the amounts and in the manner 
set forth as to each commodity group. 

The commodity group numbers used in this section are those speci- 
fed in the order of the Commission, Division 4, of November 22, 1927, 
in the matter of freight commodity statistics. They are intended gen- 
erally to cover the items customarily included by the carriers in their 
report to the Commission under each numbered description. 


Group 10 Through 61 
Grain, Grain Products and Articles Grouped Therewith or 
Directly Related Thereto 
25 per cent, applied to existing one-factor rates, including pro- 
portional and reshipping rates, with the understanding that as soon 
as practicable, the carriers will readjust resulting rates to restore rate 
relationships and market, gateway and port equalizations, to adhere 
to rate-break principles now in effect, such readjustment to reflect an 
average increase as closely equivalent to a 25 per cent increase in 
revenue as may be practicable. 
In the initial publication the half-cent fraction rule as set forth in 
section 5 hereof will be applied. 
Animal or Poultry Feed 
25 per cent, except that where included in list of articles taking 
grain, grain products or by-products rates, the same increase as pro- 
vided for those commodities will be applied. 
Starch 
25 per cent, except that where included in list of articles taking 


grain, grain products or by-products rates, the same increase as pro- 
vided for those commodities will be applied. 


Group 90 
Cotton in Bales 
25 per cent, maximum 10c per 100 pounds. 
Groups 110 Through 143 
Citrus Fruits, Other Fruits and Vegetables 


25 per cent, maximum 15c per 100 pounds (with the understanding 
that the railroads may readjust the resulting rates from Florida and 
Texas to north Atlantic ports to reflect combination of truck-boat 
charges as provided in outstanding fourth section orders). 


Group 164 
Products of Agriculture, N. O. S. 


25 per cent except soya beans, on which the increase is to be the 
same as wheat, 
Group 290 
Anthracite Coal (See Note 1) 


Rates to and including 75c, will be increased 15c per net ton; 
tates 76c to and including $1, will be increased 20c per net ton; rates 
$1.01 to and including $1.50, will be increased 30c per net ton; rates 
Over $1.50, will be increased 40c per net ton; unprepared anthracite to 
breakers, 5c per gross ton. 


Note 1: On lake cargo anthracite coal, the above increas 2s will be 
applied to the rates to lower lake ports. Ex-lake from United States 
Lake Superior and west bank Lake Michigan points an increase of 
20c per net ton will be applied. 

On titdewater anthracite coal to New England a single increase 
of 40c per net ton will be applied. 


Group 300 
Bituminous Coal and Lignite (See Note 1) 


(A) Within territory and to points east and south of the line de- 
scribed in Note 2: All rates will be increased 15c per net ton. 

(B) Within and to (see exception) territory west and north of the 
line described in Note 2, and on and east of the line described in 
Note 3: Rates to and including $2, will be increased 15¢c per net ton; 
rate $2.01 and over will be increased 30c per net ton. 

(C) Within and to (see exception) territory west of the line de- 
scribed in Note 3: Rates to and including $2 will be increased 15c 
per net ton; rates $2.01 to and including $3 will be increased 30c per 
net ton; rates $3.01 and over will be increased 40c per net ton. 

Exception: From Ohio, Crescent and related districts, through one- 
factor all-rail rates will be increased 15c per net ton. 

Above increases are to apply to rates in effect on effective date of 
increase, established differentials over and under established base 
groups to be restored by specific publication. 

Note 1: On lake cargo bituminous coal, rates to lower lake ports 
will be increased 15c per net ton, and rates from United States Lake 
Superior and west bank Lake Michigan ports will be increased 15c per 
net ton. 

On Tidewater bituminous coal to New England a single increase 
of 15c per net ton will be applied. 

Note 2: Points on the west bank of Lake Michigan and on, south 
and east of the line from Lake Michigan just north of Milwaukee, Wis., 
and down through the eastern part of Wisconsin, across the northern 
portion of Illinois, crossing the Mississippi River north of Burlington, 
Iowa, thence west of Hannibal, Mo., and St. Louis, Mo., thence to a 
point in Missouri opposite Cairo, Ill., thence following the west bank 
of the Mississippi River to the Gulf of Mexico. 

Note 3: A line starting at the Canadian border north of Bismarck, 
N. Dak., thence a straight line south to Bismarck, thence following 
the Missouri River to Kansas City (including west bank points); thence 
along the western bounderies of the state of Missouri, Arkansas and 
Louisiana to the Gulf of Mexico. 


Group 310 
Coke 


Rates to and including 75c will be increased 15c per net ton; rates 
76c to and including $1 will be increased 20c per net ton; rates $1.01 
to and including $1.50 will be increased 30c per net ton; rates over 
$1.50 will be increased 40c per net ton. 

Group 320 
iron Ore 


Increase of 12c per ton, gross or net, as rated, will be applied to 
rates. 


Group 350 
Gravel and Sand 


Common sand and gravel, 20c per ton; other than common, 25 per 
cent. 


Group 351 

Stone, Broken, Ground or Crushed 

20c per ton. 

Groups 360 and 370 
: Petroleum, Crude, and Asphalt 

When taking petroleum rates, same as Groups 450 and 451; other 

than when taking petroleum rates, 25 per cent. 
Group 391 


Sulphur (Brimstone) 
le per 100 pounds. 
Group 392 
Products of Mines, N. O. S. 


25 per cent, except: Silica, glass, industrial and molding sand, 40c 
per ton; fluxing stone, 30c per ton; raw dolomite, 30c per ton; bitu- 
minous asphalt rock, 20c per ton; asphalt limestone, 20c per ton; 
asphalt coated rock, 20c per ton. 
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Groups 401, 410, 430, 431 and 432 
Posts, Poles, Piling and Ties 
Lumber and Articles Taking Lumber Rates (See Note) 
Box, Crate, and Cooperage Materials 
Veneer and Built-Up Wood 


25 per cent, maximum 10c per 100 pounds. 
Note: Articles in group 430 which do not take lumber rates will 
be increased 25 per cent. 


Woodpulp 
25 per cent, maximum 10c per 100 pounds. 
Groups 450 and 451 
Petroleum and Petroleum Products 


When in tank cars: 25 per cent, maximum 6c per 100 pounds. When 
in other containers: 25 per cent. 


Group 452 
’ Lubricating Oils and Greases 
25 per cent. 
Group 453 
Petroleum Products, N. O. S. 
25 per cent. 


Groups 460, 461, and 462 


Vegetable Oils 


Domestic, export and import rates, 25 per cent, except eastbound 
transcontinental rates, maximum increase will be 12c per 100 pounds. 


Group 470 
Sugar (Beet or Cane) 
25 per cent, maximum 10c per 100 pounds. 


Group 490 
Pig Iron 
25 per cent, maximum 80 cents per ton, net or gross, as rated. 
Group 491 
Iron and Steel, Rated 6th Class, N. O. S. 
25 per cent, maximum 80 cents per ton, net or gross, as rated. 
Group 500 
Rails, Fastenings, Frogs and Switches 
25 per cent, maximum 80 cents per ton, net or gross, as rated. 
Group 510 
Cast Iron Pipe and Fittings 
25 per cent, maximum 4 cents per 100 pounds. 
Groups 511, 512 and 513 
Iron and Steel Pipe and Fittings, N.O.S. 
Iron and Steel: Nails and Wire, Not Woven 
Iron and Steel, Rated 5th Class, N. O. S. 
25 per cent, maximum 4 cents per 100 pounds. 


Group 583 
Railway Car Wheels, Axles and Trucks 


When included in iron and steel lists: 25 per cent, maximum 4 cents 
per ———— Other than when included in iron and steel lists: 25 
per cent. 


Group 693 
Scrap Iron and Steel 


Commodity rates: 25 per cent, maximum 80c per ton, net or gross, 
as rated. Other than commodity rates: 25 per cent. 


Group 540 
Cement, Natural or Portland (Building) 

50e per ton. 

Group 550 

Brick, Common 

50c per ton. 

Group 551 

Brick, N. O. S., and Building Tile 

50c per ton. 

Group 552 

Artificial Stone, N. O. S. 

25 per cent, except cement and concrete building blocks, 50c per ton. 


Group 560 

Lime, Common (Quick or Slack) 
50c per net ton. 

Group 692 

Furnace Slag 
20c per ton, net or gross, as rated. 

Roasted Dolomite 

50c per ton. 

Section 3 


Milk and Cream in Passenger and Freight Service 


Rates and charges on milk and cream in passenger and freight 
service, including all commodities listed in the milk and cream tariffs, 
will be increased 25 per cent, subject to a minimum charge of $1.00 
per shipment. 


Protective Service 
Rates and charges for protective services published in Perishable 


TRAFFIC WORLD 


Protective Tariff No. 14, Agent Quinn’s I. C. C. No. 25, will be increaseg 
25 per cent. 


Collection-on-Delivery Service 


Charges for collection-on-delivery services will be increased 25 per 
cent. 


Switching 
Rates and charges for switching, including intraplant and _ intra- 
terminal switching, whether or not absorbed by line-haul carriers, wil] 
be increased 25 per cent. 
Absorption of Switching 


Where tariffs provide for absorption of charges for switching, 
subject to minimum revenue for line-haul carrier, such minimum 
revenue will be increased 25 per cent. 


Loading and Unloading 


Charges for loading or unloading provided in Section 2 of Classifi- 
cation Rule 15 will be increased to 5 cents per 100 pounds. 


Special Freight Trains 


Rates and charges for special freight train service will 
creased 25 per cent. 


be in- 


Trap and Ferry Cars 
Rates and charges for trap and ferry car services will be increased 
25 per cent. 
Crane Service 


Rates and charges for crane services will be increased 25 per cent. 
Railway Equipment on Own Wheels 
Rates and charges for handling railway equipment on own wheels 
will be increased 25 per cent. 
All Commodity Freight Rates 
All-commodity freight rates will be increased 25 per cent. 
Freight in Truck Bodies 
Rates and charges on freight in truck bodies will be increased 25 


per cent. 
Baggage and Passenger Train Service 


Rates and charges for handling commodities in baggage or passen- 
ger train service, including excess baggage but excluding corpses, will 
be increased 25 per cent. 

Payments and Allowances for Drayage 


No increase is proposed for amounts paid, absorbed or allowed for 
drayage. 
Other Accessorial and Terminal Charges 


Except as otherwise herein specifically provided, an increase of 
25 per cent will be made in rates and charges for accessorial and 
terminal services such as storage, handling, loading,’ unloading, recon- 
signment, diversion, fabrication, other transit, weighing, etc., other 
than: 

(A) Demurrage charges, on which there will be no increase, and 

(B) Charges for handling, loading or unloading export, import, 
coastwise or intercoastal traffic which do not affect the measure of the 
line-haul rate and are not in addition to the line-haul rate, on which 
there will be no increase. 


Minimum Charges 


Minimum charges per shipment will be increased to $1.00. Minimum 
charges per car will be increased to $20.00. Minimum rates for pick-up 
and delivery services will be increased to 50 cents. All other minimum 
charges per shipment where stated as such will be increased 25 per cent. 

L. C. L. and Any-Quantity Traffic 

Rates on L. C. L. and any-quantity traffic will be increased 25 per 

cent. 


Section 4 


Combination Rates 


Where rates are made by combining separately stated rates, each 
factor of such combination will be increased separately. 

Where a rate is shown in a tariff as composed of two or more 
factors, each such factor will be increased separately and the increased 
rate will be the total of the factors so increased. 

Where tariffs publish through rates and provide that the aggregate 
of intermediates, if lower, will apply, each factor of such aggregate 
will be increased separately and the total of the factors so increased 
will alternate with the increased through rate. 


International Rates to and from Points in Canada and Mexico 


Joint international rates to and from Canada or Mexico will be 
increased to the same extent and in the same manner as is proposed 
within the United States. 

Where rates on international traffic are made by use of combina 
tions on the international border the factor within the United States 
to or from the international border will be increased to the same ex 
tent and in the same manner as is proposed within the United States. 

Rates on Import, Export, Coastwise and Inter-Coastal Traffic 

In initial publication rates applicable on import, export, coastwise 
and inter-coastal traffic will be increased to the same extent and in the 
same manner as provided for domestic rates. After the increases be 
come effective, such rates will be revised by specific publication t0 
restore recognized port relationships. 

Joint Rates with Ocean, Lake and Inland Waterways Carriers 

In initial publication joint rates with ocean, lake and inland watel- 
ways carriers will be increased to the same extent and in the same 
manner as provided for all-rail rates. After the increases become ef- 
fective, such rates will be revised by specific publication to restore 
existing differentials in cents per 100 pounds or other unit. 


Joint Rates With Truck Lines 
The increase will be applied to joint rates with truck lines 
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the same extent and in the same manner as is proposed for all-rail 
rates. 
Class Rates 
In initial publication all class rates will be increased 25 per cent. 
After the increases become effective relationship of established classes 
to first-class will be restored by specific publication. 


Section 5 


Disposition of Fractions 

The increase set forth in Sections 1, 2, 3 and 4 will be subject to 
the following rules governing the disposition of fractions: 

Rates and charges in cents per 100 pounds or other unit except 
rates On* grain, grain products and by-products. Fractions less than 
be drop; fractions %c or over convert to the next higher full cent. 

Rates on grain, grain products and by-products: Fractions less 
than .25ec drop; fractions .25c to .74c convert to %c; fractions .75c and 
over convert to the next higher full cent. 

Rates which under this rule would be increased less than %c to 
be increased by that amount. 

Rates and charges in dollars and cents per car or other units, 
fractions less than 50c drop; fractions 50c and over increase to the 
next higher dollar. 


Rates which under this rule would receive no increase to be in- 
creased 50c per car or other unit. 


Section 6 
Passenger Fares 


It is proposed that the increase in passenger fares, au- 
thorized by order in Ex Parte No. 148, dated January 21, 1942, which 
automaticaily will expire six months after the legal termination of 
the war, under the terms of order in Ex Parte No. 148, dated October 
30, 1945, be continued in effect without expiration date as an integral 
part of the passenger fares. 


Reasons for the Increase 


A general and immediate increase in freight rates was im- 
perative, the petition said, to meet the critical situation result- 
ing from the combination of increased wages of railroad em- 
ployes, increased and increasing prices for materials and sup- 
plies and a severe decline in traffic and revenues with freight 
rates still at prewar levels and passenger fares only slightly 
higher thar before the war. 

“With costs going up and volume of traffic and revenues go- 
ing down,” the petition declared, “the railroads have passed the 
point where it is possible to continue to meet the need for ade- 
quate and efficient transportation with rates at the present pre- 
war levels.’ 

Wages of railroad employes, the petition added, had re- 
cently been increased under the procedures of the railway la- 
bor act by 16 cents an hour, to apply retroactively from Janu- 
ary 1, 1946, which is estimated to add $619,000,000 to the 1946 
wage bill. Added to previous increases of 26 per cent, this brings 
the total increase in wage levels since the beginning of the 
war to almost 48 per cent, making the total wage payments in 
1946 approximately $1,355,000,000 more than would have been 
paid on the prewar basis. 

Prices for materials and supplies, including fuel, were one- 
third higher in 1945 than before the war, the petition con- 
tinued, while further increases made in 1946, and still others in 
prospect, will add another $167,000,000 to 1946 expenses. It is 
estimated that the cost to the railroads of materials and supplies 
in 1946 will be half a billion dollars more than it would have 
been at 1939 prices. 

These increased costs, the petition said, have not been re- 
flected in the rates charged by the railroads, except for the in- 
crease of 10 per cent in basic passenger fares authorized in 1942. 
The railroads were able to meet the increases in costs during 
the war years, however, because of the great volume of traffic, 
although even then the effect of rising costs was such that the 
railroads realized less net operating revenue and less net income 
from the heavy traffic of 1945 than they did from the lighter 
traffic of 1942 and 1943. 

During the year 1945, the petitjon pointed out, there began 
a decline in the tremendous traffic that was “the one factor 
Which had carried the railroads through the war years on prac- 
tically their prewar level of rates.” The combined effect of 
lower volume and change in the composition of the traffic, the 
tailroads estimated, will mean a reduction of 23 per cent in 
1946 operating revenues, as compared with those in 1945. 

Even so, it is estimated that 1946 traffic will be well above 
anything experienced prior to the Second World War. The 
difficulty confronting the railroads, therefore, according to the 
Petition, is due to “the fact that, in a world of greatly increased 
wages and prices, freight rates remain on a prewar level.” 
The traffic to be expected in 1946 and following years, the peti- 
tion stated, will be sufficient for the railroads “if their rates 
are restored to something approaching a proper relationship 
to the wages they pay, the costs of materials and supplies they 
must buy, and the general price structure prevailing in the 
National economy.” 

The petition said that, under present conditions, the rail- 
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roads faced a critical emergency in 1946, with a combination 
of pre-war rates and costs which will almost wipe out all net 
railway operating income and produce an “enormous deficit in 
net income.” 

“In view of the adverse effect of each day’s delay on both 
the carriers and the national economy, and the fact that in- 
creased rates cannot be made retroactive, while shippers can 
be amply protected by awards of reparation, the railroads ask 
that the new rates be permitted to become effective at the 
earliest possible date, May 15, subject to subsequent action by 
the Commission after more complete hearings,” said the car- 
riers. 

Text of Petition 


In full, the petition read as follows: 


The railroads listed in Appendix I hereto, hereinafter sometimes 
referred to as Petitioners, being substantially all the Class I railroads 
in the United States and some railroads of other classifications, respect- 
fully petition the Commission to institute an investigation into the 
level of railway rates, fares and charges and to authorize petitioners 
(1) to continue in effect, without expiration date, the increase of 10 
per cent in basic passenger fares and charges authorized in Ex Parte 
No. 148; and (2) to increase their freight rates and charges in the 
amount of 25 per cent, with certain exceptions, all as hereinafter set 
forth with greater particularity in Appendix II hereto, with permission 
to make such increased rates and charges effective May 15, 1946, upon 
one day’s notice, in advance of hearing and final disposition of this 
petition. In support thereof petitioners respectfully show: 


The situation of the railroads has now become critical and their 
need for a substantially higher level of freight rates has become im- 
perative. This is the result of an extraordinary combination of war and 
postwar conditions with which the railroads are confronted, and more 
particularly the result of three factors of recent development: (1) the 
increase in wages of railroad employes of 16 cents per hour determined 
under the procedures of the railway labor act in April, 1946, retroactive 
to January 1, 1946; (2) large increases, both present and prospective, 
in the prices of railway materials and supplies; and (3) a sharp decline 
in volume of railway traffic and an even greater decline in railway 
revenue. 

Based upon the level of employment in 1945, this latest wage in- 
crease would result in an increase in the labor costs of Class I railroads 
of $707,000,000 per year, including payroll taxes.* It will add approxi- 
mately $619,000,000 to the labor costs in 1946 on the basis of the volume 
of employment now anticipated. 

It is conservatively estimated that, because of price increases 
already made and in prospect, Class I railroads will be required to pay 
for materials and supplies (which include fuel) purchased by them in 
1946 at least $167,000,000 more than they would have had to pay for 
the same quantities at 1945 prices. 

The volume of freight and passenger traffic is falling continuously, 
and it is anticipated that the downward rate will accelerate in the 
months to come. The revenues will be reduced by reason both of the 
decline in volume and a return to a more nearly normal composition 
of traffic. It is estimated that the operating revenues of Class I rail- 
roads for 1946, on the basis of the present rates, fares and charges, 
would be approximately $6,800,000,000, or 23.5 per cent less than they 
were in 1945. 

The increases in wages and in the prices of materials and supplies 
thus far referred to are in addition to heavy increases in both items 
of cost that had already occurred since the beginning of the war. In 
1945, the rates of pay for railroad labor were 26.1 per cent higher, and 
the prices of materials and supplies 33.3 per cent higher, than those 
in effect in 1939. 

In contrast with the enormous increases in operating costs to 
which the railroads have been subjected since the beginning of the war, 
their freight rates and charges are still practically on the prewar level. 
Their basic passenger fares, while 10 per cent higher than those in 
effect immediately prior to the war, are substantially below the level 
existing prior to 1935. 

During the war, railroad freight traffic rose to unprecedented vol- 
ume. This was accompanied by an increase in the proportion. of 
‘‘thigher-rated’’ freight. The increase in passenger traffic was even 
more marked, and was of much greater significance for another reason. 
Whereas, for many years prior to 1942 passenger operations had been 
conducted at a tremendous loss, according to calculations based upon 
the Commission’s formula, during the period 1942-1945 the passenger 
service, in sharp contrast, yielded very large net railway operating 
income, 

Except for the abnormal increases in both freight and passenger 
traffic during the war, the railroads would unquestionably have re- 
quired large increases in rates to enable them to withstand the enor- 
mous increases in costs which were in effect in 1945. That is obvious 
when consideration is given to the effect of such increased costs on 
the operating results in a year of more normal traffic. In 1941, for 
example, Class I railroads, operating on the present level of freight 
rates and with passenger fares as they stood before the 10 per cent 
increase, had a net railway operating income of $998,256,000 and a net 
income of $499,765,000. Had the 1945 level of wages, prices of materials 
and supplies and passenger fares been in effect in 1941, the operations 
otherwise remaining the same, the net railway operating income for 
that year would have been reduced to $187,000,000 and there would have 
been a deficit in net income of $209,000,000. 

Freight and passenger traffic reached their peaks in 1944. But net 


*All figures and statistics set forth in this petition are for Class I 
railroads. 
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railway operating income and net income began to diminish in 1943 on 
account of rising costs of operation. In the face of increasing traffic 
through 1944, both net railway operating income and net income 
moved steadily downward after reaching their peak in 1942. With the 
cessation of hostilities in 1945 there began to be a decline also in gross 
revenues which is expected to become more pronounced as the ab- 
normal war conditions disappear, disabilities of highway carriers and 
other agencies of transportation are removed, and the prewar pattern 
of railway traffic is resumed. 


The year 1945 is one of great significance. In that year traffic not 
only ceased its upward trend for the first time since the beginning of 
the yar, but began to decline. While for the year as a whole traffic 
was approximately at the wartime level, during the last half of the 
year freight traffic showed a marked decline. It was thus in that year 
that the one factor which had carried the railroads through the war 
years on practically their prewar level of rates began to fail them. 


It was possible for the railroads in the year 1945 to meet the in- 
creased expenses then in effect by reason of the abnormal volume and 
composition of their traffic, both freight and passenger, during that 
year. However, despite this abnormal yolume and composition of 
traffic, the net railway operating income and the net income for 1945 
were no greater than the minima necessary to enable the railroads to 
provide adequate and efficient service to the public in accordance with 
the national transportation policy declared by Congress. 


It is clear, therefore, that the combination of the three additional 
adverse conditions with which the railroads are squarely faced in 1946, 
namely, new wage increases, further increases in the prices of mate- 
rials and supplies and a servere and accelerating decline in traffic and 
revenues, has brought about a serious emergency and, in the absence 
of a higher level of freight rates and charges, will result in almost 
wiping out net railway operating income for the year 1946 and pro- 
ducing an enormous deficit in net income. 


In short, with costs going up and volume of traffic and revenues 
going down, the railroads have passed the point where it is possible 
to continue to meet the need for adequate and efficient transportation 
with rates at present prewar levels. With returning normal conditions 
there emerges the naked fact that railroad rates are out of line with 
other elements of our economy and that something approaching prewar 
relationships must be restored if Petitioners are to continue to pro- 
vide the public with the adequate transportation contemplated by the 
law. It has been obvious for some time that a substantial increase in 
freight rates and charges fould be necessary at the close of the war. 
The need for such increase became immediate and of primary public 
importance with the granting of the 1946 wage increases. 


What is said above will be elaborated in subsequent paragraphs. 
Appropriate references will be made in this petition to supporting data 
in an accompanying statistical exhibit, Appendix III hereto. As a 
matter of convenience, Appendix III is bound separately. 


There has been no increase in the general level of railroad rates, 
fares and charges since 1938, except (a) the 10 per cent increase in 
basic passenger fares authorized in Ex Parte No. 148, for the duration 
of the war and six months thereafter, which has been in effect since 
February 10, 1942, and (b) the temporary increases in freight rates 
and charges, averaging about 4.7 per cent, authorized in the same pro- 
ceeding, effective generally on March 18, 1942, but which have been 
under suspension since May 15, 1943. 


Wage increases made in 1941 and 1943 pursuant to procedures 
under the railway labor act resulted in increasing the rates of pay 
of railroad employes prior to 1946 by 26.1 per cent. This resulted in 
Class I railroads paying about $850,000,000 more in wages and payroll 
taxes in 1945 than they would have paid if the 1939 wage scales had 
been in effect during that year. Vacations with pay also were granted 
in connection with the wage settlements mentioned above, and added 
approximately $50,000,000 to the labor cost in 1945. Thus, the aggre- 
gate increase in labor cost for 1945 was $900,000,000. 


In April, 1946, under procedures provided in the raliway labor act, 
large increases in wage rates, retroactive to January 1, 1946, were 
awarded. As the result of these increases, it is estimated that the 
labor costs of Class I railroads in 1946 will be approximately $619,- 
000,000 more than they would have been at 1945 wage rates. 


The three wage changes above referred to, taken together, have 
resulted in a 47.7 per cent increase in the prewar level of wage rates. 
It is estimated that the labor bill of Class I railroads for 1946 will be 
approximately $1,355,000,000 more than it would be if based upon pre- 
war wage rates. 


None of these added expenses has been reflected in the rate struc- 
ture, except for the moderate increase in basic passenger fares men- 
tioned earlier herein. 


IV 


Prices for materials and supplies in 1945 were 33.3 per cent higher 
than prices paid in 1939. As a result the cost of materials and supplies 
was $393,000,000 more than it would have been if 1939 prices had pre- 
vailed in 1945. 

There have been large additional increases thus far during 1946 
in the prices of materials and supplies. Further increass in such prices 
are in prospect. It is conservatively estimated that materials and 
supplies required in 1946 will cost not less than $167,000,000 more than 
they would cost on the basis of the 1945 prices. It is further estimated 
that materials and supplies in 1946 will cost $500,000,000 more than they 
would cost on the basis of the 1939 prices. 

As with wage increases, none of this increased cost is reflected 
in the rate structure, except for the 10 per cent increase in passenger 
fares, referred to above. 


TRAFFIC WORLD 


Data relating to increases in prices of materials and supplies appear 
on page 3 of Appendix III. 
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The upward trend of traffic during the war, and its decline since 
1944, are shown for Class I railroads in the following table: 


Revenue % over Revenue % over 
Year Ton-Miles 1939 Passenger-Miles 1939 
1939 33,438,412,000 0.0 22,651,334,000 0.0 
1940 373,253,197,000 11.9 23,762,359,000 4.9 
1941 475,072,001,000 42.5 29,350,229,000 29.6 
1942 637,983,503,000 91.3 53,658,615,000 136.9 
1943 727,075,495,000 118.1 87,819,503,000 287.7 
1944 737,246,444,000 121.1 95,549,090,000 321.8 
1945 680,671,394,000 104.1 91,744,976,000 305.0 
1946* 550,000,000,000 64.9 65,000,000,000 187.0 
*Estimated. 


Since June, 1945, in the case of freight traffic, and since December, 
1945, in the case of passenger traffic, the unusual demands for rail 
transportation to meet the nation’s military requirements have been 
diminishing rapidly. While freight traffic in 1945 was less than in 1943 
and 1944, and passenger traffic slightly less than in 1944, nevertheless 
traffic for the year 1945 as a whole remained substantially at wartime 
levels. In 1946, however, as the unusual demands of the war disappear 
and traffic resumes its normal pattern, both freight and passenger traf- 
fic will show a drastic decline from the 1945 wartime level. 

Even in 1946 traffic will be at a high level as contrasted with any- 
thing experienced prior to World War II. Freight traffic of Class | 
railroads probably will exceed by 23 per cent the 447,321,561,000 reve. 
nue ton-miles handled in 1929, the highest prewar year. And passenger 
traffic will be about 39 per cent greater than the 46,848,668,000 revenue 
passenger-miles for 1920, the largest in any prewar year. In short, 
there 1s no reason from the standpoint of traffic volume why ihe 
railroads should be confronted with financial disaster. The difficulty 
lies elsewhere. It is to be found in the fact that, in a world of greatly 
increased wages and prices, freight rates remain on a prewar level. 

There is no reasonable doubt that traffic will continue to decline 
during the post-war years following 1946. The full effect of the change 
from a war to a peacetime economy will not be felt in 1946, due to the 
heavy passenger traffic during the first six months, among other factors. 
In petitioners’ judgment, the volume of freight and passenger traffic in 
the three years 1947 to 1949 will be below that of 1946. 

There is no reason why traffic expected to move in the years follow- 
ing 1946 cannot support the railroads of the country, if their rates, fares 
and charges are restored to something approaching a proper relation- 
ship to the wages they pay, the costs of materials and supplies which 
they must buy, and the general price structure prevailing in the national 
economy. 

Data regarding volume of traffic are shown on pages 4 and 5 of 
Appendix III. 
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The traffic handled by the railroads during the war years not only 
showed an enormous increase in volume but also underwent a change 
in nature and composition. This was due to the fact that the ‘‘higher- 
rated’’ traffic increased to a greater extent than did the ‘‘lower-rated” 
traffic. Thus, an analysis of carload traffic moving in 1940 (which was 
less affected by the war than was 1941) and in 1944 (the last. year 
throughout which the war was being actively prosecuted) shows that 
the commodity group ‘‘Manufactures and Miscellaneous,’’ which includes 
the higher-rated commodities, contributed 41.9 per cent of the total 
freight revenue in 1940 as compared with 54 per cent in 1944, while 
“‘Products of Mines’’ fell from 31.4 per cent in 1940 to 23.5 per cent 
in 1944. 

The effect of the war upon the character of freight traffic is further 
indicated by the table appearing below, from which it appears that, 
comparing 1944 with 1940, the increase in revenue was far greater than 
the increase in tonnage originated. This reflected both longer average 
hauls and a greater proportion of higher-rated freight during the war 
years, since there had been no change in rate levels, 


Per Cent of Increase, 1944 over 1940 
Tonnage Freight 

Originating Revenue 

64.0 78.9 
69.5 
52.2 
50.0 
161.9 
102.8 

Traffic has now resumed, or is rapidly resuming, its pre-war pat- 
tern. The trend is away from the long hauls and the unusual volume of 
higher-rated traffic arising from the war. A striking example of long 
haul traffic which has already been lost is crude petroleum which, if 
1944, showed an increase of 224.5 per cent in tonnage originated and of 
1,140.3 per cent in freight revenue over 1940. This movement of crude 
petroleum by rail was due to diversion of most tank steamers during 
the war. 

The nature of war traffic, the demands for transportation, and the 
desire of everyone to cooperate in the war effort, resulted in a more 
intensive utilization of the railroad plant, as measured by such factols 
as loading per car, cars per train, ratio of empty to loaded mileage, ett. 
With the termination of war traffic, the shift to commercial traffic, and 
the substantial reduction in volume of traffic, these favorable war-time 
factors can no longer be relied upon. 

Data relating to the war traffic appear on page 9 of Appendix III. 
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Products of Agriculture 
Animals and Products 


The revenue passenger-miles and passenger revenues, by months, 
for the years 1939 to 1945, inclusive, and for the months of January a” 
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February, 1946, the latest for which figures are available, are set forth 
in Appendix III, page 5. It will be seen that during the years 1943, 
1944 and 1945 the level of passenger business was very high, primarily 
pecause of the requirements of the armed forces and other conditions 
growing out of the war. Most of the military and naval passenger traffic 
will cease by July 1, 1946, and civilian traffic will decline with the re- 
turn to peacetime conditions. Passenger traffic of Class I railroads in 
1946 is estimated at 65,000,000,000 revenue passenger miles. 

The practical significance of the rise and decline of passenger traffic 
js brought into sharp focus when it is borne in mind that for the six- 
year period 1936-1941, when passenger traffic was at a relatively low ebb, 
the average annual net operating deficit of Class I railroads from pas- 
senger operations, calculated in accordance with the Commission’s for- 
mula, was $245,000,000, whereas for the years 1942 to 1944, when pas- 
senger operations were at a high level, the passenger business produced 
anet operating income averaging $201,000,000 a year. 

Data regarding volume of passenger traffic and the revenues derived 
from it appear on page 8 of Appendix III. 
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The conditions with which the railroads are confronted in 1946 can 
best be understood by considering first the conditions which existed in 
1945. During 1945 the rates, fares and charges were practically at pre- 
war levels, with the exception of the 10 per cent increase in passenger 
fares, to which reference has already been made. The wage rates in 
effect during 1945 were very much higher than those in prewar years, 
as a result of the 1941 and 1943 increases already described, and the 
prices of materials and supplies had also increased substantially over 
prewar levels. The volume of traffic for the year 1945, as a whole, re- 
mained at wartime levels, although it had turned downward during the 
latter part of the year. The high yolume of traffic in 1945 enabled the 
railroads to meet the increased expenses then in effect, but they were 
able to earn only a moderate net railway operating income. In fact, as 
aresult of cumulative increased costs the net railway operating income 
in 1945 was much lower than in 1942, although the operating revenues 































1945 the railroads were in no position to withstand the impact of the 
additional adverse factors with which they are confronted in 1946. 

The wage increases determined upon in the early part of April, 
1946, and retroactive to January 1, 1946, will add approximately $619,- 
000,000 to the 1946 expenses. The higher prices which the railroads 
must pay for materials and supplies in 1946, as compared with the 
prices which they paid in 1945, will add not less than $167,000,000 to 
the 1946 expenses. Moreover, the volume of traffic in 1946 will be less 
than that in 1945 by a very large amount, with the result that operat- 
ing revenues for 1946, on the basis of 1945 rate levels, will be more 
than two billion dollars under the operating revenues in 1945. 


If the wage rates, payroll tax rates, and prices of materials and 
supplies confronting the railroads today had been in effect throughout 
1945 (see Appendix III, page 6), net railway operating income for that 
year would have been reduced from $850,000,000 to $236,000,000. Simi- 
larly, the net income after charges of $447,000,000 would have been 
wiped out and a net deficit of $158,000,000 would have resulted. 

The sharp contrast in the operating results to be expected for 1946 
under present rates, as compared with the actual operating results for 
1945, appears from the following table. The basis for the 1946 esti- 
mates shown in the table, as well as further information concerning 
the 1945 operating results, will be found in Appendix III, page 7. 



























Total Operat- 
ing Revenues 
$8,902,349,000 

6,800,000,000 


Total Operat- 
ing Expenses 
$7,051,799,000 

6,000,000,000 


Net Railway 
Operating Income Net Income 
$850,222,000 $447,385,000 
75,000,000 345,000,000* 





Year 
1945 
1946 




















*Deficit. 





Thus, the stage is set for a transportation crisis unless effective 
remedial measures are promptly taken. 

The financial situation in which the railroads find themselves has 
core about for the reasons hereinbefore discussed and in spite of the 
fact that there has been in recent years a striking improvement in 
operating efficiency (see Appendix III, page 10) and a large decrease 
in funded debt and interest charges. 


IX 


For the purpose of obtaining the additional revenues so urgently 
needed, petitioners propose— 

(a) To continue in effect, without expiration date, the increase of 
10 per cent in basic passenger fares and charges which, pursuant to 
the authority granted in Ex Parte No. 148, is to expire six months 
after the legal termination of World War II; and 

(b) To make a uniform increase of 25 per cent in all their freight 
tates and charges, including international rates and charges, with 
Corresponding increases in their joint rail-and-water and rail-and-truck 
tates and charges, subject to certain limitations and qualifications. The 
increase in rates and charges and the rules proposed by petitioners are 
set forth in Appendix II hereto. The limitations and qualifications of 
the general increase of 25 per cent are designed to avoid undtle dis- 
tuption of Competitive relations and commercial conditions. Petitioners 
state that, if they are permitted to make effective the increased freight 
tates and charges as herein proposed, they will proceed with due dili- 
gence to make such reasonable readjustments in the resulting rates 
and charges as commercial and traffic conditions may require. 


x 


Petitioners estimate that, if the proposed increased rates and 
Charges are made effective May 15, 1946, the additional revenue of 
Class I railroads for the year 1946 would be $625,000,000; the net rail- 


Way operating income would be $605,000,000; and the net income 
$185,000,000, 
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_erease in revenue. 


for 1945 showed a large increase over those for 1942. At the close of. 
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If the proposed increased rates and charges should not be made 
effective until July 1,1946, the additional revenue for the year would 
be only $5C0,000,000; the net railway operating income only $540,000,000; 
and the net income only $120,000,000. The above calculations appear in 
Appendix III, page 7. 

While it is, of course, impossible for the proposed increased rates 
and charges actually to be made effective for the full year of 1946, it is 
possible to estimate the results on the basis of the full year. On such 
a basis, the additional revenue would be $990,000,000, the net railway 
operating income $855,000,000, and the net income $430,000,000. 

It, therefore, appears that earnings of the railroads for 1946 will 
be grossly inadequate even if the full relief sought herein should be 
granted at once. An annual net railway operating income of less than 
$1,000,000,000 is clearly insufficient to maintain the nation’s system of 
railways in a sound economic condition. At this time, adequate rail- 
way earnings are of even greater importance than in more nearly nor- 
mal periods. There is now an extraordinary need for substantial ex- 
penditures by the railroads to overcome the deferred maintenance 
which has accumulated in war years, and there is also need for 
expenditures to provide modernized equipment and facilities, if the 
railroads are to give the safe, adequate, economical and efficient serv- 
ice contemplated by the naional transportation policy. 


Xi 


Petitioners state that the rates, fares and charges proposed by 
them herein will be reasonable for the services covered thereby and 
will not result in a loss of traffic by petitioners to an extent that will 
deprive them of benefit theretrom in the way of a substantial net in- 
This is particularly true in view of the fact that 
freight rates are on the prewar level, while wholesale commodity 
prices have risen 37.2 per cent since 1939. (See Appendix III, page 11.) 
Petitioners further allege that said proposed rates, fares and charges 
are necessary to enable them to continue to provide the adequate and 
efficient transportation service necessary in the public interest as stated 
by Congress in the national transportation policy and in section 15a(2) 
of the interstate commerce act. 


Petitioners further state that the exigencies of the situation justify 
and require immediate action as proposed herein, permitting petitioners 
to make the proposed rates and charges effective May 15, 1946, on one 
day’s notice, pending hearing on and final disposition of this petition, 
and subject to further order of the Commission; that increased rates 
can not be made retroactive, so that each day’s delay in the effective 
date thereof means an irreparable loss to petitioners, whereas shippers 
can be amply protected by awards of reparation. 


Xl 


Petitioners state that the inereased operating costs hereinbefore 
referred to are being and will continue to be éncurred by them in the 
handling of intrastate, as well as interstate, traffic: and that the esti- 
mate of increased revenues which petitioners will receive, as set forth 
in Paragraph X hereof, reflects the application of the proposed in- 
creases in rates and charges to both interstate and intrastate traffic. 
It is respectfully suggested, therefore, that the cooperation of the 
state commissions be invited, as provided by law, in any investigation 
instituted and conducted by the Commission as hereinafter prayed for. 

Wherefore, Petitioners pray that the Commission institute an in- 
vestigation into the matters set forth in this petition; that they be 
permitted to continue in effect, without expiration date, the 10 per cent 
increase in passenger fares and charges now published to expire six 
months after the legal termination of the war; that they be permitted, 
pending hearing and final action by the Commission upon this petition, 
to publish and file in the manner and form hereinafter described, effec- 
tive May 15, 1946, upon one day’s notice, freight rates and charges in- 
creased as proposed by them herein, and that such increased rates and 
charges be permitted to become effective without suspension, but sub- 
ject to further order of the Commission; .that the Commission, in view 
of the critical nature of the situation now confronting petitioners, 
speedily determine and find that their rates and charges, increased in 
the manner and to the extent proposed by them herein, are and will be 
just and reasonable and not in excess of such maximum reasonable 
rates and charges as are necessary in the public interest to enable 
petitioners to continue to provide the adequate and efficient railway 
transportation service contemplated by law; that the Commission grant 
petitioners special permission to make such increased rates and charges 
effective by publication, on one day’s notice, of simple forms of supple- 
ments to existing schedules, and that such supplements be permitted to 
become effective without suspension; that the Commission enter a gen- 
eral order modifying all its outstanding orders to the extent necessary 
to enable petitioners to make effective the increased rates and charges 
herein proposed; that, where the application of such increased rates and 
charges would result in creating new departures or changing existing 
departures from section 4 of the act, the Commission by the entry of 
special orders authorize such departures; and that the Commission make 
such findings and orders herein as will permit petitioners, without fur- 
ther order of the Commission, to make revisions in the increased rates 
authorized by it as outlined in paragraph IX hereof. 


League Members to Consider Position 


Railroad traffic and legal officials met with the executive 
committee of the National Industrial Traffic League in Chicago, 
Apri] 12, and submitted to the committee their petition. 


It was understood that, generally, the views of the mem- 
bers of the league committee were in opposition to the railroad 
proposal, many of those members expressing doubt as to the 
ability of their individual industries to absorb the added trans- 
portation cost under present governmental price policies. 


The committee was reluctant to adopt a position on behalf 
of the league. It finally determined to call a membership meet- 
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ing of the league to pass on that and a number of other im- 
portant subjects. Prior to that meeting, however, it was de- 
termined to reconvene the executive committee in an endeavor 
to formulate specific recommendations to lay before the mem- 
bership. 

The executive committee meeting will be held in Chicago 
May 6 and the membership meeting May 7. 

The sentiment of the league committee in opposition to 
hurried emergency action was expressed in a resolution to pe- 
tition the Commission, immediately on the filing of the rail- 
road petition, not to grant any increase except after full hearing. 

In a bulletin to members regarding the special meeting of 
the National Industrial Traffic League called for May 7 at 
Chicago, to consider the rail rate increase petition, E. F. Lacey, 
executive secretary, after pointing out that the league objected 
to the request of the carriers for immediate temporary ap- 
proval of the petition, said: 


In the earnest discussions in the executive committee last Friday, 
there was full recognition of the imperative need of keeping the rail- 
roads solvent and of insuring operating revenues that will yield a 
return after meeting full operating expenses, under economical man- 
agement. The action taken by the league in 1942 favoring Ex Parte 148 
increases as a temporary measure, for the reason then stated illustrates 
the policy of the league in favor of rates on a level necessary for the 
adequate support of the transportation system. 

On the other hand, members of the executive committee, recogniz- 
ing the facts of general government price control, weighed the obvi- 
ously grave question, of paramount public importance, whether and 
to what extent American commerce and the national economy will stand 
a continuing spiral of increases in carrier operating expenses and in 
transportation rates. 

The league has not endeavored to intervene in hearings before fact- 
finding boards or to express the views of shippers in wage or labor 
proceedings. In pressing for further great increases in wages, the 
representatives of labor should not assume that the shippers are able 
to pay the bill of any and all increasing transportation costs and 
charges. 


N. I. T. L. Reply Filed 


The league’s reply to the railroads’ petition, “earnestly 
urges the Commission to deny the extraordinary request that 
the proposed increased rates be permitted to take effect on 
May 15,” adducing two reasons why that should not be per- 
mitted. 

First, it says, “it vould not be within the proper discretion 
of the Commission to commit itself not to exercise the suspen- 
sion authority and duty imposed under section 15 (7) of the 
act.” 

Secondly, it contends that ‘because of the gravity and im- 
portance to the whole national interest of the questions pre- 
sented by the petition .. . there should be fair opportunity for 
development of the basic facts and discussion of the effects of 
the increased proposals before such new rates shall become 
effective, even temporarily.” 

Shippers generally will “‘be fully in sympathy” with the de- 
sire of the railroads for speedy determination of the issues, 
says the reply, and the league therefore “invokes expeditious 
public hearings along the lines followed on previous occasions 
under Ex Parte 115, Ex Parte 123, and Ex Parte 148.” 

“Wherefore,” says the reply “the National Industrial Traf- 
fis League respectfully urges that the summary relief sought 
in the railroad petition shall be denied and the matter docketed 
and assigned for early hearings, at the first available date which 
will enable necessary preparations of the petitioners and others, 
to the end that all questions raised by the petition shall be 
speedily determined before increased rates take effect; and that 
the adopted mode of procedure shall enable all interested par- 
ties (including the league) to participate without formality of 
intervention, in the development of the facts and discusssion 
of the findings and conclusions to be considered or adopted by 
the Commission.” 

The reply asserts that the league has had no opportunity 
to analyze the petition and to discuss it with its membership. 
The subject will be considered at its special membership meet- 
ing May 7, it adds. 

The “paramount importance” of keeping railroads solvent 
is recognized in the reply, but it asserts that the “averments of 
the railroad petition are not self-proving and there are grave 
questions of the direct and indirect effects of the substantial 
increases proposed and the immediate effect of such increases 
on commerce and the national economy.’ Whether or not the 
increases will produce more than enough revenue to meet the 
railroads’ needs, or less than enough, is also still an open ques- 
tion, it says, adding: 

“The various phases of these questions and the whole mat- 
ter of continued spiral of increasing expenses and increasing 
rate levels of the railroads seem obviously of very grave interest 
to the government and to the: public.” 


Truman on Rate Increase 


At his press conference April 17, in answer to a question, 
President Truman said he had no comment to make on the 
request of the railroads for a 25 per cent increase in freight 
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rates. He said the matter was in the hands of the Commission 
for attention. 


O. P. A. on Rate Increase 


Paul Porter, Office of Price Administration head, said that 
the railroads’ petition for a rate increase was being studied by 
his office to determine the position of the agency with respect 
to it. 

“The required 30-day notice of the proposed increase was 
filed with O. P. A. April 15 and we are now studying the finan- 
cial data submitted by the railroads in support of their request 
and will examine effects of the proposed increase on the cost 
of living,” said he, adding: 


Obviously, such a large increase would result in substantial in- 
creases in the prices of some products, shipping costs of which are 
a major factor. Our studies will reveal the extent to which prices 
would be affected by the increase, which the railroads estimate would 
add $625,000,000 to their revenue in the remaining months of 1946. 

O. P. A. is authcrized to intervene in such rate increase cases 
when the increases would have inflationary results or would disrupt the 
national stabilization policies. 

In the past, O. P. A. has been instrumental in averting costly 
freight rate increases. Suspension of previous freight rate increases 
in the spring of 1943 for six months beginning May 15, 1943, and 
subsequent extensions, saved the government and other shippers 
during the war an estimated $325,000,000 annually. 


Trucks Not to Follow Rails in 
Request for General Increase 


At a press conference in Chicago, April 17, Ted V. Rodgers, 
president, and Chester G. Moore, secretary, American Trucking 
Associations Inc., asserted that there would be no petition to 
the Commission for a general increase in common carrier high- 
way transportation rates paralleling that filed by the railroads. 
The trucks filed such a petition along with the railroads in 1941, 
in Ex Parte 148. 

The truck operators have adopted another method in their 
effort to raise truck revenues sufficiently to get out of the 100 
per cent operation ratio bracket, said Mr. Moore. That method 
was for the groups in the various traffic regions to seek in- 
creases that seemed necessary in their particular territories. 
He also pointed to the proceedings in MC-C 200, in which truck 
rates generally were under scrutiny by the Commission. Out of 
these proceedings he predicted that there would emerge a truck 
rate structure sufficient to take care of the immediate needs of 
the operators. 

Mr. Rodgers asserted that the increases tought by the rail- 
roads would, if granted, be a help to the highway transporter 
in that the result would be a narrowing of the existing spread 
between rail and truck rates. He added that, on less-carload 
traffic particularly, the position of the highway transportation 
industry was that rail rates were too low and that, obviously, 
any increase in the rates for railroad transportation of that 
traffic would coincide with the truckers’ position. He said it was 
probable, that, in some instances, if the full increases asked by 
the railroads were granted, rail rates would in fact be higher 
than the truck rates, but there was no move on foot, even with 
reference to the rates in that group, to apply for an increase in 
the truck rates. 

“We are urging our members to watch the proceedings in 
Ex Parte 162 carefully,” he said, “so as to be able to key their 
promotion to the railroad rate structure that will result from 
them. We expect the highway transportation industry to grow 
and prosper in the immediate post-war years in any case,” ‘he 
added, “‘but a lifting of the rail rates—particularly on less-car- 
load traffic—more nearly to the proper economic level, will give 
us new opportunities which we do not intend to overlook.” 


N. I. T. L. ELECTS W. A. MOORE 


The executive committee of the National Industrial Traffic 
League, meeting at Chicago April 12, elected W. A. Moore, gen- 
eral traffic manager, New Jersey Zinc Co., New York, a mem- 
ber of the committee, to succeed Charles R. Seal, who re- 
signed recently when he left his position as traffic director of 
the Baltimore, Md., Association of Commerce to return to 
government service. 





CHANGE IN DOCKET 


Hearing in MC 19000, Sub. 2, assigned for April 15 at Pittsburgh, 
Pa., was transferred to April 15, Pittsburgh, Pa., City County Bldg. 
before Jt. Bd. 65. 

Hearing in MC 10761, Sub. 14, assigned for April 17 at Detroit, 
Mich., was postponed to a date to be fixed. 

Hearing in MC 70547, Sub. 1, assigned for April 16, at New York, 
N. Y., was postponed to April 26, at 641 Washington St., New York, 
N. Y., before Examiner Harrison. 

Hearing in MC 12326, assigned for April 17, at New York, N. Y. 
was postponed to April 23, at 641 Washington St., New York, N. Y. 
before Examiner Flood, 
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I.C.C. Finds Ga.-Calif. Steel 
Rates Unreasonable 














In Atlantic Steel Co. vs. Southern Pacific, Commission 
also finds export rates not shown unreasonable and 
relatitons of assailed rates from Atlanta to Pacific 
Coast to rates on like traffic from Ala. origins preju- 


dicial to Atlanta. Nonprejudicial rate relation pre- 
scribed 


By a report and order in No. 29048, Atlantic Steel Co. vs. 
Southern Pacific Co., et al., the Commission, Division 2, found 
unreasonable the domestic rates on steel articles, in carloads, 
from Atlanta, Ga., to Pacific South-Coast Territory, all-rail 
routes, to the extent they had exceeded, exceeded, or might ex- 
ceed $1.19 a 100 pounds, and has awarded reparation. It has 
also found not shown unreasonable the export rates on the 
same commodities from Atlanta to the same destinations, over 
all-rail routes. 

The division further found that the relations of the assailed 
rates from Atlanta to destinations in Pacific South-Coast terri- 
tory (south of Dunsmuir, Calif.), to the rates on like traffic 
from Birmingham and Alabama City to the same destinations 
had been were, and for the future would be, unduly prejudicial 
to Atlanta, to the extent that the rates from Atlanta had ex- 
ceeded, exceeded, or might exceed, by more than 9 cents on 
domestic traffic and by more than 5 cents on export traffic, the 
rates that had been, were, or hereafter might be concurrently 
maintained on like traffic from the aforementioned Alabama 
origins to the same destinations. It also found Atlanta Steel 
Co. not damaged by unduly prejudicial and unduly preferential 
rates and prescribed, effective July 17, the aforementioned 
nonprejudicial rate relation for the future. 

Atlantic Steel, manufacturing steel angles, bars, hoops, 
and bands, at Atlanta, said the division, alleged that the rates 
on these articles, in carloads, from Atlanta to all destinations 
in California, Oregon, and Washington, on domestic shipments, 
had been and were unreasonable and to Pacific Coast ports, 
including Los Angeles and San Francisco, Calif., Portland, Ore., 
and Seattle, Wash., on export shipments, had been and were 
unreasonable and violative of the aggregate-of-intermediates 
provision of section 4 of the Interstate Commerce Act, and that 
the relation of the domestic and export rates from Atlanta to 
rates from Birmingham, Alabama City, and Anniston, Ala., 
and Chicago, Ill., to these destinations had been and was 
unduly prejudicial to Atlanta, and unduly preferential of the 
aforementioned origins. The division said that at a hearing 
Atlanta Steel withdrew its allegations against the rates to 
Pacific North-Coast Territory (north of and including Duns- 
muir, Calif. 

Pre-War Domestic Rates 


Prior to the war, said the division, the domestic rail rates 
of $1.27 from Atlanta, and $1.10 from Birmingham, to Pacific 
coast destinations were seldom used, because there was avail- 
able from both points a rail-ocean rate of 69 cents. It said 
this rate, plus the base price of $2.15 at Birmingham, which 
was also the base price at Atlanta, resulted in a price at Pacific 
Coast ports of $2.84, or 4 cents higher than the established price 
on the coast. This, said the division, required an absorption 
of 4 cents by both the Birmingham and the Atlanta manufac- 


, in order to meet the Pacific-coast price. The division 
added: 


With discontinuance because of the war, the transportation through 
the Panama Canal, and with application of the domestic rail rates of 
$1.10 from Birmingham and $1.27 from Atlanta, prices became $3.25 
for domestic Birmingham steel, and $3.42 for domestic Atlanta steel, 
delivered at Pacific-Coast ports and inland destinations. This required 
absorptions of 45 cents by the Birmingham manufacturer, and 62 cents 
by the Atlanta manvfacturer, in meeting the Pacific Coast price of $2.80. 

The situation was similar in respect of export shipments to Pa- 
cific Coast ports at the applicable export rail rates of 50 cents from 
Birmingham and 70 cents from Atlanta, except that prices for west- 
coast delivery were $2.65 for Birmingham steel, and $2.85 for Atlanta 
Steel, thus requiring complainant to absorb 5 cents in meeting the 
Pacific Coast price, but also requiring complainant to absorb 20 cents 
ber 100 pounds to place it on a competitive basis with Birmingham. 
It is not shown that complainant would have received a price higher 
than was received, if the rate from Birmingham had been higher. 









The aforementioned situation had been materially affected 
by regulations of the Office of Price Administration and the 
War Production Board, said the division. 

The division said the defendant railroads believed that the 
rates from Birmingham might well be lower than from Chicago 
on consideration alone of water competition, but that lower 
rates could not, as a practical matter, be maintained from 
Birmingham, than from Chicago or St. Louis. There was no 
showing of water competition justifying relatively lower rates 
from Alabama City and Anniston than from Atlanta, said the 
division, adding that commercial competition recognized in the 
relation of rates between Alabama City, Anniston, and Birming- 
ham, and between Chicago and Birmingham, appeared to have 
been denied recognition as between Atlanta and the Alabama 
group points. Continuing, the division said: 


Equalization of rates from the Birmingham and Chicago groups has 
greater justification to California ports than to the combined California 
and north coast ports. Thus, the average distance from Birmingham 
to Los Angeles and San Francisco is only 89 miles greater than from 
Chicago, compared with an excess of 299 miles to the four ports. How- 
ever, by the same test, there is more justification for lower rates from 
Atlanta than from Pittsburgh when only the two California ports are 
considered. To the latter ports the average distance is 198 miles less 
from Atlanta than from Pittsburgh, compared with 5 miles greater 
from Atlanta than from Pittsburgh to the four ports. It is the view of 


defendants that lower export rates to California than to north-coast 
ports could not be maintained. 

The revision in the rates from Alabama origins did not result in 
any reduction in the rates from Atlanta. The southern lines on June 2%, 
1943, placed on their public docket a proposal to make the domestic 
rate $1.15 from Atlanta to south Pacific points, with no change in the 
rate of $1.10 from Birmingham. This proposal was rejected by the 
transcontinental lines, and so was a later proposal of the southern 
lines to make the rate from Atlanta $1.18, with no change in the rate 
from Birmingham. The rate from the group next higher than the 
Chicago group or Group C embracing Cincinnati, is 9 cents higher than 
the rate from the Chicago group. An excess over Birmingham and 
Alabama City greater than 9 cents in the rate from Atlanta on domestic 
traffic is not warranted and 5 cents is a reasonably related difference 
between rates on export traffic considering the substantially lower level 
of the export rates. In our opinion a rate of $1.19 represents a maxi- 
mum reasonable rate on domestic traffic but the record does not war- 
rant a finding of unreasonableness with respect to the export rates. 


I. C. C. Rules on P. M. Employe 
Rights in B. & O. Case 


Affirms prior approval of B. & O.-N. Y. C. Toledo- 
Detroit operation, and, on reargument, finds no au- 
thority to require B. & O. to protect Pere Marquette 
employes displaced by transaction superseding for- 
mer B. & O.-P. M. Toledo-Detroit joint service plan 


The Commission, on reargument in Finance No. 1489i, 
Baltimore & Ohio Railroad Co. Operation, has affirmed the 
previous finding of division 4 approving acquisition by the 
B. & O. of trackage rights over owned and leased lines of the 
New York Central between Toledo, O., and Detroit, Mich., and 
joint use of incidental terminal facilities (see Traffic World, 
December 8, 1945, p. 1401), and has made additional rulings 
with respect to employe protection conditions. 

Noting that the proceeding was reopened for argument on 
petition of the Brotherhood of Railroad Trainmen and the 
Railway Labor Executives Association, who desired terms and 
conditions for displaced Pere Marquette employes, the Com- 
mission concluded it was without authority to impose as a con- 
dition the requirement that the B. & O. assume obligation with 
respect to Pere Marquette employe protection; that the car- 
riers affected by its order were the B. & O. and N. Y. C., and 
that only the employes of those carriers were entitled to claim 
protection. It reserved jurisdiction to consider further the 
question of affording any protection shown to be necessary in 
so far as B. & O. and N. Y. C. employes were concerned, and 
said that in view of the fact that the trackage agreement in- 
volved had not been formally executed, it would require that 
executed copies should be filed with the Commission within 10 
days after the date of execution. 

The last agreement between the B. & O. and the Pere 
Marquette for continuation of their joint through service be- 
tween Toledo and Detroit was dated June 2, 1925, effective 
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June 7, 1925, and expired by its terms on June 7, 1945, said the 
Commission. 

“The provisions of that agreement and the method of oper- 
ation performed thereunder, as described in detail in the report 
of division 4,” said the Commission, ‘‘constitute in our judgment, 
a traffic arrangement between the two carriers involved for the 
interchange of cars and other equipment in a joint through 
passenger service and not an extension of the applicant’s line 
under trackage rights over the route of the Pere Marquette. 


No authority from us is needed to cease operations under such 
traffic arrangement.” 


P. M. Employe Protection 


The intervening labor petitioners, said the Commission, 
contended that section 5(2) (f) of the interstate commerce act 
required, as a condition precedent to approval in the instant 
proceeding, that the Commission include terms and conditions 
providing that the displaced Pere Marquette employes should 
not be placed in a worse position with respect to their employ- 
ment, and that division 4 erred when it found that any detri- 
ment to P. M. employes would result from an act of that com- 
pany and not by reason of the transaction under consideration. 
That was the primary question for determination, it said. 

“While the interveners concede,” said the Commission, 
“that we can neither make an order in this proceeding which 
will be binding upon the Pere Marquette nor one requiring the 
applicant to transfer the employes of the former to its own 
pay roll, they argue that we should enter an order of some 
kind which will require the applicant to protect the Pere Mar- 
quette employes against loss of their jobs as a result of the 
transaction or which will assure them the same compensation. 
They contend that the discontinuance of the Pere Marquette 
trains which were operated primarily to handle the cars used 
in the joint through service, and the new arrangement for 
operation by the applicant over the line of the New York Cen- 
tral are component parts of the applicant’s plan to serve De- 
troit, and must be treated as the same transaction w'thin the 
meaning of the statute. Justification for this theory is predi- 
cated to some extent on the fact that the Pere Marquette has, 
in the public interest, continued to handle this application and 
apparently will continue to do so until the new operation 
begins.” 

It was not, however, the discontinuance of service by the 
P. M. that the Commission was asked or required to approve, 
said the Commission, adding: 


The application is for authorization of an operating arrangement 
between two carriers, to which Pere Marquette is not a party. We 
think our decision must be confined to disposition of the issues pre- 
sented and properly before us. The interveners’ contentions, as we 
view them, would require us not only to give the statute a construc- 


tion not warranted by its language, but one which would be imprac- 
ticable of enforcement. 


Citing Chicago, M., St. P. & P. R. Co. Trustees Construc- — 


tion, 252 I. C. C. 49, Chicago & North Western Trustee et al., 
Abandonment, etc., 254 I. C. C. 820, and Oklahoma Ry. Co. 
Trustees Abandonment, 257 I. C. C. 177, the Commiss‘on said: 


Each of these proceedings, among, other things, involved a co- 
ordination of facilities for which authority was sought under section 
5(2). As above stated, neither the Pere Marquette nor its facilities will 
be coordinated with the applicant or the New York Central by our 
approval of the transaction proposed here, and no practicable method 
has been suggested and none exists of which we are aware whereby the 
employes of the Pere Marquette can receive the benefits required by 
the statute. This situation, we believe, confirms our opinion based on 
the statute’s language, that we are without the authority which inter- 
veners ask us to exercise. 


Commissioner Splawn, concurring in part, said he believed 
the majority’s conclusions fell short of what was required to 
the extent that they failed to reserve jurisdiction to consider 
further the matter of affording such protection as might be 
shown to be necessary for Pere Marquette employes affected 
by the instant proposal. Commissioner Patterson did not par- 
ticipate in disposition of the proceeding. 





Western Pacific Refunding 
Held Up for Conditions 


Railroad required to accept in writing certain condi- 
tions as to funds for sinking fund for proposed series 
B bonds, and to make showing as to bids received, 
rate of interest and estimated saving in interest 


The Commission, division 4, has found the record in Finance 
No. 14989, Western Pacific Railroad Co. Bonds, to warrant 
issuance of $10,000,000 of first mortgage bonds, series B, due 


TRAFFIC WORLD 


January 1, 1891, to be offered at competitive bidding, but only 
on certain conditions to be accepted in writing by the applicant. 

Those conditions were that reserve funds of $5,400,500 for 
estimated income tax liability for 1945, and $10,100,000 for con- 
tingent tax liability (in U. S. treasury savings notes), be held 
intact by the applicant and used solely for those purposes, any 
balances remaining therein not need for the specified purposes, 
together with any balance that might remain of $5,300,000 al- 
ready set aside to redeem general mortgage income bonds, 
series A, called for redemption, because of the conversion of 
such bonds into common stock, to be paid into the sinking 
fund for the proposed bonds as an addition. A further condi- 
tion was made that the applicant show that it has obtained a 
satisfactory interest rate for the series B bonds and satisfactory 
sale price. It is also expected to furnish details as to the 
redemption prices of the bonds, bids, and the reduction in inter- 
est charges to result from the proposed refinancing. 

No order is to be entered until the applicant files a written 
acceptance of the conditions and makes the required showing. 

The Western Pacific had asked authority to issue the 
$10,000,000 of series B bonds to refinance that amount of first 
mortgage 4 per cent bonds issued to the Reconstruction Finance 
Corporation issued as a result of authority granted in Western 
Pacific R. Co. Reorganization, 257 I. C. C. 836. Because of 
present favorable market conditions, the report said, the rail- 
road proposed to call the outstanding bonds at the earliest 
practicable date. As a sinking fund, the applicant was to agree 
to pay $50,000 on May 1 of each year from 1947 to 1980, with 
certain other payments provided for, depending on the amount 
of first mortgage bonds outstanding and their relationship to 
total capitalization. 


The report said the applicant’s general balance sheet for 
December 31, 1945, showed the reserve funds for contingent tax 
liability and for income tax liability, as aforementioned. In 
addition, said the report, it showed current assets of $48,247,874; 
including cash, $9,762,952; temporary cash investments, $6,752,- 
150; special deposits, including $5,400,500 as a reserve fund for 
estimated income tax liability for 1945, $6,244,437; miscella- 
neous accounts receivable, $12,001,345; and material and sup- 
plies, $3,305,733. It said excess of current assets, including 
material and supplies and certain other items not readily con- 
vertible into cash or available for debt retirement, over cur- 
rent liabilities, was $26,847,808, and continued: 

























In the proposed report by the examiner it was recommended that 
the application be denied on the ground that the current asset position 
of the applicant was such that it could pay off its $10,000,000 of first 
mortgage bonds without refunding. This would have relieved it of 
fixed interest debt—a particularly fortunate position for a railroad in 
these troubled times. This particular railroad has only recently (De 
cember 29, 1944) emerged from court supervision brought about by its 
inability to meet its obligations. The prior experience of the property 
of a similar character ended in 1916. It has been an operate? property 
approximately 40 years. Of that time 25 percentum has been spent under 
court supervision. It might perhaps be assumed that this history would 
make its Board anxious to insure against future financial embarrass- 
ment. Yet instead of using available funds to curtail obligatory interest 
requirements, as was found practicable by our examiner, a program to 
retire obligations payable out of current earnings was adopted. This 
was presumably on the theory that they bear, if it is earned, a higher 
rate of interest. 

So on February 5, 1946, the applicant’s board of directors deter- 
mined to apply $5,000,000 of cash to the redemption at par on May 1, 
1946, of its general-mortgage 4% per cent income bonds, series A, due 
January 1, 2014, necessitating an expenditure of $5,300,000 for principal 
and interest. Adequate provision must also be made for contingencies. 
The use of cash for these purposes, it is stated, will leave insufficient 
funds to retire the outstanding first-mortgage series A bonds without 
refunding. 


Seasonal Coast Water Authority 
Granted E. & St. L. 


By a report and second amended certificate and order ef- 
fective June 26, the Commission, on further hearing in W-1l, 
Erie & St. Lawrence Corporation Contract Carrier Applica- 
tion, has granted the E. & St. L., of New York, N. Y., con- 
tinuance of operation by self-propelled vessels in the transpor- 
tation of commodities generally in the season from November 
to March, inclusive, between ports and points along the Atlantic 
coast and tributary waters from Delaware Bay to Albemarle 
Sound, inclusive, in addition to operations specified in its 
amended certificate of April 10, 1944. 


Under the authority previously granted, said the Commis- 
sion, E. & St. L. was not authorized to engage in transporta- 
tion from one Atlantic or Gulf coast port to another except 
where the origin or destination port was New York harbor oF 
harbors contiguous thereto. It said E. & St. L. again petitioned 
for modification of the prior reports and orders to permit, 
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among other things, coastwise transportation between Atlantic 
coast ports. ‘ : ; 

The Commission said the applicant’s operations, specified 
in the report, were performed mainly prior to January 1, 1940, 
and that, together with operations performed since that date as 
set forth in the prior reports, were persuasive of the fact that 
E. & St. L. was engaged in the performance of seasonal trans- 
portation service in the season from November to March, in- 
clusive, between ports and points along the Atlantic coast and 
tributary waters from Delaware Bay to Albemarle Sound, in- 
clusive. ; 

Commissioner Miller, dissenting in part, said that since 
nothing had been shown as a result of the further hearing to 
warrant different findings of fact and conclusions regarding the 
applicant’s local coastwise service, the prior decisions in that 
respect should be affirmed. Commissioner Patterson did not par- 
ticipate in disposition of the proceeding. ; 

Under the second amended certificate, said the Commis- 
sion, operations of E. & St. L. would be: 


(1) Between all ports and points on the Great Lakes and inter- 
connecting and tributary waterways, the Oswego, Erie, and Champlain 
Canals of the New York State Canal System, Lake Champlain, the 
Hudson River, and the area defined in order of March 26, 1941, in Ex 
Parte No. 140, Determination of the Limits of New York Harbor and 
Harbors Contiguous Thereto, and between such ports and points, on 
the one hand, and, on the other, ports and points on the Atlantic and 
Gulf of Mexico coasts and tributary waterways from Boston Bay, Mass., 
to Tampa Bay, Fla., inclusive, and (2) during the season from Novem- 
ber to March, inclusive, between ports and points along the Atlantic 


coast and tributary waters from Delaware Bay to Albemarle Sound, 
inclusive. 


Reasonable Rate on Prunes, 
Ida. to Ore., Prescribed 


The Commission, by Commissioner Miller, in a report and 
order in No. 29320, Starr Fruit Products Co. vs. Oregon Elec- 
tric Railway Co., et al., has found combination rates on fresh 
prunes, in lug boxes, in carloads, from Deal, Marsing, Wilder, 
Boise, and Meridian, Ida., to Salem, Ore., over the Union Pa- 
cific and the Oregon Electric, has been, are, and for the 
future will be unreasonable, but not otherwise unlawful, to 
the extent that they exceeded or might exceed 50 cents, mini- 
mum 40,000 pounds. ; 

It also found that the assailed combination rate on fresh 
prunes, in lug boxes, in carloads, from Deal, Ida., to Salem, 
over the Union Pacific and the Southern Pacific, was unrea- 
sonable, but not otherwise unlawful, to the extent it exceeded 
50 cents, minimum 40,000 pounds. : 

Reparation of $587.60, with interest was awarded, and it 
was further found that an assailed switching charge of the 
Oregon Electric at Salem had not been shown to have been 
or to be unreasonable or otherwise unlawful. 

A further finding was that the establishment of additional 
joint rates and routes for the future had not been shown neces- 
sary or desirable in the public interest. As to the request of 
the complainants that the Commission issue an order requiring 
the defendants to establish joint through rates for the trans- 
portation of fresh prunes, in lug boxes, in carloads, from Deal, 
Marsing, Wilder, and Boise, to Salem, over the Union Pacific 
and the Oregon Electric, and to establish joint through rates 
on empty lug boxes, in carloads, from Salem to the Idaho 
points over: such route, the report said: 


Subject to the conditions contained in section 15 (4) of the act, 
section 15 (3) authorizes the Commission to establish through routes 
and joint rates, when the Commission finds them to be necessary or 
desirable in the public interest. The evidence of record is insufficient 
to justify a finding that the through routes and joint rates here sought 
are necessary or desirable in the public interest. The findings herein 
that the assailed combination rates were and for the future will be, 
unreasonable, and the award of reparation, do not constitute an order 
establishing through routes and joint rates within the meaning of 
section 15 (3), but a determination of reasonable rates on shipments 
which have moved or may move over defendants’ lines. Atlantic Coast 
Line R. Co. vs. United States, 284 U. S. 288. See also L. H. Lacy & Co. 
vs. Chicago, R. I. & P. Ry Co., 263 I. C. C. 335, and Virginian Ry. vs. 
United States, 272 U. S. 658. 


CASALE RIGHTS DETERMINED 


On further hearing in MC 20314, John J. Casale, Inc., Con- 
tract Carrier Application, the Commission, division 5, has found 
the applicant entitled to a permit authorizing continuance of 
operations as a contract carrier by motor vehicle of malt bever- 
ages, coffee, and bakers’ supplies, between points in the New 
York commercial zone, on the one hand, and, on the other, 
points in Hudson, Bergen, Passaic, Union, Essex, Middlesex, 
Somerset, Monmouth, Morris, and Ocean counties, N. J., over 
irregular routes. F 

In the prior report on further hearing, 44 M. C. C. 45, the 


*1191 


Commission found that, except to the extent the applicant fur- 
nished trucks without drivers to shippers, it was operating as 
a contract carrier. The applicant had asked the Commission to 
permit it to withdraw its application on the ground that it did 
not control the drivers of the leased vessels. However, the 
Commission said, the order reopening the proceeding was only 
for the purpose of determining the scope of the applicant’s ac- 
tivities as to commodities transported and as to territory served, 
and its contentions as to the status of its leasing operations, 
“a matter which was fully discussed in the prior report on 
further hearing,” was beyond the scope of the reopening order. 
In any event, it added, no additional evidence was submitted 
at the last hearing that would warrant a change in the previous 
conclusions. 

In 1944 the Supreme Court of the United States upheld an 
order of the Commission denying a petition of Casale to with- 


py its application (see Traffic World, March 11, 1944, p. 


Rodgers Dual Operation 
Proposal Denied 


Authority to conduct dual operations may properly be 
granted only where it has been shown that they may be con- 
ducted without competition between the two types of service, 
in order to minimize opportunity for discriminatory practices. 
said the Commission, division 4, in denying an application of 
Rodgers Motor Lines, Inc., Scranton, Pa., for authority to pur- 
chase for $90,000 the operating rights and property of Roy 
Ovens, doing business as Ovens Transfer, also of Scranton, and 
application of Ted V. Rodgers to acquire control of the operating 
rights and property through the purchase. The action was taken 
in a report and order in MC F-3046, Ted V. Rodgers—Control; 
Rodgers Motor Lines, Inc.—Purchase—Roy Ovens, the decision 
having been previously announced in a memorandum to the 
press (see Traffic World, April 6, p. 1025). 

Mr. Rodgers, said the division, controlled Rodgers Motor 
Lines, Inc., through ownership of 60 percent of its capital stock 
and also controlled Eschenbach & Rodgers, Inc., of Scranton, 
through ownership of 75 per cent of its stock. Under its present 
authority Ovens Transfer might serve many points authorized 
to be served by the Eschenbach firm, continued the division, 
adding that Rodgers Motor Lines’ regular-route general com- 
modity authority was within territory authorized to be served 
by its affiliate. Eschenbach. 

The division said the applicants had submitted no plan 
whereby the operating authority .might be modified so as to 
permit a finding that the remaining dual operations would be 
consistent with the public interest. It said the Rodgers firm 
stated it would not accept modification of the operating rights 
as a condition to approval of the proceeding. 


PANAMA CITY TRANSIT RIGHTS 


By a certificate in W-924, Raymond A. Jones and M. H. 
Edwards, Jr., the Commission, division 4, following transfer 
from Panama City Transit Co., Inc, to the aforementioned ap- 
plicants of the operating rights granted Panama City, has 
authorized Raymond A. Jones and M. H. Edwards, Jr., doing 
business as Gulf Transportation Co., operate as follows: 


As a common carrier by water by self-propelled vessels and by 
non-self-propelled vessels with the use of separate towing vessels, 
in interstate or foreign commerce, in the transportation of commodities 
generally, over the Gulf Intracoastal Waterway and the Gulf of Mexico, 
and connecting waters, between the ports of New Orleans, La., and 
Apalachicola, Fla., ard ‘intermediate ports. 


The certificate was made effective May 15, and cancelled 
the certificate issued to Panama City September 7, 1945. 


SALE OF IRA PARKER RIGHTS 


The Commission, division 4, has approved and authorized, 
by a report and order in George R. Goode and P. W. Goode— 
Control; Be Mac Transport Co.—Purchase—Ira Parker, pur- 
chase by Be Mac, of St. Louis, Mo., of certain operating rights 
of Ira Parker, also of St. Louis. and control of those rights 
by George R. and P. W. Goode. The rights involve transporta- 
tion of general commodities, with exceptions, over a regular 
route between Godfrey, IIl., and St. Louis. 


MIDWEST TRANSFER MOTOR PURCHASE 
The Commission, division 4, by a revort and order in MC 
F-2870, Burrell Beardsley—Purchase—Harry Ratner (Helen 
Lipson, executrix, and Sidney R. Tarkoff, executor), has ap- 
proved the purchase for $500 by Burrel Beardsley, doing busi- 
ness as Beardsley Trucking Co., Muskegon, Mich., of certain 
operating rights of Harry Ratner (Helen Lipson and Sidney R. 
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Tarkoff, executors), doing business as Midwest Transfer Co., 
Maywood, Ill. 


NORTH-SOUTH FREIGHTWAYS MOTOR PURCHASE 


Purchase by Malone Freight Lines, Inc., Birmingham, Ala., 
of certain operating rights of North-South Freightways, Inc. 
(David Kimmel, receiver), Paterson, N. J., for $1,000, and 
acquisition of control of the operating rights by J. R. Oden, 
R. J. Fadool, Robert Jones, Priscilla Y. Sours, A. C. Ramsay, 
Jr., and Huston L. Laclair, all of Birmingham, through the 
purchase, has been approved by the Commission, division 4, by 
a report and order in MC F-2877, Oden, et al.—Control; Malone 
Freight Lines, Inc.—Purchase—North-South Freightways, Inc. 
(David Kimmel, receiver). It said North-South, in receiver- 
ship, could not conduct the operations covered by its certificate. 





EMERY MOTOR COACH PURCHASE 

Purchase of certain operating rights and property of Rob- 
ert Lee Emery, Jr., doing business as Emery’s Motorcoach 
Lines, Martinsburg, W. Va., by Blue & White Lines, Inc., 
Altoona, Pa., for $2,509, and acquisition of control of the oper- 
ating rights and property by R. R. Long, of Altoona, controlling 
owner of Blue & White, through the purchase, has been ap- 
proved by the Commission, division 4, by a report and order 
in MC F-3037, R. R. Long—Control; Blue & White Lines, Inc. 
—Purchase—Robert:. Lee Emery, Jr. 


RICHARDS MOTOR FREIGHT PURCHASE 


Shirks Motor Express Corporation, Lancaster, Pa., has 
been authorized to purchase certain operating rights of John 
Richards, doing business as Richards Motor Freight Lines, 
Scranton, Pa., for $3,000, by a report and order of the Com- 
mission, division 4, in MC F-2768, S. Robert Posey and B. F. 
Weaver—Control; Shirks Motor Express Corporation—Pur- 
chase—John Richards. The division also approved the acquisi- 
tion of control of these operating rights by S. Robert Posey, 
of Lancaster, Pa., and B. F. Weaver, of Churchtown, Pa., con- 
trolling owners of Shirks, through the purchase. 


RICHARDS AND BONDURANT MOTOR PURCHASES 


By a report and order in MC F-2774, Harry G. Masser— 
Purchase—John Richards and Lillie Margaret Bondurant, the 
Commission, division 4, has approved the purchase by Harry 
G. Masser, doing business as Masser Motor Express, Hagers- 
town, Md., of certain operating rights of John Richards, doing 
business as Richards Motor Freight Lines, Scranton, Pa., for 
$7,500, and of certain operating rights of Lillie Margaret Bon- 
durant, doing business as Bondurant Motor Lines, Mount Airy, 
N. C., for $1,000. 


‘ REINHARDT MOTOR PURCHASE 
By a report and order in MC F-2963, John H. Farson—Pur- 
chase—The Reinhardt Transfer Co., the Commission, division 4, 
has approved the purchase by John H. Farson, of Ashland, Ky., 
of certain operating rights of the Reinhardt Transfer Co., Ports- 
mouth, O. 


BEN SURBER MOTOR PURCHASE 
The Commission, division 4, by a report and order in 
MC F-2709, A. C. Willingham—Purchase—Benjamin Overton 
Surber, has approved the purchase by A. C. Willingham, doing 
business as Willingham Motor Lines, San Antonio, Tex., of 
operating rights and property of Benjamin Overton Surber, 
doing business as Ben Surber, Burlington, Kan., for $7,000. 





INTERLOCKING AT DANVILLE JCT., ILL. 


The Commission, by Commissioner Patterson, has issued 
an order in No. 28750, Sub. 22, In the Matter of Installation of 
Block Signal or Other Systems Intended to Promote Safety of 
Railroad Operation—Peoria & Eastern Railway Co., Wabash 
Railroad Co., Chicago & Eastern Illinois Railroad Co., ordering 
those railroads to install, on or before November 1, an inter- 
locking at the crossing of the three railroads at Danville Junc- 
tion, Ill. The order said the roads had agreed to install the 
interlocking. 


EMPLOYE STATUS PROCEEDINGS REOPENED 


The Commission has reonened for oral argument certain 
proceedings in Ex Parte No. 72, Sub. 1, In the Matter of Reeu- 
lations Concerning the Class of Employes and Subordinate Offi- 
cials to be Included within the Term “Employe” Under the 
—, Labor Act, and assigned oral argument for May 9, at 
10 a. m. 

The action was taken, it said, on petition of the Union 
Pacific and Frisco railroads for reconsideration and oral argu- 
ment. On petition of the Association of American Railroads and 


TRAFFIC WORLD 


the Railway Labor Executives’ Association, those organizations 
were permitted to intervene. 

The proceedings, said the Commission, involved the status 
of Frisco roadmasters and Union Pacific roadmasters and super- 
visors such as general roadmasters, roadmasters, assistant road- 
masters, and general foremen; supervisors of bridges and build- 
ings such as supervisors, assistant supervisors, and general fore- 
men; supervisors of water supply; supervisors and inspectors of 
signals such as supervisors, assistant supervisors, and general 
foremen; and supervisors of telegraph lines. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Scrap Steel 


I. and S. No. 5378, Scrap Steel Pacific Coast to Chicago 
and West. By the Commission, division 3. Found just and rea- 
sonable and not unlawful in any respect, proposed reduced rate 
published to expire April 27) on scrap steel plate or structural 
scrap steel, limited to.such scrap steel having value for remelt- 
ing purposes only, in carloads, from Pacific coast territory to 
destinations in transcontinental group D and transcontinental 
groups west of group D. Proceeding discontinued and suspended 
schedules ordered cancelled effective May 22, without prejudice 
to filing of new schedules in conformity with findings. The di- 
vision said the present rate on scrap metal, in carloads, in the 
considered territory was 66 cents a 100 pounds (equivalent to 
$14.78 a ton of 2,240 pounds), minimum 60,000 pounds, and that 
this rate was limited in its application to scraps or pieces of 
metal having value for remelting purposes only. It said the 
respondents proposed to establish, for alternative application 
with the proposed rate, a reduced rate of $12.32 (equivalent to 
55 cents a 100 pounds) on scrap steel plate or structural scrap 
steel, minimum 100,000 pounds, subject to actual weight but 
not less than the marked capacity of the car when cars of less 
than 100,000 pounds capacity were furnished at the carrier’s 
convenience. The division said that the conclusion was war- 
ranted that the proposed rate was reasonably compensatory 
and that the evidence did not establish that the proposed rate 
would violate specified provisions of the interstate commerce 
act. Whether the proposed reduced rate would result in obtain- 
ing traffic to the respondents to such an extent as to justify the 
reduction from a revenue standpoint was, said the divis'‘on, 
“manifestly conjectural” and need not be determined. It said 
carriers had a rieht to initiate nonpreferential rates within the 
zone of reasonableness that would enable them to obtain de- 
sired traffic over their lines. Texas & P. Ry. Co. vs. U. S., 289 
U. S. 627, 636, was cited. 


Sand 


No, 17817, Chicago Gravel Co. et al. vs. Santa Fe, et al. 
embracing No. 17817, Sub. 2, Neal Gravel Co. et al., vs. Same, 
supplemental report, by the Commission. On reconsideration, 
prior findings and orders, 118 I. C. C. 633, 146 I. C. C. 290, 220 
I. C. C. 119. 229 I. C. C. 519. 232 I. C. C. 542, 234 1. C. C. 664 
further modified to permit defendants to establish and main- 
tain to the Chicago, IIl.-Gary. Ind., district on sand, in carloads. 
from Cayuga, Ind., rates of 60 and 80 cents for single and 
connecting-line delivery, respectivelv, or the same as author- 
ized on further hearing, 234 I. C. C. 664 on sand. gravel. crushed 
stone, and slag from other origins in zone III in Wisconsin, 
Illinois, and Indiana. The report said that, under a cooperative 
procedure described in 234 I. C. C. 664, the aforementioned 
rates had been approved, and the petition filed to obtain modi- 
fication of the prior findings and orders. It said there had been 
no objection. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 31444, Samuel Schreiber and Mrs. Harry Schreiber, 
Pittsburgh, Pa., common carrier. Certificate denied and find- 
ings in prior reports, 26 M. C. C. 723 and 43 M. C. C. 821, af- 
firmed. General commodities. with exceptions. between points 
in Pa., N. Y., Mass., Conn., N. J., Del.. Md., W. Va., O., Ind. 
Tll., and D. C.. over regular and irregular routes. 

*MC 66562, Sub. 610, Railway Express Agency, Inc., New 
York, N. Y. Certificate granted. General commodities, moving 
in express service, between Westfield and Springfield, Mass. 
over a specified highway, service limited to that supplemental of 
or auxiliary to express service. 
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*MC 67646, Sub. 22, Hall’s Motor Transit Co., Sunbury, Pa. 
Certificate granted. General commodities, with exceptions, be- 
tween Sunbury and New York, N. Y., over a specined route, 
serving interluediate and oft-route points within lo miles of 
New xork City, no shipment to be transported over the route 
originaung at or destined to (1) points in Pa. east of Sunbury 
located on applicant’s presently authorized routes and (2) 
points south of Selinsgrove, Pa., on applicant’s presently au- 
thorized reguiar route to and including Harrisburg, Pa. 

*MC (3201, Harry Ratner, Maywood, Iil., contract carrier, 
embracing MC 728261, Sub. 1, Same—kxtension; and Sub 6, 
Same, Extension; MC 0284Y, Harry Ratner, successor in interest 
to Jonn K. Weaver. Permit granted. in title report, on recon- 
sideration, findings in prior report, 24 M. C. C. moditied in part, 
specaned roolung, buliding and insulating materials in leu of 
those materials generally, from Chicago, Joliet, and Wilming- 
ton, Lll., and St. Louis, Mo., to specined points and areas in 
Mo., Ky., il., lnd., O., Wis., and Mich. On reconsideration in 
Mc 7821, Sub. Zz, findings in prior reports, 26 M. C. C. 818 
and 28 M. C. C. 812, modiutied in part to delete asphalt and as- 
bestos rooting and materiais used in its installation from 
Waukegan, Wis., to Mich., lnd., O., and Ia., and to authorize 
transporiation of specified roonng, building and insulating ma- 
terials In lieu of general description, trom Wilmington, to po:nts 
in a specified area of Wis. in MC 78261, Sub. 6, on recon- 
sideration, tindings in prior report, 42 M. C. C. 849, modified 
in part to authorize transportation of specified roonng, buiid- 
ing and insulating materiais trom specified origins to destinat.ons 
in Mo., Ky., Pa., N. Y., O., Ind., Wis., Mich., and la. On re- 
consideration in MC 52849, prior order modified in part to 
authorize transportation of specified roofing, building and in- 
sulating materials in lieu of roofing materials generally, in 
truckioads, trom Chicago Heights, Lll., to specified Mich. points. 

*MC 94963, Sub. 1, George R. T. Roberts, Sabetha, Kan. 
Permit granted. Butter, from Sabetha to Philadelphia, Pa., 
over irregular routes. 

*MC 105498, F. S. Millard, Des Moines, la., contract car- 
rier. Permit granted. Prepared animal and poultry feed, from 
Des Moines to points in Ark., Colo., Ill., Ind., Kan., Minn., Mo., 
Neb., S. D., and Wis.; and animal and poultry feed ingredients 
from points in the aforementioned destination territory to Des 
Moines. , di alae! 

*MC 105550, W. K. Carroll, Pueblo, Colo., common carrier. 
Certificate denied. Passengers and their baggage, and mail and 
express, including moving picture film in the same vehicle 
with passengers, between Lamar, Colo., and Amarillo, Tex., 
over U. S. highway 287, serving all intermediate po.nts. 

*MC 105831, Bluff City Appliance & Storage Co., Inc., Mem- 
phis, Tenn., common carrier. Certificate denied. Household 
goods, between points in Tenn., Ala., Miss., and Mo., located 
within 100 miles of Memphis, on the one hand, and, on the other, 
points in Ala., Ark., Fla., Ga., Ill., Ky., La., Miss., Mo., Okla., 
Tenn., and Tex., over irregular routes. 

*MC 105863, George Grossman, Philadelphia, Pa., contract 
carrier. Permit denied. Molasses and syrup, in barrels or 
drums, from Philadelphia to Baltimore, Md., Central Islip, 
Kings Park, Brentwood, and New York, N. Y., and empty drums 
on return from Baltimore, traversing Del. and N. J. for op- 
erating convenience. 

*MC 105905, Halden Jackson, Afton, la., common carrier. 
Certificate granted. Over irregular routes (1) ordinary live 
stock, between Afton and points within 20 miles thereof, on 
the one hand, and on the other, Omaha, Neb., and St. Joseph, 
Mo.; and (2) feed and building materials from Omaha to Af- 
ton and points within 20 miles thereof. 

*MC 105975, Christina Florence O’Brien, Calais, Me., con- 
tract carrier. Permit denied. Brick, from Fredericton, N. B., 
Canada, to Calais and points within 50 miles of Calais, and to 
Houlton, Me., and points within 60 miles of Houlton, using 
Ports of entry at Calais and Houlton, Me. 


_ *MC 88088, Sub. 1, Ray Trautman, Genesee, Idaho. Cer- 
tificate granted. Farm tractors, truck and automobile tires, 
ron rods, angle irons and iron plates, between Lewison, Ida., 
and Genesee, and acetylene gas and oxygen, in tanks, from 
Lewiston to Genesee, and empty acetylene and oxygen tanks 
In the reverse direction, over U. S. highway 95, serving inter- 
mediate and off-route points in Idaho 10 miles of Genesee. 

*MC 2969, North Star Express, Inc., Chalmers, Ind., con- 
tract carrier. Certificate granted, on further hearing, and find- 
Ings in prior report, 27 M. C. C. 555, modified. Continuance in 
operation, general commodities, with exceptions, between cer- 
tain points in Ind., on the one hand, and, on the other, described 
points in Ill., Ia., Mo., Ky., O., and Mich., over irregular routes. 

*MC 105932, William Jackson and William Gray, Philadel- 
phia, Pa., common carrier. Certificate granted. Passengers and 
their baggage in round-trip charter operations, beginning and 
ending at Philadelphia, Pa., and extending to points in N. J., 
N. Y., Del., Md., and D. C., over irregular routes. 
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MC 57641, Sub. 4, Cardinal Lines, Inc., Janesville, Wis. 
Certificate granted. Passengers and their baggage, and express, 
mail, and newspapers in the same vehicle with passengers, be- 
tween Lake Geneva, Wis., and Woodstock, Ill., and return, 
over a described route, serving all intermediate points; between 
Milton, Wis., and the junction of an unnumbered highway and 
Wis. highway 26, and return over a described route, serving 
Milton Junction as an intermediate point; and between Slades 
Corners, Wis., and the junction of Wis. highways 50 and 83, at 
a point north of Salem, Wis., and return, over a described 
route, serving all intermediate points. 





COMMISSION ORDERS 

Finance 14891, Baltimore & Ohio Railroad Co. operation. Effective 
date of order of Division 4 entered November 28, 1945, further extended 
to April 19. 

Finance 13772, Atchison, Topeka & Santa Fe Ry. abandonment. 
Period for which jurisdiction was reserved in certificate of April 10, 
1944, for consideration of question of whether conditions should be 
imposed for protection of applicant’s employees, extended for an addi- 
tional period of 2 years. 

No. 29163, Cardox Corp. vs. Ahnapee & Western Ry. Co. et al. 
Order of November 14, 1945, further modified to become effective June 
27 on statutory notice instead of May 27. 

1. & S. 5315, Routing Soda Ash from Baton Rouge, La. Order of 
January 9 further modified so as to postpone the effective date until 
further order of the Commission. 

1. & S. 5333, Lumber from and to H. & B. R. R. Plywoods-Plastics 
Corp. petition for reopening and reconsideration accepted and replies 
may be filed on or before April 19. 

1. & S. M-2591, Sugar Ratings in New England Territory, and 
1. & S. M-2602, Sugar—N. Y., N. J., New England. Petition of The 
New England Motor Rate Bureau, Inc., requesting issuance of sub- 
poenas duces tecum denied. 

MC 54611, Mayflower Terminals, Inc., application for registration 
and MC C-483, Mayflower Terminals, Inc., motor carrier operations 
within Ohio. Date on which respondent in MC C-483 shall comply with 
requirement to cease and desist from performing any motor carrier 
operations under authority of its Ohio certificate as specified in order 
of December 5, 1945, extended to May 31. 

MC 35628, Sub. 81, Interstate Motor Freight System extension— 
Canadian routes, reopened for further hearing at a time and place to 
be fixed. 

MC 103201, Sub. 5, Gene Brown Heavy Hauling, Fort Bridger, Wyo., 
reopened for further hearing at a time and place to be fixed. 

MC F-2133, William J. O’Neill—control—Moore Northern Haulers, 
Inc., petition of rail carriers in Official Classification Territory protestant 
for reconsideration of decision of division 4 of November 13, 1945, 
denied. 

W-911, H. E. Savage, Jr., application. Reopened for further hear- 
ing May 13, 9:30 o’clock a. m., at Washington, D. C., before Examiner 
Brown. 

Finance 14850, Chesapeake & Ohio Ry. Co., construction. Effective 
date of certificate issued September 4, 1945, and effective as extended 
on April 12 further extended to May 17. 

No, 29205, Cinder Concrete Products, Inc., vs. A. T. & S. F. et al. 
Time fcr filing petitions for reconsideration extended to June 24. Order 
entered January 16 modified to become effective August 26 on statutory 
notice instead of June 26. 

1. & S. M-2351, Fish and Oysters, Massachusetts to New York City 
and vicinity. Effective April 28, 1945, respondents having cancelled sus- 
pended schedules, proceeding discontinued. 

No. 29231, Oil City Brass Works vs. 
et al., reopened for reconsideration. 

1&S 5341, Cast Iron Borings, C. F. A. to New Jersey. Respondents 
under special permission having filed tariffs effective April 10, can- 
celling suspended schedules, proceeding discontinued. 

1&S M-2600, Split pickup and delivery—St. Joseph to Chicago. Re- 
spondents under special permission having filed tariffs effective April 
1 cancelling suspended schedules, proceeding discontinued. 

W-587, Foss Launch & Tug Co., extension, car ferry. Petition of 
applicant for further hearing in so far as proceeding relates to trans- 
portation of explosives by means of car-barges between Seattle and 
Tacoma, Wash., on one hand, and ship anchorages in Puget Sound, 
on other, accepted and filed of record in proceeding. Reopened for 
further hearing to receive evidence on matters set forth in said petition. 
Proceeding as reopened assigned for further hearing April 29, 9:30 
o’clock a. m., at Olympic Hotel, Seattle, Wash., before Examiner Stiles. 

No. 29013, Carstens Packing Co. et al. vs. Great Northern et al.; 
No. 29013, Sub. 1, Armour & Co. vs. Great Northern et al.; No. 29013, 
Sub. 2, Acme Packing and Provision Co., Inc., and Frye and Co. vs. 
British Columbia Electric Ry. Co. et al. Complainants request dated 
March 28 for leave to file reply to defendants’ reply to complainants’ 
petition for reconsideration and reargument denied. 

No. 29140, Accounting for Post Driving and Pressure Grouting to 
Promote Stability of Roadbeds. Motion of counsel for the Bureaus of 
Accounts and Valuation of the Commission for service of questionnaires 
on Southern Ry. and other respondents denied. 

Finance 14671, Pere Marquette Ry. Co., abandonment. Time within 
which a petition for reconsideration may be filed in this proceeding 
further extended to April 29. 

MC C-454, William B. Loftus, revocation of certificate. Order of 
August 23, 1945, reopening this proceeding for further hearing vacated 
and proceeding discontinued. 


Alton & Southern Railroad 





UNCONTESTED FINANCE CASES 
Report and order in F. D. No. 15211, Wyandotte Terminal Railroad 
Co. Trackage Rights, authorizing acquisition by the Wyandotte Ter- 
minal Railroad Co. of trackage rights over a line of railroad of the 
Detroit, Toledo & Ironton Railroad Co. Approved. 
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Report and order in F, D. No. 15240, Great Northern Railways Co. 
Bonds, granting authority to issue not exceeding $25,000,000 of general 
mortgage 2% per cent gold bonds, series R, to be sold at 99.279 and 
accrued interest and the proceeds applied, with other funds, to the 
redemption on July 1 of a like amount of general mortgage 3% per cent 
bonds, series K. Approved. 

Report and Order in F. D. No. 15243, Louisiana & Arkansas Rail- 
way Co. Securities, granting authority to issue at part not exceeding 
$14,000,000 of promissory notes, the proceeds to be applied to the 
redemption of a like principal amount of outstanding first mortgage 
5 per cent bonds, Series A, due January 1, 1969, and to issue a first 
mortgage 4 per cent bond, Series D, in the principal amount of not 
exceeding $14,000,000 to be pledged as collateral security for such notes. 
Approved. 

















































MOTOR FINANCE CASES 

MC F-3012, M. P. McLean, Jr.—Control; McLean Trucking Co.— 
Purchase—W. W. Raper. Purchase by McLean Trucking Co. of Winston- 
Salem, N. C., of the operating rights and property of W. W. Raper, 
doing business as American Trucking Co., of High Point, N. C., and 
acquisition of control of said operating rights and property by M. P. 
McLean, Jr., through said purchase, approved and authorized, subject 
to condition. 

MC F-3150, Pittsburgh-Wheeling Truck Service, Inc.—Lease—M & 
M Truck Lines, Inc., and Hill Motor Freight Co.; Lease (Portion)— 
Morgantown Transfer and Storage Co. Application for authority under 
section 210a (b) of Pittsburgh-Wheeling Truck Service, Inc., of Akron, 
Ohio, for temporary operation of the motor-carrier rights of M & M 
Truck Lines, Inc., also of Akron, and Hill Motor Freight Co., of 
Columbus, Ohio, and for temporary operation of a portion of the motor- 
carrier rights of Morgantown Transfer and Storage Co., of Morgantown, 
W. Va., denied with respect to M & M Truck Lines, Inc., and Morgan- 
town Transfer and Storage Co., and granted with respect to Hill Motor 
Freight Co., with conditions. 

MC F-2646, John Ruan—Control—McCoy Truck Lines, Inc.—Purchase 
—Central West Shippers, and MC F-2827, John Ruan—Control—McCoy 
Truck Lines, Inc. Purchase by McCoy Truck Lines, Inc., of Waterloo, 
Iowa, of the operating rights of Central West Shippers, of Chicago, IIl., 
and acquisition of control of said operating rights by John Ruan through 
said purchase, approved and authorized, subject to condition. Acquisi- 
tion by John Ruan, of Des Moines, Iowa, of control of McCoy Truck 
Lines, Inc., through ownership of capital stock approved and author- 
ized. 

Action by Division 4, April 15, 1946, in Nos. MC F-2803, Aime V. 
and Eugenie B. Plante—Control; Robert’s Express, Inc.—Purchase— 
Allied Freightways, Inc., and MC F-2818, Paul S. Dubrey—Purchase— 
Allied Freightways, Inc. Purchase by Robert’s Express, Inc., of Man- 
chester, N. H., of certain operating rights of Allied Freightways, 
Ine., of Boston, Mass., and acquisition of control of said operating 
rights by Aime V. and Eugenie B. Plante, through said purchase, ap- 
proved and authorized, subject to condition. Purchase by Paul S. 
Dubrey, doing business as P. S. Dubrey Trucking Co., of Worcester, 
Mass., of certain operating rights of Allied Freightways, Inc., approved 
and authorized, subject to condition. 


FINANCE APPLICATIONS 


MC F-3156, Hartford Transportation Co., Inc., Newington, Conn., 
asks authority to purchase certain operating rights of Brainerd W. 
Brown, dba B. W. Brown Trucking Co., New Britain, Conn. 

MC F-3157, Frank W. Harrington, J. L. Harrington, M. F. Har- 
rington and C. M. Harrington, dba J. J. Harrington Sons, Phillips, Tex., 
ask authority to purchase certain operating rights of H. A. Day, dba 
H. A. Day Truck Line, Oklahoma City, Okla. 

MC F-3158, Transway, Inc., New Orleans, La., asks authority to 
purchase certain operating rights of Mike Heck’s Delivery Service, Inc., 
New Orleans. M. H. Brandon, president and controlling stockholder of 
Transway, Inc., asks authority to join in the application and to control 
the operations proposed to be acquired. 

MC F-3159, Joseph E. Faltin, dba J. E. Faltin Motor Transportation, 
Manchester, N. H., asks authority to purchase certain operating rights 
of Charles N. Huckins, dba Nichols Express Service, Pittsfield, N. H. 

MC F-3160, R. J. Dumont, dba R. J. Dumont Cartage Service, 
Aurora, Ill., asks authority to purchase certain operating rights of 
Herman L. Ranft, dba B. & R. Forwarding Co., Niles, Mich. 

MC F-3161, Dana L. Clark, Jr., dba Blue Line Express, Nashua, 
N. H., asks authority to purchase certain operating rights of Ida M. 
Sarazin, administratrix of the estate of Euclid A. Sarazin, deceased, 
formerly dba Sarazin’s Express, North Attleboro, Mass. 

MC F-3162, Claude S. Henry, dba C. S. Henry Transfer, Rocky 
Mount, N. C., asks authority to purchase certain operating rights of 
M. P. Lipe, dba Lipe Motor Lines, Hickory, N. C. 

Finance No. 15241, supplemental. Pennsylvania Co. records with 
the Commission a bid by Halsey Stuart & Co., Inc., of 100.023 per cent 
of the principal amount of $30,000,000 secured serial notes, as the bid 
providing the lowest net interest cost and accepted by the company. 
The applicant said there would be a net saving in interest, due to the 
redemption of $32,000,000 outstanding secured notes, series A and B, 
of $4,002,025. The new notes will mature in 20 annual installments of 
$1,500,000 on the first day of April from 1947 to 1966, inclusive, bearing 
interest rates ranging from one per cent to 2.15 per cent. The appli- 
cant said, also, that the Pennsylvania system would benefit through 
deductions for income tax purposes to the extent of about $400,000, 
making total savings about $4,400,000. 

Finance No. 15020, supplemental. Southern Pacific Railroad Co. 
has asked the Commission to authorize it to reduce the interest rate 
on $25,000,000 of its first mortgage bonds, series D, now wholly 
owned by Southern Pacific Co., from 3% per cent, at which rate 


aainh 
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their issuance was authorized by the Commission, to 2% per cent, 
the rate at which, later, the Southern Pacific was able to issue its 
first mortgage bonds, series F. The boards of directors of the two 
companies have, according to the application, agreed to the reduction 
in interest, effective May 15. 

MC F-3163, Harvey H. Sentle, dba Sentle Trucking Co., of Toledo, 
O., asks authority to purchase operating rights of J. P. Graham, Jr., 
dba J. P. Graham Transfer, of Rochester, Pa. 

MC F-3164, Wilson Storage & Transfer Co., of Sioux Falls, S. D., 
asks authority to purchase certain operating rights and equipment of 
R-B Freight Lines, Inc., of Aberdeen, S. D. 


Finance No. 14501, Sub. 1, Seaboard Railway Co. Reorganization. 
Henry W. Anderson, Joseph France, Otis A. Glazebrook, Jr., Sam H, 
Husbands, and Legh R. Powell, Jr., voting trustees under the voting 
trust provided for by the plan, ask authority to control to the extent 
control is acquired under the voting trust agreement, of the applicant 
and other corporations of which applicant seeks authority to control. 
The trustees said it was the opinion of counsel for them that no such 
application was necessary, since there would be no combination of 
carriers not now under common control and the trustees would be in 
control only of a single carrier and its subsidiaries, all of which have 
become subsidiaries with the approval of the Commission. 


Finance No. 15261, Pere Marquette Railway Co. asks authority to 
assume obligation in respect of $1,300,000 of serial equipment trust 
certificates, to be dated May 1, 1946, and to represent about 80 per 
cent of the cost of 100 all-steel covered hopper cars, two baggage cars, 
two mail and express cars, four coaches with lounge end, four coaches 
with observation end, and two lounge diners, at an estimated cost of 
$1,690,475.66. The certificates will be offered at competitive bidding, 
dividend rate not to exceed 2 per cent a year. The notes will mature 
at the rate of $130,000 a year from May 1, 1947, to May 1, 1956, in- 
clusive. 


MC F-3165, Schuylkill Valley Lines, Inc., of Morristown, Pa., asks 
authority to purchase certain operating rights and equipment of John 
C. Markley, dba Perkiomen Transit Co., of Schwenkville, Pa. 

MC F-3166, J. L. Naylor, dba El Paso Pecos Valley Truck Lines, of 
El Paso, Tex., asks authority to purchase certain operating rights of 
Richard G. Spitzer, dba Rio Grande Truck Lines, of Santa Fe, N. M. 

Finance No. 15065, Second Supplemental. Erie Railroad Co. asks 
authority to issue $1,890,000 of promissory notes in connection with the 
acquisition of 700 box cars under a conditional sale agreement, action 
as to that portion of the application having been deferred by the Com- 
mission -in its report of October 18, 1945. 


Finance No. 15263, Atlantic Coast Line Railroad Co. Asks authority 
to issue 823,427 shares of common stock, without nominal or par value, 
in exchange, share for share, for 823,427 shares of its presently out- 
standing $100 par value common stock. The applicant said it was pro- 
posed to increase its authorized capital stock to a total of 1,500,000 
shares, of which 1,350,000 would be common stock without nominal or 
par value, making the aforementioned exchange. It said it desired 
to have additional capital stock available for future debt retirement 
and for other corporate purposes, and believed that common stock 
without nominal or par value had certain advantages over common 
stock with a par value of $100. 


MC F-3167, Red Star Transit Co., Inc., of Detroit, Mich., asks 
authority to lease, with option to purchase, certain operating rights 
of Caldwell Motor Freight, Inc., also of Detroit. 

MC F-3168, Mid-Continent Coaches, Inc., of Enid, Okla., asks 
authority to acquire control of Southwestern Motor Carriers Corpora- 
tion, of Oklahoma City, Okla., through ownership of capital stock. 


PETITIONS FOR REHEARING, ETC. 

Finance 11012, Application of Denver and Salt Lake Railway Co. 
to issue securities. Applicant requests extension of time during which 
first mortgage 4 per cent bonds may be pledged for an indefinite period 
of time until Juiy 31, 1948. 

. MC F-1518, Frisco Transportation Co., lease, Missouri-Arkansas 
Transportation Co. Applicants ask Commission to modify its findings 
and order of April 6, 1942 and supplemental order of April 30, 1945, 
and October 31, 1945, and approve and authorize the lease extension 
for an additional period of six months from April 30 to October 31 
subject to cancellation upon further order of the Commission. 


No. 13535 et al., Consolidated Southwestern Cases, Defendant cal- 
riers operating in Southwestern Territory asks the Commission {0 
approval under Finding 27 of its decision in Consolidated Southwestem 
Cases Docket 13535 et al. (123 I. C. C. 203, et seq.) to continue rates 
on cigarettes, carloads, from Jersey City, N. J., of 124 cents per 1 
pounds to Houston, Tex., and 151 cents to Dallas and Ft. Worth, Texas. 
These are exclusive of the increases authorized in Ex Parte 148 Ir 
creased Railway Rates, Fares and Charges, 1942, 248 I. C. C. 545, sus 
pended. These rates are provided in items 1925 and 1585 of Agent 
Marsh’s I. ‘C. C. 3700 and 3648, respectively. 


No. 13535 et al., Consolidated southwestern cases. Kansas City 
Southern Ry. and Lcuisiana & Arkansas Ry., defendants, ask for 4> 
proval under Finding 27 of (123 ICC 203, et seq.) to permit estab 
lishment of a rate of 24 cents per 100 pounds on sodium (soda), silicate 
of, other than dry, in tank cars, carloads, minimum weight subject t0 
Rule 35 of current Western Classification, from Dallas, Tex., to Spring 
Hill, La. Rate is to be subject to Rule 27 of I. C. C. Tariff Circular 2 
at intermediate points of origin and destination via route formed by 
these railways. 

No. 28303, Ohio Calcium Co., Inc., vs. B. & O. et al. Baltimore ané 
Ohio Railroad Co., Detroit, Toledo and Ironton Railroad Co., and Pent 
sylvania Railroad Co., defendants, ask Commission for vacation of ordet 
of March 26, 1940. 

No. 29283, Federal Cement Tile Co. et al. vs. C. & O. et al. De 
fendants ask for reconsideration by entire Commission and postpone 
ment of effective date of order. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain: 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2643, from April 12, until November 12, cer- 
tain schedules published in supplement No. 18 to joint tariff 
MF-I. C. C. No. A-50 issued by the New England Motor Rate 
Bureau, Inc., Agent, Boston, Mass. The suspended schedules 
propose to establish new classification exceptions ratings re- 
sulting in increased rates within New England territory on 
cotton piece goods from Lawrence, Mass., over the route of 
Associated Transport, Inc., and on underwear in connection 
with United Freight Terminal, Inc. 

I. and S. M-2644, from April 13 until November 13 certain 
schedules published in MP-I. C. C. No. 10 of Arlington & 
Fairfax Motor Transportation Co., Arlington, Va., and MP- 
I. C. C. Nos. 83 and 84 of Capital Transit Co., Washington, D. C. 

The suspended schedules propose to establish new and 
increased regular and special charter coach fares and charges 
from and to the Washington, D. C., Commercial Zone. 

I. and S. No. 5402, from April 16, until November 16, oper- 
ation of certain schedules published in tariff I. C. C. No. 3 of the 
Great Lakes Towing Co., Cleveland, O. The suspended schedules 
propose to increase the rates and minimum charges for the 
performance of general towage between points on the Great 
Lakes, and connecting and tributary waters. 


Railroad Abandonments 


D. & R. G. W. 


In Finance No. 15259, the trustees of the Denver & Rio 
Grande Western Railroad Co. ask authority to abandon a por- 
tion of its Park City branch railroad track, near Cement 
Quarry, Utah, to the end of the present operated main track 
at Park City, Utah, 24.10 miles and 2.38 miles of side, spur, 
yard and tipple tracks; also to abandon operation of the On- 
tario branch track, jointly owned by the D. & R. G. W. and 
the Union Pacific, including trackage serving the Park City 
Consolidated Mines, from a connection with the applicant’s 
Park City branch at Park City to the end of the track at sta- 
tion 79-94, a distance of 13,462 feet or 2.55 miles, all in Sum- 
mit county. The tracks, said the applicants, had once served a 
profitable mining district, but that shipments from those mines 
had steadily decreased and present tonnage was not sufficient 
to justify continued operation. Also, they said, grades and 
curves made operation extremely expensive, with rehabilitation 
expenditures needed of $109,100. 


iL. & N. 


The Louisville & Nashville Railroad Co., in Finance No. 
15260, has asked the Commission for authority to abandon its 
Connellsville branch, extending from Connellsville Junction to 
Connellsville, 1.34 miles, in Jefferson county, Ala. The appli- 
cant said abandonment should be authorized because the line 
did not now and would not in the future provide any necessary 
transportation service. 


C. A. & S. 


Abandonment of a line of railroad extending approximately 
62.1 miles from Veedersburg to Morocco, in Newton, Benton, 
Warren, and Fountain counties, Ind., has been permitted by the 
Commission, division 4, by a report and certificate in Finance 
No. 15031, Chicago, Attica & Southern Railroad et al., Abandon- 
ment, effective 30 days from its date. A prescribed condition 
was that the line, or any portion of it, be sold to any responsible 
person, firm, or corporation offering to purchase it for rail- 
transportation purposes, and willing to pay not less than its net 
salvage value. 


The instant proceeding, said the division, was the second 
endeavor of the C. A. & S., William Fabrikant, agent, and the 
Dulien Steel Products, Inc., of New York, N. Y., operator of the 
railroad, to abandon the line, the division having denied the 
previous application in 257 I. C. C. 803, concluding that the 
industries dependent on the rail transportation afforded by the 
applicant had shown a public need for continued operation of 
the line sufficient to warrant its retention, at least for the war 
period. It said that application was denied without prejudice 
to renewal after the war if conditions then existing warranted it. 

“Tt is clear,” said the division, “that neither the present nor 
prospective volume of traffic on the line is sufficient to warrant 
its retention, and that rehabilitation and continued operation 
thereof would impose an undue and unnecessary burden upon 
the applicant and upon interstate commerce.” 

The division said it understood that settlement had been 
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made with employes for loss of wages occasioned through dis- 
missal from employment or demotion in position and that no 
condition relating to this matter appeared necessary. 


Cisco & N. E. 


In a proposed report on further hearing in Finance No. 
13449, Cisco & Northeastern Railway Co. Abandonment, Ex- 
aminer Paul C. Albus has recommended that the Commission, 
division 4, find necessary the imposition of conditions for pro- 
tection of employes adversely affected as a result of the aban- 
donment by the Cisco & Northeastern Railway Co. of its 
65.5-mile line from Cisco to Throckmorton in Eastland, Stephens, 
and Throckmorton counties, Tex., previously authorized in 252 
I. C. C. 103. The examiner further proposed that the division 
order the Texas & Pacific Railway Co. to show cause why it 
should not be made a party to the instant proceeding for the 
purpose of affording protection to such employes. 

The examiner said the record showed that some adverse 
effect was suffered by a railway employe or employes as a 
direct result of the abandonment of the respondent’s line, and 
that present public convenience and necessity required im- 
position of the “Burlington conditions” for their protection in 
this proceeding. He said the question remained as to the carrier 
against which the conditions should operate and that, obviously, 
an order requiring the respondent to protect the employes 
adversely affected would be futile because that company had 
been dissolved and no longer was in existence. 

Therefore, continued the examiner, unless the T. & P. was 
liable for such protection an instant petition of the Brotherhood - 
of Railway and Steamship Clerks, Freight Handlers, Express 
and Station Employes, asking for protective measures, should 
be dismissed. 

Noting that the T. & P. was not now a party to the pro- 
ceeding, the examiner said: 

“It is believed, however, that the intercorporate relationship 
existing between the Texas & Pacific and the respondent at the 
time of the abandonment, the fact that the line, although sepa- 
rately operated, was for all intents and purposes a part of the 
parent company’s system, and the agreement of September 16, 
1932, between the brotherhood and the Texas & Pacific relative 
to the seniority rights of system employes in the office of the 
auditor of freight receipts at Dallas, warrant the imposition of 
conditions for the protection of employes upon the Texas & 
Pacific.” 





MIRENE CO. WATER AUTHORITY 


On further hearing in W-496, Mirene Co. Applications, 
embracing Same, Temporary Authority, the Commission, divi- 
sion 4, has modified the findings in its prior report, 250 I. C. C. 
814 and issued a report, and amended certificate and order 
effective June 28. 

Under the amended certificate Mirene Co. was granted 
continuance of operations (1) by non-self-propelled vessels 
with the use of separate towing vessels in the transportation 
of commodities generally between ports and points in Wash- 
ington and Oregon along the Columbia River and its tributaries 
below and including Bonneville, Ore., but not including the 
Willamette River above Portland, Ore., and (2) by towing ves- 
sels in the performance of general towage between ports and 
points in Oregon and Washington along the Columbia River 
and its tributaries below and including Lyle, Wash., but not 
including the Willamette River above Albany, Ore., and along 
the Pacific coast from Grays Harbor, Wash., to Coos Bay, Ore., 
inclusive. 

Commissioner Miller said he dissented in so far as the 
report granted Mirene Co. “grandfather” rights to perform 
general towage between ports and points in Washington and 
Oregon along the Pacific coast from Grays Harbor to Coos 
Bay because, he said, the evidence of record afforded no basis 
whatever, in fact or in law, for such a grant of authority. 


REPARATION ORDERS 


Reparation orders have been issued in No. 29172, Eber- 
hardt & Simpson Grain Company vs. C. R. I. & P.; No. 29200, 
Diamond T Motor Car Company vs. Belt Ry. of Chicago et al.; 
No. 29318, Staples Coal Company vs. N. Y. N. H. & H. 


E. E. MILLS TRUCKING CO. RIGHTS PURCHASE 

By a supplemental report and order, the Commission, divi- 
sion 4, in MC F-2602, J. H. Martell, et al.—Control; Coordi- 
nated Transport, Inc., of Illinois—Purchase—E. E. Mills Truck- 
ing Co., Inc., has supplemented its findings in the prior report, 
40 M. C. C. 243, to authorize purchase by Coordinated Trans- 
port, Inc., of Illinois, Chicago, Ill., of certain additional operat- 
ing rights of E. E. Mills Trucking Co., Inc., South Bend, Ind., 
for $2,000, and acquisition of control of the operating rights by 
J. H., C. F., and L. Martell, through the purchase. The division 
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said the purchase would accomplish a result intended by Co- 
ordinated Transport through the original transaction, which 
it could not have done lawfully because, under the unification 
proposed at that time, there was no point common to both 
routes authorized to be served by Coordinated and Mills. 


I. C. C. Permits Eastern Motor 
Rate Increases 


The Commission has voted not to suspend but to investigate 
the master tariffs of the Middle Atlantic Motor Carrier Con- 
ference and of the New England Motor Rate Bureau and the 
Eastern Motor Freight Conference carrying motor rate in- 
creases effective April 15. The Middle Atlantic tariffs carry in- 
creases in lieu of the present emergency charges while the 
New England tariffs impose an increase of 10 per cent on exist- 
ing charges. 


Prehearing Conference Called 
for N. Y. C. Motor Application 


The Commission has called a prehearing conference in 
MC 67916, Sub. 3, New York Central Railroad, extension—Big 
Four District, for April 29, at 9:30 a. m., at the Ohio Public 
Utilities Commission, Columbus, O., with Examiner John L. 
Bradford presiding, in an attempt to simplify and expedite dis- 
position of the proceeding. 

The application is for authority to transport general com- 
modities, over 34 routes, in auxiliary and supplemental service 
between points that are stations on-the lines of the N. Y. C. 
in its so-called “Big Four” district, comprising Ohio, Indiana 
and Illinois divisions and Peoria & Eastern Railway, over 
highways generally paralleling such lines. The railroad said it 
expected to maintain one or two schedules daily, except Sun- 
day, and to use approximately 40 vehicles. 

The railroad, in its application, said it would produce about 
200 witnesses and would need about 150 hours’ time for its 
testimony. 

Those indicating a desire to be sent notice of hearings, or 
copies of orders, were: 


National Industrial Traffic League; Regular Common Carrier Con- 
ference of the American Trucking Associations; Inter-State System; 
Motor Carriers’ Central Freight Association; the Nickel Plate; Gateway 
City Transfer Co., Inc.; Spector Motor Service, Inc. 


Attorneys asking that they receive notices on behalf of 
clients were: 


Ferdinand Born, Indianapolis, Ind.; Herbert Baker, Columbus, O.; 
David Axelrod, Chicago; Petit, Olin & Overmyer, Chicago, and Bobbitt, 
Martz & Beatty, Indianapolis. 


Those stating that their status was that of protestants 
were: 


Wrape & Hernly, of Memphis and Washington, for certain clients; 
Silver Fleet Motor Express, Inc.; B. W. La Tourette, St. Louis, Mo., 
for certain clients; Orscheln Bros. Truck Lines, Inc., who said they 
were not certain whether or not they desired to protest, and Huber & 
Huber Motor Express, Inc. 





I. C. C. Calls Conference 
on Bill of Lading 


A prehearing conference to determine procedure in No. 
4944, Domestic Bill of Lading and Live Stock Contract—In the 
Matter of Bills of Lading, will be held Tuesday, April 30, at 2 
p. m., in the office of Commissioner Porter, according to a no- 
tice to the parties issued by Secretary Bartel, of the Com- 
mission. 

According to the notice, the conference will be held in ac- 
cordance with rule 68 of the Commission’s rules of practice 
“insofar as it relates to the reopening thereof under the Com- 
mission’s order of March 2, 1942. . .” As to the order, the no- 
tice said: 


The order mentioned reopened the proceeding for further hearing 
in respect of such changes in the domestic bill of lading used by com- 
mon carriers subject to part I of the act as may be necessary to make 
reasonable and otherwise lawful the terms, conditions and form of such 
bill of lading for common use by common carriers subpect to parts I 
and II of the act and also broadened the scope of said proceeding to 
embrace the lawfulness under the act of the said terms, conditions and 
form of such bills of lading used by common carriers by motor vehicle 
subject to part II of the act. with a view to prescribing a uniform 
domestic bill of lading for common use by all common carriers subject 
to parts I and II of the act. 
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Representatives of parties expecting to offer testimony at the 
hearing and further hearing in this proceeding may appear at this con- 
ference for the purpose of determining the procedure to be followed, 
the nature of the evidence to be offered and of agreeing upon such other 
matters as may aid in the simplification of the evidence and disposition 
of the proceeding. 


Density and Value Factors 
in Classification Studied 


Classification found based to great extent on informed 
and experienced judgment rather than on general 
rule for measuring importance of value and weight 
density. Formula for relating value per pound and 
weight per cubic foot in classification ratings sug- 
gested . 


With minor revisions and additions, the Commission has 
made public, as information, but not considered or adopted by 
it, statement No. 469, “Weight Density and Value as Factors in 
Freight Classifications,’ prepared by Dr. Beatrice Aitchison, 
of the research section of the Commission’s Bureau of Transport 
Economics and Statistics. 

The study, according to a forward by Director Stevens, di- 
rector of the bureau, was originally undertaken and completed 
in connection with No. 28310, Consolidated Freight Classifica- 
tion. It was based, he said, on an analysis of data with regard 
to value and weight density of commodities introduced in that 
proceeding. In view of the interest attaching to classification 
ratings as a result of the order in No. 28310, Dr. Stevens said it 
seemed appropriate that the analysis should be made available. 


In her “Conclusions,” Dr. Aitchison said analysis of infor- 
mation in the classification exhibits indicated that in a large 
measure commodities had been assigned to classification ratings 
on the theory that the importance of value and weight dens:ty in 
such ratings could not be determined in accordance with any 
general rule, but must depend to a great extent on the exercise 
of informed and experienced judgment. She continued: 


But one formula (Ripley) for relating value per pound and weight 
per cubic foot in classification ratings was developed some time ago, 
and another is suggested in this study. Further improved formulas are 
perhaps possiblo. 

Granting that any such formula cannot or should not be entirely 
controlling or displace the sound judgment of experts in numerous 
cases, the classification ratings developed by this method are the result 
of an attempt at an appropriate relation of the fundamental classifica- 
tion elements of weight density and value in terms of a method applied 
on a uniform and impersonal basis to all commodities. If the character 
of the formula itself is appropriate, the uniformity and impersonality 
of its application may be regarded as making a prima facie case for 
the validity of ratings developed therefrom, leaving factors other than 
these two to be recognized by deviations from such formula ratings in 
accordance with other well-known principles and elements in freight 
classification. 

In practical application, one difficulty in the formula method is the 
constantly changing levels of the values inserted into such a formula. 
For various commodities these levels not only rise and fall differently 
with changes in the general price level, but also vary widely within 
comparatively short periods. That this situation constitutes an in- 
superable objection to the use of weight density—value formulas in 
classification work, however, would seem to be a doubtful conclusion, 
if it is assumed, as stated above, that the formula for combination of 
these elements is in itself sound. 


The study consists of 38 pages of mimeographed material. 
The first 25 pages are given over to an analysis of the exhibits 
and testimony offered in No. 28310 by members of the classi- 
fication committees, and to tables showing, for Official, South- 
ern and Western classification territories, for the period prior 
to December 31, 1930, the period prior to June 1, 1940, and the 
period on and after June 1, 1940: Average weights per cubic 
foot and values per pound-less-carload ratings; average weights 
per cubic foot and values per pound—carload ratings; average 
rating assigned to items of various weights per cubic foot; 
average ratings assigned to items of various values per pound; 
and the probable or average per cent of first class that might 
have been assigned to a commodity of given weight per cubic 
foot and value per pound for the three periods, for less-carloads 
and carloads. 

These latter tables, said Dr. Aitchison, provided a means 
of comparing the ratings for any combination of weight per 
cubic foot and value per pound as between less-carload and 
carload shipments, between territories at any one time, and 
within a territory at different times, and continued: 


For instance, if a commodity weighs 45 pounds per cubic foot and 
is valued at 25 cents per pound, the less-carload rating assigned to the 
commodity in official classification territory prior to December 31, 1930, 
might well have been 85.8 per cent of first class, whereas its carload 
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rating would have been around 47.5 per cent. The less-carload rating 
for the commodity in the period prior to June 1, 1940, would have been 
closer to 76.2 per cent, and on and after June 1, 1940, 72.4 per cent 
of first class. In the last period, the same article would have been 
rated for less-carioad purposes at 70.7 per cent in southern classification 
territory and 72.7 per cent in western classification territory. In prac- 
tice, the percents developed from the tables would be changed to 
those in common use as classification ratings. 


An apppendix of 13 pages discusses the statistical methods 
followed in the study. 


Conference Called on Central 
Territory Motor Increases 


The Commission, division 2, has called a prehearing con- 
ference in MC C-496, Central Territory—Emergency Charges 
and MC C-518, Central Territory—Less Truckload Class Rates, 
for April 23, in Washington, D. C., with Examiner Kephart 
presiding. The notice of the hearing said the conference would 
discuss the following matters: 


(1) The issues in the proceedings with a view to their simplification; 

(2) The evidence to be offered by the respondents and other parties; 

(3) The time and place at which the hearing shall be held; and 

(4) Such other matters as may aid the Commission in arriving at 
an early decision in the proceedings. 


MC C-496 was instituted in July, 1945, at which time the 
Commission, while allowing the emergency charges involved 
to go into effect, although they had been protested, instituted 
the investigation (see Traffic World, July 28, 1945, p. 277). 

MC C-518 was instituted in February, without suspension 
of the involved schedules, into proposals of Central States 
Motor Freight Bureau, Inc., as agent, and TransAmerican 
Freight Lines, Inc., to increase class rates on shipments weigh- 
ing less than 5,000 pounds from and to points in Central Terri- 
tory (see Traffic World, March 2, p. 584). 


By a third supplemental order in MC C-518, the Commis- 
sion, division 2, has ordered a hearing into the reasonableness 
and lawfulness of increased class rates on shipments weighing 
less than 5,000 pounds between Toledo, O., and certain points 
in Mich., and on interstate traffic between certain points in 
Michigan, as proposed in supplement No. 5 to tariff MF-I. C. C. 
No. 22 of U. S. Truck Co., Inc. 


Southern Motor Carriers 
Defend Florida Increases 


The Southern Motor Carriers Rate Conference, replying to 
a request of Florida interests that the Commission suspend 
supplement No. 29 to S. M. C. R. C. tariff No. 12-D, MF-I. C. C. 
No. 289, cancelling so-called proportional rates on classes and 
commodities between points in Florida and various Florida port 
tities, asked denial of the request on the ground that the pur- 
pose of the cancellation was to eliminate a tariff not in use and 
that had not been in use for a long time. The purpose of the 
cancellation was not to increase rates, the conference said, and 
that it desired to maintain the general level of rates in cases 
of isolated movements (see Traffic World, April 13). 

The conference said that, since 1936, motor carriers op- 
erating between points in Florida, had maintained three levels 
of rates: interstate local rates, including Florida arbitraries; 
a general level of rates that were so-called “proportional” rates 
from Florida ports to interior points on approximately the 
same basis as the intrastate rates, being the interstate local 
rates less the arbitraries; and, the latter rates not having at- 
tracted sufficient tonnage, a set of “specific class rates’ designed 
to reflect the difference between the through rail-and-water rate 
and the water rate to the ports. These rates, added the con- 
ference, had borne no consistent relationship to the other rates. 

They had moved a certain amount of traffic prior to the war, 
but that in the war period there had been no movement thereon, 
and there was at present no movement on those rates. 

The allegations of the increase in the charges of the ship- 
pers were generally true, the conference said, “except that the 
‘complaint is based upon the fact that there are joint through 
water-truck routes and rates.” It said there was serious doubt 
ifany such rates existed and whether the rates being cancelled 
were properly considered “proportional” rates. Those rates 
should be measured bv the generally applicable rates in South- 
‘m Territorv, it continued, “as the rates proposed to be can- 
celed are admittedly depressed rates filed for the purpose of 
meeting water competition, which competition now no longer 
exists.” In the case of the svecific class rates, it said, all the 
shrinkage in revenue was by the motor carriers, the water lines 
sing the normal port to port rate for their movement. 

“While the cancellation of the tariff here protested is not 
lor the purpose of increasing revenue of the carriers, as there 
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is no traffic moving over such rates, it is well for the Commis- 
sion to keep in mind the dangerous financial condition of the 
motor carriers in the south, and not force them to maintain rates 
at lower than reasonable level, to meet a competitive situation 
which no longer exists, and which, if it did exist, there is no 
reason to believe that the carriers could now meet the same, 
with the large increases in costs,” said the conference. 





Frisco Motor Subsidiary 
Operations Argued 


Counsel for railroad and its motor affiliate says good 
merchandising practice is followed in offering ship- 
pers choice of transportation media. Counsel for 
protestant motor carriers and Common Carrier Con- 
ference of American Trucking Associations, alleges 
carriers exercise freedom in deciding how shipments 
move 


The Commission had required the Frisco motor subsidiary 
to adopt the motor common carrier tariffs of lines previously 
purchased, said M. G. Roberts, representing the railroad and its 
subsidiary in MC F-2413, St. Louis-San Francisco Railway Co. 
—Control; Frisco Transportation Co. — Purchase — Righter 
Trucking Co., Inc., in argument before the Commission, April 15. 

In that proceeding, Examiner Frank A. Clifford, recom- 
mended denial of the application to purchase a Righter route 
between St. Louis and Memphis on the ground, among other 
things, that the parent railroad and its motor subsidiary sub- 
stituted rail for motor, or motor for rail, service, without re- 
gard to the shipper’s routing instructions (see Traffic World, 
July 8, 1944, p. 68). 

-B. W. La Tourette represented eight protestants and the 
Common Carrier Conference of the American Trucking Asso- 
ciations, and cited division 5 in MC C-293, Campbell Sixty- 
Six Express, Inc., et al., vs. Frisco Transportation Co., et al., 
as having found specifically that the railroad and its subsidiary 
was substituting motor for rail and rail for motor service. 

Mr. Roberts said practically all of the lines of Frisco Trans- 
portation had been bought from 25 independent motor carriers 
with the Commission’s approval and that no restrictions had 
been imposed in those purchases, and that the company had 
been carrying freight under rail rates and billing and under 
truck rates and truck billing. He said in each of the acquisitions 
the Commission, in a circular issued by it, and in letters from 
the chief of the Commission’s Bureau of Motor Carriers, had 
required the rail subsidiary to adopt the common carrier tar- 
iffs of the former owners. He said the company had, under the 
“Barker” doctrine, limited service to stations on the Frisco 
railroad. 

He asserted that the trucking subsidiary had ‘stood on its 
own bottom,” and that it had paid its way, introducing the in- 
come account of the subsidiary from July 16, 1938, to and in- 
cluding February, 1946, showing a net income in all but two 
years. Thus, he said, it had not been a “parasite” that had to 
be subsidized by the railroad. 

Mr. Roberts said that, in offering shippers the choice of 
transportation by railroad at rail rates, and by motor vehicle, at 
motor rates, the companies were only doing what was done 
in every field of merchandising—offering shippers a choice. 

He also observed that the public service commissions of 
Missouri, Arkansas, Oklahoma and Texas were beginning to take 
a very definite attitude on the question of substituted service, 
and urged the Commission to take steps to keep state com- 
mission policy in line with the national policy laid down by 
the Commission. 

Saying the territory served was “thin,” Mr. Roberts said 
conditions there should be taken into consideration, adding that 
“in 25 cases you have permitted us, authorized us, required us, 
to handle traffic under truck rates.” In answer to a question by 
Commissioner Splawn as to the advantage to the railroad of the 
truck service at rates higher than the rail rates, Mr. Roberts 
referred again to the fact that the trucking subsidiary had paid 
its expenses since 1938. He said if the trucking operation was 
confined to handling rail traffic at rail rates, “it would be a 
parasite on the railroad.” 

Answering a question by Commissioner Lee, as to whether 
or not the applicants wanted to conduct a truck service without 
restrictions, Mr. Roberts said they wanted to do what they had 
been doing for eight years—giving shippers a choice of service. 
Also, he said. they were operating from the break-bulk points 
under the rules laid down by the Commission in Ex Parte No. 
129, Substituted Freight Service, 232 I. C. C. 683. 


Protestants’ Position 


Mr. La Tourette said that the examiner had recommended 
denial of the purchase, not only on the ground that the appli- 
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cants had refused to accept restrictions, but that there might 
also be discriminations by reason of the service performed. He 
said testimony showed three types of operation: all-truck 
service with no relation to rail haul, at rail billing and rail 
rates; also motor billing under motor rates with movements 
partly by motor and partly by rail; and motor billing and motor 
rates for all-motor truck service. 

Commissioner Splawn asked what the situation was where 
the applicant moved freight under both motor and rail billing 
in the same truck, the motor rate being higher than the rail 
rate. Mr. La Tourette said that was the practice engaged in by 
the applicants as disclosed by the record and that “they went 
even so far as to admit that might be the case with respect 
to a particular shipper.” 


Commissioner Mahaffie said the shipper would have to be 
a little careless as to how he started the shipments, and Mr. 
La Tourette replied that the record indicated there was “a lot 
of freedom exercised by the applicants as to how it is carried.” 
Answering another question of Commissioner Mahaffie’s, Mr. 
La Tourette said it had been found in the Campbell Sixty-Six 
case, supra, that rail service was substituted for truck service, 
and Chairman Barnard remarked that this “refutes Mr. Robert’s 
whole argument.” Mr. La Tourette said ‘“That’s why I said it.” 

Commissioner Alldredge asked whether or not, if the cer- 
tificate required the subsidiary to carry traffic at rail rates. it 
would have a harmful effect to independent operators. Mr. 
La Tourette said that would depend on the degree to which the 
Commission permitted the subsidiary to engage in direct motor 
service unrelated to rail transportation. 


He said the applicants had admitted that they had inde- 
pendent solicitors for both rail and motor truck service, and 
that they were competing with one another and with the solici- 
tors of independent motor carriers. He said Frisco proposed to 
engage in unlimited motor truck service from the extreme points 
on its svstem, and had contended the Commission must approve 
this and all other purchases without regard to any restrictions 
or limitations on the type of operations to be performed. 


Investigation of N. J.-N. Y. 
Area Bus Routes Asked 


Joining up segments of bus routes in New Jersey to per- 
mit service through the Holland and Lincoln tunnels from 
routes formerly operated into Manhattan over bridge routes. 
without specific permission of the Commission. is protested 
in a “Petition for Institution of Proceedings and Hearings in 
Respect to the Operations of Motor Bus Carriers in the New 
York-New Jersey Short Haul Mass Transportation Area,” 
filed with the Commission. 


Linked with the request for the investigation, filed by 
Westwood Transportation Co., Westwood Transportation Lines, 
Inc., and Manhattan Transit Co., and Manhattan Coach Line, 
Inc., was a vrotest against alleged practices of Public Service 
Interstate Transportation Co., in such so-called “segmenta- 
tion” of routes. The petitioners said they were also filing with 
the Commission a netition to reopen the vroceedings in MC- 
3647, Sub. 2, Public Service Interstate Transportation Co., 
Inc., 12 M. C. C. 184, and a complaint against Public Service. 


The substance of the petition is that certificates granted 
short-haul providers of mass transportation in New Jersey 
must carry a street-by-street designation of the routes au- 
thorized in order to avoid encroachment, because of unau- 
thorized changes in routes of operation, on the routes of 
other carriers. 


Designation of routes by streets was the verv heart of 
the matter. said the petitioners. and auoted the Commission 
in Lincoln Tunnel Applications, 12 M. C. C. 184, as saying: 


If the city streets had not been designated in detail, the door would 
have been left open to unfair and destructive competitive practices and 
might have resulted in unstable and uncertain service to the public. 
Obviously the public interest required a designation of the city streets 
under such circumstances. 


As to Public Service, the petitioners made the following 
charge: 


On February 18, 1946, the Public Service Interstate Transportation 
Co., Inc., committed certain acts, which it had theretofore deliberately 
refrained from doing so as to avoid a direct determination by the Com- 
mission in the matter of its pending ‘“‘grandfather’’ application, MC 
3647, to to whether it could or could not operate from points along its 
“grandfather’’ operated routes in New Jersey, on the one hand, and 
New York City, N. Y., on the other, using (a) the Lincoln Tunnel and 
(b) routes not previously traversed in getting to and from the Lincoln 
Tunnel and the ‘‘grandfather’’ routes. 


The petitioners said the proceedings and hearings re- 
quested should not be limited specifically to the activities of 
Public Service, but should be broadened to include the activi- 
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ties and future activities of passenger transporters in the 
New Jersey-New York area insofar as the segmentation of 
routes was concerned. 





Forwarder Exemption Question 
Raised by Application 


Empire Freight Co. of New York, Inc., of New York, N. Y,, 
has asked the Commission in FF-168 for authority to institute 
a forwarder operation, through use of the facilities of common 
carriers by railroad, water and motor vehicle, transporting 
used household goods and used passenger automobiles in 
straight or mixed carloads from all points in New York, Con- 
necticut and New Jersey to points in Arizona, Nevada, Cali- 
fornia, Oregon, and Washington. 

The applicant said it had been engaged for more than 20 
years in forwarding used household goods only from the points 
covered by the application, and that this operation had been 
exempt under section 402(b) (2) of the interstate commerce 
act. It observed it had often forwarded used automobiles as 
part of a shipment of household goods, the railroad tariffs 
permitting the shipment of one used automobile in each car- 
load, and added that this did not, under the Commission’s de- 
cision in FF-85, Bekins Household Shipping Co. application, 
remove the operation from the exemption. 

However, it said, it frequently had inquiries from shippers 
wanting to forward used automobiles, when such shippers did 
not have household goods to be forwarded at the same time, 
raising the question “whether a ‘shipment’ consisting only of 
an automobile from a certain shipper comes within the terms 
of the exemption, merely because applicant would forward it 
with other shipments of household goods.” In other instances, 
the applicant said, it desired to forward used automobiles in a 
separate railroad car from shipments of household goods and 
that, under the Bekins decision it must hold a permit to do 
this. Issuance of the permit, it continued, would require that 
it also hold authority to forward used household goods “as the 
exemption on such traffic is removed when a forwarder engages 
in any other operation subject to regulation under the act.” 



























Allied Asks Extension to July 1 
of Its Operations 


Allied Van Lines has asked the Commission to postpone 
from May 1 to Julv 1 the effective date of its order in MC 
15735, Allied Van Lines, Inc., Common Carrier Application, 
embracing also Same, Sub. 1, Extension—-All States, in which 
the Commission found Allied, under its proposed plan of opera- 
tion, not a common carrier (see Traffic World, Feb. 16, p. 444). 

About a million dollars represented the monthly revenue 
from the handling of household goods shipments by Allied, or 
about 50 per cent of all the traffic of Class I carriers of house- 
hold goods, the applicant said, and a cessation of its service 
would cause financial loss to itself, its agents, and its patrons, 
and would reduce by more than half the equipment and facili- 
ties for the long distance transportation of such traffic, in a 
peak period of demand. 

Allied observed that MC F-2787, in which it is asking 
authority to acquire the operating rights of agents, was pend- 
ing. Granting that application would avoid the losses threat- 
ened, it said, but that it would be impossible to consummate 
the transaction in less than 30 days because the order would 
have to be presented to the federal court at Chicago in the 
anti-trust case instituted by the Department of Justice. 

It said all competing carriers had more business than they 
could handle and that continuation of its operations until final 
—— of the proceedings could not possibly injure 
them. 
























D. & C. SMALL SHIPMENTS RISE OPPOSED 

The Office of Price Administration has asked the Com- 
mission to suspend supplement No. 3 to I. C. C. No. 285, and 
supplement No. 5, to MF-I. C. C. No. 48, issued by Detroit & 
Cleveland Navigation Co., effective April 23, proposing to in- 
crease rates on shipments less than 5,000 pounds to preserve the 
relationship between its rates and those published by truck lines 
in Central States Motor Freight Bureau tariff MF-I. C. C. No. 
17 (see Traffic World, March 23, p. 821). 

The O. P. A. said the company had not indicated any need 
for additional revenue, and that it did not feel the proposed 
increases had been justified “considering the information fur- 
nished by the company.” It continued by saying it had pro- 
tested increases published by the various carriers operating I 
Central States Territory and had shown the Commission “the 
hodge-podge of rates resulting from such increases.” D. & C. 
it said, by its proposal injected a new rate level on the already 
confused and conglomerated rate levels. 
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April 20, 1946 


Circumstances Alter Tariff 
Provisions Say Examiners 


Extraordinary circumstances that prevented the exporta- 
tion of the considered shipments in the usual manner, despite 
arrangements made for exportation when the shipments left 
New York, were causes beyond the control of the parties and 
resulted in the application of domestic rates despite the even- 
tual exportation of the shipments, said Examiners M. J. Walsh 
and A. J. Banks, in a proposed report in No. 29387, General 
Carloading Co., Inc., vs. Baltimore & Ohio Railroad Co., et al. 

They recommended that the Commission find applicable 
the domestic rates on consolidated carloads of miscellaneous 
commodities shipped from New York, N. Y., to New Orleans, 
La., for export, not handled at the port in accordance with the 
governing export tariffs. They further recommended that the 
Commission find unjust and unreasonable, on shipments for 
export that were not exported in accordance with export tariff 
rules because of war conditions, the defendants’ export tariff 
rules and their maintenance of rates higher on these shipments 
than the export rates. The examiners also proposed reparation. 

Tariff rules that might be reasonable under ordinary cir- 
cumstances might become unreasonable because of the occur- 
rence of events and resulting conditions unforeseen when the 
rules were formulated, said the examiners, citing Chrysler Corp. 
vs. New York Central R. Co., 234 I. C. C. 755, 761. The exami- 
ners said the defendants’ tariff governing storage of export 
freight in public warehouses in New Orleans became inopera- 
tive for the purposes intended because of congestion and other 
conditions at the port. In the circumstances, they said, the ex- 
port tariff rules were unjust and unreasonable as applied to 
these shipments. 

Under the defendants’ tariff provision, said the examiners, 
delivery of export freight to public warehouses for storage when 
steamship lines were unable to accept such freight was optional 
with the defendants, who were not required by the tariff to 
furnish storage facilities at the request of consignors. These 
shipments, they said, were stored at the consignors’ direction 
and not at the option of the delivering carrier. They passed out 
of the defendants’ possession after unloading, said the exami- 
ners, and were not subject to supervision of the defendants’ 
weighing and inspection bureau as also required by the tariff. 
Therefore, continued the examiners, the export rates were not 
applicable. 

The examiners said the complaint corporation, engaged in 
freight-forwarder operations, alleged that domestic rates 
charged on numerous mixed carloads of miscellaneous com- 
modities shipped between February 20, and December 9, 1943, 
from New York to New Orleans, for export, were inapplicable 
and unreasonable to the extent they exceeded the export rates 
contemporaneously in effect. They said the shipments covered 
by the complaint were made in the complainant’s name but 
were jointly loaded by the complainant and by Pitt & Scott 
Corporation, another freight forwarder, that was permitted to 
intervene. The examiners said Pitt & Scott alone also shipped 
a number of similar carloads between May 13, 1942, and April 
22, 1943, inclusive, and that Pitt & Scott made the same allega- 
tions as the complainant. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
hes home office is shown in “black face” type, with name of town or 
city followina.) 


British Columbia, Canada (Hope)—-MC 106310, J. Vander- 
Spek, common carrier. Permit proposed. Boom chains, between 
the international boundary at Sumas, Wash., on the one hand, 
and points on the Puget Sound in Whatcom, Skagit, Snonomish, 
and King counties, Wash., on the other; and logging equipment 
other than boom chains, and road building equipment, between 
the international boundary at Sumas, on the one hand, and 
Seattle, Wash., on the other, all over irregular routes. 

Idaho (Lewiston)—MC 106286, J. N. Daugherty and W. E. 
Smith, common carrier. Certificate proposed. Passengers and 
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their baggage, and newspapers and express, between Lewiston 
and Enterprise, Ore., over two specified routes, serving the in- 
termediate points of Asotin and Anatone, Wash., and Paradise, 
Ore., and Flora, as intermediate points. 

Rhode Island (Providence)—-MC 106216, Joseph V. Lang, 
contract carrier. Denial of permit proposed. Soap, soap powder, 
cleaning compounds, and vegetable oil shortenings, from 
Cambridge, Mass., and Providence, to points in a specified area 
in Conn. and Mass., with return.of rejected shipments, over ir- 
regular routes. 

Indiana (Fort Wayne)—MC 106210, Leo Oser and Dale 
Tate, contract carrier. Permit proposed. Operation under spe- 
cial and individual contracts or agreements with persons who 
operate retail department stores, for the sale of general com- 
modities, transporting such merchandise as is dealt in by retail 
department stores, from Fort Wayne to points in O. within 50 
miles of the corporate limits of Fort Wayne, over irregular 
routes. 

California (Los Angeles)—-MC 106137, Frank Mate, common 
carrier. Denial of certificate proposed. Passengers and their 
baggage, express, mail, and newspapers, over 11 described 
routes in Calif., Nev., Ore., and Wash. ( 

Delaware (Wilmington)—-MC 106103, Hyland P. George and 
Richard M. Appleby, common carrier. Certificate proposed. 
Contractors’ equipment requiring special handling or special 
equipment, between points in Del. and Md., east of the Chesa- 
peake Bay and south of the Chesapeake-Delaware Canal. 

New York (Medina)—MC 104744, Sub. 2, William J. Gal- 
lagher, Inc. Certificate proposed. General commodities, between 
Sanborn and Spencerport, N. Y., over N. Y. highway 31, serv- 
ing all intermediate points stations on lines of New York Cen- 
tral, subject to restrictions that service be limited to that aux- 
iliary to or supplemental of train service of the N. Y. C., ap- 
plicant not to serve any point not a station on the rail lines of 
the N. Y. C., shipments to be limited to those moving under a 
through bill of lading covering an immediately prior or subse- 
quent movement by rail. 

_ Pennsylvania (Bradford)—-MC 103188, Sub. 1, Harry 

Singer. Certificate proposed. Household goods, between points 
in McKean county, Pa., on the one hand, and, on the other, 
a in Va., Md., N. J., Del., W. Va., and D. C., over irregular 
routes. 
‘ New York (Narrowsburg)—MC 95955, Sub. 3, Reddy Truck- 
ing Co., Inc. Certificate proposed. General commodities, with 
exceptions, between Binghamton, Johnson City and Endicott, 
N. Y., on the one hand, and, on the other, points in a described 
area of Del., and Orange and Sullivan counties, N. Y.; and 
household goods, between points within 25 miles of Narrows- 
burg in N. Y. and Pa., including Narrowsburg, on the one hand, 
and, on the other, points in N. Y., Pa., Conn., Mass., and N. J., 
over irregular routes. 

Alabama (Birmingham)—MC 73464, Sub. 22, Jack Cole Co., 
Inc. Certificate proposed. Between certain points in Ala., on 
the one hand, and, on the other, points in the New York and 
Philadelphia commercial zone, Detroit, Mich., certain points in 
Ill., and points in Ind. and O.. over irregular routes. 

_ Florida (Jacksonville)—MC 63517, Sub. 8, Petroleum Car- 
rier Corporation, common carrier. Certificate proposed. Petro- 
leum products, in bulk, in tank trucks or tank trailers (1) from 
Jacksonville, Port St. Joe, St. Marks, Pensacola, and Panama 
City, Fla., and points within 15 miles thereof to points in Ga.; 
(2) from outlets or terminals of Southeastern Pipe Line and 
from points within 15 miles of each to points in Ga. and Fla.; 
and (3) from Augusta and Savannah, Ga., and points within 
15 miles thereof, to points in S. C. in a described area, over 
irregular routes. 

New York (Fulton)—-MC 59131, Sub. 12, S & D Motor 
Lines, Inc. Certificate proposed. Household goods, over two 
described alternate routes for operating convenience only, be- 
tween Palatine Bridge, N. Y., and New York, N. Y., and between 
Albany, N. Y., and New York, N. Y. 

Ilinois (Chicago)—-MC 52657, Sub. 331, Arco Auto Car- 
riers, Inc., embracing MC 30837, Sub. 32, Kenosha Auto Trans- 
port Corporation. Certificates proposed. In MC 52567, Sub. 331, 
new motor vehicles and automobile parts and equipment when 
moving with new motor vehicles, in drive-away and truck- 
away service, in initial movements, from Marion, Ind., and 
points within One mile thereof, to all points in the U. S., with 
rejected shipments on return, over irregular routes. In MC 
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30837, Sub. 32, same authority as in MC 52567, Sub. 331. In 
latter proceeding, holding by applicant and Dealer’s Transport 
Co. of certain certificates, and holding by W. R. Arthur & Co., 
Inc., of a permit, found consistent. 

Maryland (Sandy Springs)—-MC 37078, Sub. 8, Harry V. 
Dawson. Certificate proposed. Passengers and their baggage, 
and express, mail and newspapers, between Baltimore and Ash- 
ton, Md., over a described route, and return, serving all inter- 
mediate points. 

North Carolina (High Point)—-MC 30772, Sub. 15, Atlantic 
States Motor Lines, Inc. Certificate proposed. Empty returned 
yarn beams, from Winnsboro, S. C., to Charlotte, N. C. 

Wisconsin (Madison)—-MC 26560, Sub. 12, Yellow Truck 
Lines, Inc. Certificate proposed. General commodities, with 
exceptions, serving points in Peru township, Dubuque county, 
Ia., as off-route points in connection with authorized regular 
route operations. 

New York (New York)—MC 23756, Sub. 2, J. Santini & 
Bros., Inc. Certificate proposed. Household goods, between New 
York, on the one hand, and, on the other, points in Va., over 
irregular routes. 

Pennsylvania (Washington)—-MC 20640, Sub. 4, James H. 
Warwick. Permit proposed. Food products, canned or in glass, 
over irregular routes, from Medina, O., to Wheeling, W. Va., 
and points in-a described area of Pa., and return with rejected 
shipments. 

Nebraska (Lincoln)—-MC 11022, Sub. 1, Sullivan Transfer 
& Storage Co. Certificate proposed. Household goods, between 
points in Ind., Ia., Ill., Colo., Neb., Minn., Mich., O., Kan., Mo., 
Tex., Okla., S. D., N. D., Wis., and Wyo., subject to condition 
that applicant surrender certificate in MC 11022 for deletion 
of authority duplicating that granted herein. 

Illinois (Riverside)—-MC 9685, Sub. 2, Emery Transporta- 
tion Co. Permit proposed. Vegetable oil shortening, cooking 
oils, soap, soap products, and premiums when shipped with those 
commodities, from Chicago, I1l., to points in a described area 
of the lower peninsula of Mich., and rejected shipments on 
return, over irregular routes. 

New Mexico (Lordsburg)—-MC 58406, Sub. 2, A. L. Myers, 
Anne L. Myers and L. A. Bradberry. Certificate proposed. Live 
stock, agricultural products, concentrates, ores, mining equip- 
ment and supplies, and dangerous explosives (without blasting 
caps), between points in Hidalgo county, N. M., and points in 
Grant county, N. M., south of a line extending easterly and 
westwardly through a point 10 miles north of Red Rock, N. 
M., over irregular routes. 

Wisconsin (Madison)—-MC 106120, Badger Coaches, Inc. 
Certificate proposed. Passengers and their baggage, and ex- 
press and newspapers in the same vehicle with passengers, be- 
tween Madison and Milwaukee, Wis., over Wis. highway 30, and 
return over same route, serving specified intermediate points. 

Missouri (Joplin)—-MC 54589, Sub. 4, D. Duane Goodhope, 
embracing also MC 102711, Sub. 6, C. E. Hawthorne. Certificate 
proposed with conditions. In MC 54589, Sub. 4, passengers and 
their baggage, and express, mail and newspapers in the same 
vehicle with passengers between Wichita, Kan., and Joplin, 
Mo., over a described regular route and return over the same 
route, serving all intermediate points except Neodesha, Kan., 
between Joplin, Mo., and Altoona, Kan., including Altoona. In 
MC 102711, Sub. 6, passengers and their baggage, and express, 
mail and newspapers in the same vehicle with passengers, (1) 
between Oswego, Kan., and Crestline, Kan., over Kan. highway 
96, through Sherwin and Columbus, Kan., and (2) between In- 
dependence, Kan., and Altamont, Kan., over Kan. highway 96, 
through Mound Valley, Kan., and return over the same routes 
in connection with applicant’s presently authorized operations, 
serving all intermediate points except Altamont, Oswego, and 
Columbus, Kan. The report said the evidence of record in 
each instance fully supported a conclusion that both carriers 
were entitled to a through route between the gateways of 
Wichita and Joplin. Neither carrier, however, it said, had shown 
a public need for unrestricted service at the intermediate points 
now being served by the other. It added that the cities of Par- 
sons and Independence would be adequately served by each 
carrier in connection with their respective through routes, and 
that the evidence did not justify the additional indirect or shut- 
tle service proposed at those points by the two applicants. 


Proposed Reports 
Grain Alcohol 


MC C-502, Park & Tilford Distilleries, Inc., vs. United 
Freight Terminal, Inc. By Examiner L. A. Riegel. Recommends 
dismissal of complaint on finding applicable charges on 95 
truckload shipments of grain alcohol, in drums and barrels, 
shipped in the period from January 8, 1945, to June 15, 1945, 
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from Taunton and East Taunton, Mass., to New York, N. Y. 
based on third-class column-D rate of 76 cents provided in 
defendant’s tariff. The examiner said grain alcohol was rated 
in the classification and that, since the descriptions in the 
tariffs as to this commodity were not coordinate, “the prin- 
ciple of applying a rate on a more specific item as against that 
applicable on an item of general description, is applicable.” 


Internal Combustion Engines 


No. 29395, Schou-Gallis Co., Ltd., vs. International For- 
warding Co. By Examiner John Davey. Recommends finding 
inapplicable $2.70 factor of rate charged between Chicago and 
San Francisco, on two internal combustion engines and parts, 
crated, shipped from Red Wing, Minn., to San Francisco, Janu- 
ary 5, 1943. The applicable rate, said the examiner, was $2.39 
per 100 pounds, and that consignment had been overcharged 
$2.94. Also recommends finding that defendant’s practice in 
publishing a tariff rule providing a two-year period of limita- 
tion for the filing of claims for overcharge was not unreason- 
able and did not result in a violation of the interstate commerce 
act. He observed that the Commission had no authority to 
award reparation, or to require refund of overcharges, for vio- 
lation of part IV of the act. 




















Bananas 





No. 29341, West Coast Banana Distributors vs. Pacific 
Electric ,embracing No. 29341, Sub. 1, W. W. Crenshaw Co., 
et al. vs. Same, and No. 29341, Sub. 2, Blase Bros. & Co. et al. 
vs. Same. By Examiner Claude A. Rice Recommends finding 
that import rate of 17 cents on bananas, in carloads, from Los 
Angeles Harbor to Los Angeles was, is, and for the future will 
be unreasonable to the extent it exceeded, exceeds or may 
exceed an import rate of 13 cents, minimum weight 20,000 
pounds, and that reparation on certain shipments be awarded. 
Also recommends finding rates on imported bananas from Los 
Angeles Harbor to several other points in California not shown 
to have been or to be unreasonable or otherwise unlawful. 
Complainants, he said, contended they were entitled to an al- 
ternate tariff provision to either carload or less-carload rates, 
whichever produced the lowest charges, on bananas imported 
loose. The only published rating shown of record between 
points in California was the class-3 carload rating in the west- 
ern classification, he said, and that there was no tariff author- 
ity for applying class-4 rates on bananas loose. He said the 
allegation that defendants had violated the aggregate-of-inter- 
mediates provision of section 4 was not sustained. He also said 
the assailed rate of 44 cents from Los Angeles Harbor to desti- 
nation points named in the complaint did not appear to be in 
excess of a maximum reasonable rate. The 13-cent rate rec- 
ommended was the rate, the report said, applying from San 
Francisco to certain California points, a comparison showing 
earnings under the 17-cent rate higher than those for shorter 
distances under the 13-cent rate from San Francisco. 


Cotton Piece Goods 
























MC C-491, Rhea Manufacturing Co. vs. Acme Fast Freight, 
Inc., et al. By Examiner L. A. Riegel. Recommends finding 
rate charged on five shipments of cotton piece goods, in less- 
than-truckload quantities, from Danville, Va., to Milwaukee, 
Wis., shipped between June 22 and July 5, 1944, unreasonable 
to the extent it exceeded the aggregate of intermediate rates, 
and that the proceeding be closed. He recommended finding 
applicable the through rate of 2.31, and that rate unreasonable 
to the extent it exceeded a combination rate of $1.58 composed 
of factors of 51 cents from Danville to Baltimore and $1.07 
beyond. He said routing instructions were care of Acme Fast 
Freight at Baltimore and the charges at the rate of $2.31 were 
collected on the basis of a joint rate provided in an Acme 
tariff to which the initial carrier was shown as a party. The 
combination made over Baltimore, he said, would result in a 
rate of $1.58. 
















Routing Restrictions 






I. and S. M-2608, Routing Restrictions—Dakota Transfer 
& Storage Co. By Examiner Isadore Freidson. Recommends 
finding proposed restrictions resulting in application over cer- 
tain routes of increased rates from points in eastern, southern 
and western trunk-line territories to points in western trunk- 
line territory not shown just and reasonable; that the proposed 
schedules be ordered canceled and the proceeding discontinued. 
By schedules filed to become effective December 17, 1945, and 
later, the respondent and others proposed the aforementioned 
restrictions. The examiner said the respondents had failed to 
appear at the scheduled hearing, thus not meeting the burden 
of establishing that the proposed changed rates were just 
and reasonable. 
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Views on Forwarder-Motor 
Carrier Rates Set Forth 


Motor carriers show desire to protect their published 
rates on line-haul transportation, and express view 
that present arrangements for their compensation by 
forwarders are not uniform or lawful. One group asks 
85 per cent of local motor rates as minimum basis. 
Meaning of amended section 409 discussed 


Memoranda and briefs have been filed with the Commission 
in No. 29493, Freight Forwarders—Motor Common Carriers, 
Agreements, an investigation instituted by the Commission pur- 
suant to the amendment of section 409 of the interstate com- 
merce act by H. R. 2764, signed by President Truman February 
90. The amendment permits the establishment of special ar- 
rangements for compensation by freight forwarders of motor 
carriers whose services they use, subject to Commission ap- 
proval (see Traffic World, Feb. 23, p. 535, and March 16, p. 
749). The Commission has extended to May 15 the time in 
which briefs or memoranda by interested parties may be filed 
(see Traffic World, Apr. 13, p. 1105). 

Overseas Transportation Co., Inc., a motor common carrier 
of Key West, Fla., asked the Commission to find that the ar- 
rangements between it and freight forwarders were not in any 
respect unlawful, and that the order instituting the investiga- 
tion be amended to eliminate its arrangements with forwarders 
from the scope of the investigation. The amendment, it said, 
should provide that “said order does not apply to the arrange- 
ments now in effect between this respondent and the freight 
forwarders which arrangements are authorized by part II, sec- 
tion 218 (c) of the I. C. C. act.” 

Overseas said it was exclusively a line haul carrier, and 
did not perform assembling and distribution service. It was a 
direct connecting carrier with all rail lines, steamship lines, 
motor common carriers of property, and freight forwarders, it 
said, maintaining no joint single factor rates with other than 
motor common carriers of property. It said it had established 
through routes with all of the aforementioned carriers and/or 
freight forwarders. The establishment of joint single factor 
rates, or divisions of single factor through rates of freight for- 
warders would affect its interests adversely, said Overseas, add- 
ing that there was no provision in the act requiring motor car- 
riers to establish through single factor rates, either with other 
motor common carriers of property, or carriers by rail, express, 
water or air. Had Congress intended motor common carriers 
to establish such rates with other types of carriers, it continued, 
‘it is reasonable to assume that part II of the act under which 
motor common carriers operate would have been amended.” 


Oil Field Haulers Ask Exemption 


Adopting the memorandum filed with the Commission by the 
Midwest Motor Carriers Bureau, Inc., in which the Commission 
was asked to exclude: motor carriers of oil field equipment and 
materials and heavy machinery or cumbersome commodities, 
the Oil Field Haulers Association, Inc., also asked that carriers 
named in its MF-I. C. C. No. 4 and No. 5, be excepted from 
the scope of the investigation. (see Traffic World April 13, p. 
1104). The association repeated the argument that household 
goods carriers had been granted exemption, and that oil and 
gas field haulers and transporters of heavy commodities should 
also be exempted. Their traffic, it said, would not be profitable 
for freight forwarders. : 


Middle West Motor Group Wants 85 Per Cent 


A group of motor common carriers operating in Illinois, 
Indiana, Iowa, Kansas, Kentucky, Missouri, and Ohio asked 
the Commission to fix compensation of motor carriers paid by 
forwarders be not less than 85 per cent of the forwarders’ local 
rate, as divisions or charges for compensation between local 
points. It explained “local points” as meaning to or from points 
of interchange with, or at point where the freight forwarder 
took physical possession of the goods, but not less than the ap- 
plicable 4th class rate between such points, except where ar- 
ticles were rated or classified lower than the applicable 4th 
class, such lower rate or charge to be observed as maximum 
compensation for the motor carrier. 

_ The carriers said they offered the use of their services and 
instrumentalities to forwarders through concurrences in for- 
warder tariffs. They said it was their conviction that the inten- 
tion of Congress in the “opening wording” contained in section 
409 (a) (1) to direct the Commission to prescribe (1) rules of 
practice prescribing the form to be followed for the presenta- 
tion of petitions, complaints or other pleadings before the Com- 
mission, seeking hearings, and ultimate finding for the deter- 
Mination of such compensation; (2) a tariff circular, under 
and by which rules should be prescribed governing the publi- 
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cation and filing of tariffs or schedules, naming rates rules, 
regulations and charges, or classifications and practices, govern- 
ing the joint application of rates and charges between motor 
carriers and freight forwarders, or by which freight forwarders 
might use the instrumentalities or services of motor carriers. 

After reciting portions of the national transportation pol- 
icy, the group of motor carriers continued: 


Join'ng the provisions of the opening statements of section 409 (a) 
(1) . . . with the provisions of the national transportation policy, the 
Commission should prescribe by rule and by order, that all motor car- 
riers, subject to part II of the act, participating in joint through rates 
or charges with freight forwarders subject to part IV of the act, and 
con einporaneously participating in joint through rates and charges with 
oiher motor common carriers, and in which such freight forwarders 
do not participate, that such joint motor carrier-freight forwarder rates 
and charges be no lower (less) than the contemporaneously effective 
joint through rates or charges via all motor transportation, in which 
the motor carrier participates, naming rates or charges for joint all- 
motor carriage between the same points. 


The prescription of such a rule, said the carriers, would 
result more in the furtherance of the national transportation 
policy than any rule governing joint through rates or charges 
in connection with the two types of carriers in that “such pre- 
scription and the maintenance of the same level of through 
rates or charges via motor common carriers participating in 
joint forwarder tariffs on the one hand, and joint motor tariffs 
on the other hand, will eliminate the possibility of unjust dis- 
criminations and undue preferences and prejudices, to the ex- 
tent that the choice of routes will be relegated entirely to the 
shipper as to the mode of transportation he desires.” They 
added that, at the same time, such a rule would eliminate un- 
fair competitive practices by obviating the possibility and the 
probability (in view of the fact, they said, that such competi- 
tive practices existed today) of a carrier, failing to procure 
traffic at a higher joint motor carrier rate would resort to the 
expediency of using the lower joint motor-forwarder through 
rate or charge. Joined in the memorandum were Anderson Mo- 
tor Service Co.; Consolidated Forwarding Co.; Hussmann & 


Roper Freight Lines; Lee Transportation Co. and Western 
Trucking Co. 


Present Compensation Not Scientific 


The Middlewest Motor Freight Bureau, saying freight for- 
warders should be required to establish rates above the com- 
pensation paid to motor carriers, said that statements received 
iiom “some forty” carriers in its territory it appeared there 
was no uniformity as to the compensation paid for transporta- 
tion of forwarder freight, and that “the present arrangements 
appear to have no nature of regularity, lawfulness-or reason- 
ableness.”’ It said on information and belief it stated.that car- 
riers operating in that territory for forwarders under the same 
or like conditions were being compensated from a basis of local 
rates to a basis of all freight less than fourth class by the 
forwarding industry. This, it added, “would certainly not in- 
dicate any reasonable or proper basis for the services per- 
formed.” 

As to line-haul transportation between terminal points, the 
bureau contended that the law was very clear that compensa- 
tion for such service should be no lower than would be received 
under rates or charges established under part II of the act, 
unless the condition and service were different. It continued: 


It would appear that that part of section 409 (a) dealing with the 
assembling and distribution rates simply provides an alternative method 
to that method provided in section 408. A further study of section 409 
as a whole would indicate that the intent and purpose of Congress was 
to provide a means by which freight forwarders might purchase the 
services of common carriers by motor vehicle for the transportation of 
their freight on a contractual basis as an alternative to the publication 
of rates and charges either under the provisions of section 216 of part II 
of the act or section 408 of part IV of the act. 

As further evidence of this intent we refer to the amendment 
adopted by Congress eliminating the terms ‘‘rates,’’ ‘‘charges,’’ ‘‘com- 
pensation’’ or ‘‘divisions’’ and substituting in lieu thereof the term 
‘“‘compensation.’’ It is our position that the intent and purpose of this 
section of the act is to place the freight forwarder in the same relation- 
ship in the purchase and use of transportation as the express companies 
and the United States government are in regard to the use of railroads 
for the transportation of express and mail. There can be no doubt as 
to the relationship that should be established under section 409 (a) in 
connection with terminal to terminal operations. 


No Difference in Forwarder Service 


_. Proceeding to an analysis of the part of section 409(a) that 
it contended might be used as an alternative to section 408 of 
the act, the bureau said it seemed the Commission, in prescrib- 
ing the reasonable, just, and equitable terms and conditions, 
including those governing the fixing of compensation paid, 
under section 409(a), must take into consideration the same 
matter suggested in section 408, namely, what differences if 
any in the respective conditions under which the services of 
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‘ common carriers by motor vehicle were employed for freight 
forwarders than for ordinary shippers. 

“It will, therefore, be our contention that in this territory 
no different service is performed by common carriers by motor 
vehicle for freight forwarders than for other shippers and that 
there is no saving either in service of expense to the common 
carrier by motor vehicle in the handling of freight forwarder 
traffic,” said the bureau. 

The bureau then quoted from the testimony of a witness 
for motor carrier protestants in I. and S. M-2191, Minnesota 
and North Dakota Assembling and Distribution Rates. Later 
it used that testimony to refute what it said were the reasons 
for authorizing assembling and distribution rates reported by 
the House committee on interstate and foreign commerce: 
1. That solicitation expenses to the carriers was virtually 
eliminated; 2. That clerical and detail work of the carrier 
(billing, accounting, rating, classifying, etc.) was substantially 
reduced; 3. That the carriers work in handling and investigat- 
ing claims for loss or over-charge was greatly reduced; 4. That 
the carrier receiving property from individual shippers for 
transportation to a concentration point was saved time and 
expense by reason of not having to make delivery of the sep- 
arate shipments to individual consignees; 5. That forwarder 
traffic provided tonnage for the short-line carriers, which would 
not otherwise be available to such carriers, in the case of ship- 
ments originating at, or destined to, distant points; 6. That a 
forwarder moved traffic in regularly established channels in a 
fairly predictable volume, thus enabling the carriers whose 
services were utilized to allocate equipment in advance, and 


to depend on a more or less steady flow of traffic. The latter - 


might be true in terminal-to-terminal operations, the bureau 
said, but not in connection with distribution traffic in the ter- 
ritory. 

It said Western Trunk-Line Territory was primarily a dis- 
tribution territory and that the service performed by carriers 
in distribution varied greatly from those of carriers in other 
territories in the performance of assembly. 

“It is the view of the industry in this territory that the 
forwarder services between points within the territory offer no 
advantages to the shipper over and above the services of motor 
common carriers and that on traffic originating and destined 
to gee within this territory common carriers by motor ve- 
hicle should not receive less than their published rate or divi- 
—— joint traffic is involved,” the bureau said, and con- 
tinued: 


It is the considered opinion of the industry in this territory that 
the compensation for the transportation of forwarder traffic should be 
based primarily upon the weight involved and the space displaced. 
There are other factors, of course, to be taken into consideration but 
these are contingent upon the liability established between the for- 
warder and the motor carrier for the transportation. 

It is the belief of the industry in this territory that in view of the 
wide disparity of arrangements presently in effect and the apparent 
lack of lawfulness or uniformity, that the Commission should establish 
as a basis of compensation to common carriers by motor vehicle in this 
territory the presently published rates of the common carriers by motor 
vehicle subject to such adjustment as may be determined in the limi- 
tation of liability of the carrier to the forwarder on loss and damage 
services performed by the forwarder relieving the carrier of expense. 


The bureau requested that the Commission set two hear- 
ings in the territory, one at Minneapolis, and one at Kansas 
City, Mo., at which time, it said, individual carriers in the in- 
dustry would be prepared to appear and testify. 

The bureau said that, while the views expressed in its 
memorandum were not necessarily those of all the carriers in 
the territory, it was believed to be the considered opinion of 
the majority of the representative carriers. 


New Coyle Lines Corporation 
to Take Over Operations 


Debardeleben Coal Corporation, doing business as Coyle 
Lines, and Coyle Lines, Inc., the latter newly incorporated in 
March, have filed an application with the Commission, in 
Finance No. 15262, asking authority for a new corporation to 
purchase the operating authority and to transfer the certificate 
of Coyle Lines. © 

The applicants said the only purpose of the transfer was 
to divorce the common carrier operations of the coal corpora- 
tion from its principal business of operating coal mines and a 
coke and by-product plant, for more efficient operation of the 
two businesses, and to facilitate keeping the records of the 
carrier operation according to the Commission’s requirements 
without reference to the records required in connection with 
the business other than water carriage. Coyle Lines, Inc., will 
be a wholly owned subsidiary of the transferror, and there will 
be no change in the operation or directing policies of Coyle 
Lines, according to the application. 
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Household Goods Carrier Rates 
Studied in 3 Proceedings 


Examiner holds consolidated hearings in 2 suspension 
proceedings and Aero Mayflower complaint case. 
I. and S. M-2627, Household Goods in U. S., heard 
with Aero Mayflower case, with independent movers’ 
proceeding following. Respondents representatives 
are heard 
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Hearings in three Commission proceedings involving rates 
on household goods transportation began April 15, in Washing. 
ton, before Examiner H. C. Lawton. The proceedings were I, 
and S. M-2627, Household Goods in the United States, MC C-517, 
Household Goods over Aero Mayflower Transit Co., and I. and 
S. M. 2640, Independent Movers—Rates on Household Goods, 

After objections from Malcolm D. Miller, counsel for the 
Price Administrator and Stabilization Director, who questioned 
the relationship of the three proceedings for consolidated hear- 
ing, Examiner Lawton ruled that I. and S. M-2627 and the Aero 
Mayflower case, MC C-517, would be heard together, followed 
by the independent movers’ proceeding. 

James F. Rowan, executive secretary of the Household 
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Goods Carriers Bureau, Washington, D. C., on direct examina- Shipr 
tion, described tariff increases published by his bureau since ads 
1939. Other representatives for the respondent carriers present i 
at the opening of the hearings were C. H. Luce, Washington, woul 
D. C., Atlas Van Lines, et al., David Brodsky and J. Almyk§ their 
Lieberman, Washington, representing independent movers, Oli-§ jn pe 
ver C. Peterson, and Jack Garrett Scott, Washington, for Aero- f 
Mayflower, and Wilmer A. Hill, Washington, John F. Ivory§ PFOO 
Storage Co., Inc. Re 
In I. and S. M-2627, the Commission had suspended until ¢ ine W 
September 1, the operation of tariff MF-I. C. C. No. 35, and pbs the 
supplement No. 1 thereto of Household Goods Carriers’ Bu- ones 
reau, Agent, the suspended schedules proposing to increase the water Cc: 
rates and accessorial charges on household goods between points of the 
in the United States. meds fc 
The MC C-517 investigation was instituted by the Commis- that the 
sion, division 2, on its own motion, into the reasonableness and dirriers 
lawfulness otherwise of rates and charges, rules, regulations 92) 
and practices affecting such rates and charges applicable to P. Dis 
the transportation of household goods, between all points within ides tha 
the United States maintained by Aero Mayflower. mates w 
In I. and S. M-2640, the Commission suspended until No- * to br 
vember 1, certain schedules published in tariff MF-I. C. C. No. Oaklanc 
11 of Independent Movers’ and Warehousemen’s Association, 
Inc., Agent, Washington, D. C., the suspended schedules pro- Obvi 
posing to establish increased rates on household goods between§ similar i 
points in the United States for distances of 165 miles or less.§ viating, 
ship line 
Increases for 200 Carriers po pr 
revenue 
The proposed rate increases in I. and S. M-2627, said Sec- Late 
retary Rowan, of the Household Goods Carriers’ Bureau, were § forth th 
for approximately 200 participants, 120 of which were agents § statemer 
of Aero Mayflower. He said that the tariff MF-I. C. C. No. sue or 
35, involved in the I. and S. M-2627 proceeding, known also as§j hroceau 
the bureau’s tariff No. 27-B, was identical with No. 26 under “ 
suspension filed at the request of Aero Mayflower, May 15, 1945. 
The bureau had more than 2200 members altogether, said Mr. tit As 
Rowan, adding that 125 were from New York State and that § Sutute, 
the number of members in western states was small. = 
The bureau’s tariff No. 9, said Mr. Rowan, represented em 
a change from the weight-basis tariffs of 1939-40 and was can- Me 
celled by tariff No. 14, which changed the rates to attract ad-§™! Tt 
ditional tonnage. Tariff No. 14, on a mileage basis up to 500 ea 
miles, he said, showed a slight increase over No. 9, but from a. 
there on there was a decrease. He said the bureau’s tariff 7 pratt 
No. 18, filed in November, 1941, contained a “straight-across > eee 
the-board” five-per-cent increase and was cancelled June 19, ing pe 
1942, and succeeded by tariff No. 20 to correct defects and mp 
clarify, without any rate changes. Nth - > 
The rate structure of No. 27-B, under suspension, was siml- bd ne 
lar to the tariffs established in October, 1939, he said, the ovet- the tik 
all percentage increase of 27-B over No. 9 being 8.8. He saidg ‘°. - 
tariffs Nos. 18 and 20 represented a 1.6 increase over No. 9, a 
and that the average increase of 27-B over No. 9 was 7.2. Under ship li 
these tariffs, he said, an average shipment was 5,000 pounds. netitio 
War Offices Moved trade, 
Early in the war, said Mr. Rowan, the household goods yr, ‘a 
industry handled some 12,000 shipments of a mass movement § than + 
of government offices being shifted from Washington to other It 
points, the bureau having been the clearing house for t unlaw 
traffi that, 








Cc. 
An exhibit presenting a comparison of rates in tariffs Nos. 
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9, 14, 18, 20, and 27-B, on a mileage basis, showed, said Mr. | 
Rowan, that tariff No. 9 specified $8:29 a 1,000 miles, that No. 
14 was 79 cents less No. 9 and No. 27-B was 67 cents more 
than No. 14 and 13 cents less than the original rate in No. 9. 
In the 6% years since 1939, said Mr. Rowan, tariff No. 27-B 
had done nothing more than increase the rate in tariff No. 9 
an overall percentage of 6.9 on a mileage basis of five to 3500 
miles, Mr. Rowan gave figures to show the effects of increases 
for different mileages. He said the net effect of the rates 
under 27-B was a reduction of 10.2 per cent under tariffs Nos. 
93 and 24. 

Answering a question, Mr. Rowan said only 45 household 
carriers were large enough-in 1944 to require reporting to the 
Commission. Mr. Miller, the O. P. A. counsel, objected to the 
inclusion of data in Mr. Rowan’s exhibits concerning the opera- 
tions of numerous small carriers who were not parties to the 
proceeding. Examiner Lawton “noted” the objection. Mr. Rowan 
said participants in the 27-B tariff were mostly Class II and 
Class III carriers. 


M. C. and W. S. A. Petition for 
Rail Rate Study Opposed 


Shipper organizations, anticipating request of rail- 
roads for general rate increase, say such increase 
would afford water carriers opportunity to increase 
their rates. Objections raised to lack of definiteness 
in petition and to alleged attempt to shift burden of 
proof 


Replies filed with the Commission in reply to the petition 
of the Maritime Commission and the War Shipping Administra- 
tion, that the Commission investigate the legality and reason- 
ableness of railroad freight rates and practices competitive with 
water carriers, ask the Commission to deny the petition. Two 
of the replies anticipated the filing of the request of the rail- 
roads for a 25 per cent increase (see elsewhere) and observed 
that the granting of rail rate increases would give the water 
pty the relief they requested (see Traffic World, March 23, 
p. ; 

Disagreeing with contentions of the two government agen- 
ties that it would be unfair to make general increases in rail 
rates while continuing competitive rates they said were so low 
as to burden other traffic and injure the merchant marine, the 
Oakland (Calif.) Chamber of Commerce said: 


Obviously, such increases, when made, will afford opportunity for 
similar increases in water rates, as others have in the past, thus alle- 
viating, to some extent, the economic situation confronting the steam- 
ship lines. These increases should, therefore, be authorized promptly, 
upon proper showing by the railroads of the amount of additional 
revenue necessary to meet increased costs. 

Later, upon proper filing of a complaint by petitioners, setting 
forth the particular rates considered to be unlawful, with a definite 
statement of reasons therefor, the Commission, after hearing, can 
issue orders for removal of any unlawfulness it finds to exist. This 
procedure will accomplish all of the purposes of the act, with the least 
disruption of rate structures and markets. 


A similar position was taken by the American Dry Milk In- 
stitute, Inc., and both it and the Oakland body objected to 
granting the request of the government agencies that the in- 
vestigation be given expedited handling, because such handling, 
they said, would not give shippers an opportunity to present 
evidence and argument to protect their interests. 

The Industrial Traffic Association of San Francisco said the 
reason for the inability of the water carriers to operate at a 
reasonable profit in the past two decades had been that their 
operating expenses had increased in much greater ratio than 
that of rail carriers. It cited the “many demands of labor for 
Increased wages; the many instances of work stoppage, both 
local and industry-wide; the slow-down in labor performance; 
the objection of maritime unions to the use of labor-saving de- 
Vices; and the. general uncertainty of labor conditions, due to 
the likelihood of a work stoppage at any time and for any 
Period of time.” 

_ The Oakland chamber said not all of the ills of the steam- 
ship lines were due to competitive rail rates and added that “the 
petitioners should be reminded of the wasteful practices of the 
water carriers, particularly those operating in the intercoastal 
trade, in the establishment of rates prior to the war, and fail- 
ure of these carriers now to increase rates which are lower 
than necessary to meet rail competition.” 

It also objected to lack of definiteness in the allegations of 
unlawfulness on the part of the government agencies and said 
that, since the petition was in fact a complaint, the burden of 
Proving their allegations should rest on the petitioners, but that 
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“an adroit attempt is being made by petitioners to relieve them- 
selves of this duty. . .” s 

The San Francisco group said that, if in the interests of 
national defense, it was necessary to maintain an adequate mer- 
chant marine, this should not be accomplished by raising the 
rates of carriers competitive with the water carriers, since that 
act would discriminate against the users of the rates because 
they alone would be called on to contribute to the national de- 
fense in maintaining a merchant marine. Neither should all 
shippers be made to pay rates above those needed by thé rail- 
roads to operate at a profit, it said, and that “if the mainte- 
nance of the merchant marine is the point at issue, then the 
cost should be borne by the public at large.” 


Western Railroads Also Oppose Petition 


The Great Northern, the Northern Pacific, the Union Pa- 
cific, the Spokane, Portland & Seattle, the Santa Fe, the West- 
ern Pacific, and the Southern Pacific have filed a statement with 
the Commission asking it to deny the petition of the Maritime 
Commission and the War Shipping Administration for an in- 
vestigation of water-competitive railroad rates and practices 
(see Traffic World, March 23, p. 822). 

The railroads largely based their request on the fact that 
“the rail rate structure was passed on exhaustively” by the 
Commission in the twenties and earlier thirties and that the 
Commission had fixed a basis of rail rates differentially over 
water rates with full and adequate recognition of differences 
in cost, services, and the like in Pacific Coast fourth section ap- 
plications, 129 I. C. C. 3, and later reports. 

Referring to the latest modification of the outstanding 
orders in those cases, the railroads said that although the 
amended order had been in effect since December 4, 1945, coast- 
wise steamship lines had made no. effort whatever to increase 
their rate structure so far as the railroads were informed (see 
Traffic World, December 22, 1945, p. 1535). They said the 
initiative and responsibility now rested wholly on the Pacific 
Coast steamship lines to improve their rate structure if their 
rates were not consistent with sound economic operations. 


MOTOR P. AND D. CHARGES AT DULUTH 
The Office of Price Administration has issued SR 14-H, 
Order 7, prescribing 10 cents a hundred pounds as the max- 
imum rate that may be paid to motor carriers performing 
pickup and delivery services for railroads within their terminal 
rae Ls Duluth, Minn. The order is retroactive to November 
i, ; 





Tidewater Coal Transport Subsidy 
Payments to End 


The Office of Price Administration has announced appoint- 
ment of a tidewater coal receivers compensatory adjustment 
industry advisory committee to advise O. P. A. regarding the 
formulation of a plan for the orderly termination subsequent 
to June 30, 1946, of subsidy payments under the compensatory 
adjustment regulation. It said these payments were made by 
the government to compensate customary receivers of tide- 
water coal in New England and New York harbor areas for 
excessive transportation costs from the coal mines due to war- 
time conditions. It said that in working out the details for this 
termination program emphasis would be placed on a rapid re- 
turn to normal methods of transportation. Initial meeting of 
the committee will be held April 25 in the Boston O. P. A. 
regional office. 


Suspension of Demurrage Rules on 
Bituminous Coal Broadened 


Unlimited free time on one day’s full production of bitu- 
minous coal, held pursuant to regulation No. 1 issued by the 
Solid Fuels Administrator for War because of the stoppage of 
production, will be available not only at the mine points listed 
in B. T. Jones’ tariff I. C. C. No. 3818, item No. 255, rule No. 4, 
section B, but at loading points other than those. This, it was 
explained at the Commission, meant the addition of strip mines 
and stock piles to mine points at which demurrage provisions 
were suspended by service order No. 480, increased mine hold- 
ings of unbilled bituminous coal (see Traffic World, April 6, 
p. 1039). 

The action broadening the suspension of demurrage rules 
was taken in amendment No. 1 to service order No. 480, which 
also extended the expiration date of the order from April 15 
to May 1. The amendment was made effective April 12, at 7:00 
a. m. It took the form of adding a paragraph to the service 
order specifically prohibiting railroads from collecting demur- 
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rage charges on bituminous: coal held at the additional points. 
The amendment also carried a provision that “such cars may 


be held at points other than where loaded for railroad con- 
venience.” 


O. P. A. Blamed for Lay Off of 
Men Repairing Reefers 


Although there is a pressing need for refrigerator cars to 
prevent waste of perishable crops, the number of serviceable 
cars is rapidly decreasing because of the scarcity of lumber and 
other materials needed to keep them in repair, according to 
O. M. Stevens, president of the American Refrigerator Transit 
Co. In a statement to employes explaining the necessity for 
the lay-off of more than 200 shop workers in St. Louis, Mo., 

. Pueblo, Colo., Mr. Stevens placed the blame on the Office 
of Price Administration, stating that the company “cannot 
obtain materials for repairs because lumber mills simply can- 
not sell siding and other lumber at the ceiling prices dictated 
under government price control.” 

“Pressure of every kind,” said Mr. Stevens, “has been prop- 
erly brought upon refrigerator car line companies for extra- 
ordinary efforts, in service. Notwithstanding this, our own de- 
sires to comply, and the great need for refrigerator cars, we 
have had to curtail shop operations, lay men off and let bad 
order cars accumulate because we cannot get lumber and steel.” 

Copies of the statement were forwarded by the company to 
Chester Bowles, stabilization officer, and to Paul S. Porter, na- 
tional O. P. A. administrator. 

















CAR UNLOADING ORDERS 

Unloading of a car of machinery at Harold Avenue, near 
a team track, Long Island City, Long Island, N. Y., by the 
Long Island Rail Road Co., has been ordered by the Commis- 
sion, division 3, by service order No. 487, effective imme- 
diately. 

By service order No. 488, the Commission, division 3, has 
ordered the Southern Pacific to unload two cars loaded with 
pipe now on hand at Los Angeles, Calif. 

By service order No. 489, it has ordered the International- 
Great Northern to unload 12 cars loaded with various com- 
modities now on hand at Laredo, Tex. 


The orders, effective immediately, will expire when the 
director of Commission’s Bureau of Service has been notified 
of completion, and when, where, and by whom unloading is 
performed. 


The Commission, division 3, by revised service order No. 
89, Commodities at Laredo, Tex., 1.-G. N. R. R., Be Unloaded, 
has ordered the International-Great Northern Railroad Co. 
(Guy A. Thompson, trustee), to unload nine cars containing 
various commodities at Laredo, Tex. The revised order deleted 
three cars named in the original order. 





























SLAB ZINC PACKING CHARGES 


A new schedule of special packing and loading charges 
which may be added to ceiling prices for primary slab zinc when 
special packing and loading is provided at the request of the 
buyer has been announced by the Office of Price Administration, 
as, follows: i 












The new charges became effective April 17, 1946, and are as follows: 
Cents Per Ton 
30 





ee ee Te UT OP CUO on oink Si ovo ood wee deccedenseseues 
For slab zine wired or strapped on wooden pallets 
For slab zine wired or strapped on steel pallets................... 

Previously, a charge of 20 cents per ton could be made for primary 
slab zine wired or strapped, compared with the new 30-cent charge now 
provided. This charge and those for slab zinc wired or strapped on 
wooden or steel pallets are in line with those established under other 
regulations. 

(Amendment No. 5 to Revised Price Schedule No. 81—Primary Slab 
Zinc—effective April 17, 1946.) 












RUBBER TIRE INDUSTRY INQUIRY 


Attorney General Tom C. Clark has announced that he has 
authorized a federal grand jury investigation of the rubber tire 
industry in connection with alleged violations of the antitrust 
laws. The investigation is to be conducted in the Southern 
District of New York. 


Mr. Clark stated that a large number of complaints charg- 
ing restraints on competition and discriminatory practices in 
the industry “warranted a full and complete investigation.” 
The investigation to be conducted in the Southern District of 
New York was to be nation-wide, said he. 














TRAFFIC WORLD 


REGULATION OF COMMON CARRIERS 


(District Court, W. D. North Carolina, Statesville Division.) 
The District Court was bound by Interstate Commerce Commis- 
sion’s construction of its certificate of public convenience and 
necessity issued to motor carrier, and hence such certificate and 
construction could not be attacked collaterally by carrier in Com- 
mission’s action to restrain carrier from committing acts un- 
authorized by certificate. Interstate Commerce Act Sec. 208(a), 
U. S. C. A. Sec. 308(a). (Sioux Tribe of Indians vs. United 
States, 64 Fed. Supp. 303.) 


Rock Island Reorganization 
Case Before Circuit Court 


Arguments on several appeals from a plan of reorganization 
of the Chicago, Rock Island & Pacific Railroad were heard April 
11 before the United States circuit court for the seventh judicial 
circuit, at Chicago. Following argument, the case was taken 
under advisement by the court, composed of Judges Otto C. 
Kerner, Sherman Minton, and Walter C. Lindley. 

The fight against confirmation of the plan was led by two 
groups: (1) a convertible bondholder group, representing a 
$47,000,000 investment, to be allowed $16,000,000 of common 
stock of the reorganized railroad; and (2) holders of $54,000,000 
preferred stock, having no equity under the plan. Attorneys 
for the two groups argued that the plan is unfair and inequit- 
able, pointing out that the line now has $80,000,000 in cash on 
hand plus $41,000,000 in securities. It was argued that the sum 
would permit one of the mortgage bondholder groups to be paid 
off completely, leaving sufficient to allow some equity to pre- 
ferred stockholders and unsecured creditors. John Gerdes, of 
New York City, counsel for the common stockholders, asked a 
reversal of Federal Judge Igoe’s approval of the plan and its 
return to the Interstate Commerce Commission for changes. 

Attorneys representing the two first mortgage bondholders’ 
groups, principal supporters of the reorganization plan, called 
attention to the long delay in the case, which has been in the 
courts for 13 years. They asked for a preliminary opinion which 
would permit the district court to proceed with hearings on con- 
firmation of the plan, pending the circuit court’s final decision 
on the appeal. 

Two remaining appeals in the Rock Island case were sched- 
uled to be heard by the circuit court April 12. 

A hearing on confirmation of the reorganization plan is 
scheduled to be resumed, April 25, before Judge Igoe. 





North Shore Reorganization 
Is Approved by Court 


Federal Judge Michael L. Igoe, of Chicago, on April 16 
approved the plan of reorganization of the Chicago, North 
Shore & Milwaukee Railroad, and ordered the plan submitted 
to security holders for a vote. 

The proposed plan, filed January 11, 1946, provides for 4 
new corporation with capitalization of 500,000 shares of no-par 
value common stock, to be distributed only to holders of first 
mortgage gold bonds and first and refunding mortgage gold 
bonds (see Traffic World, February 9, p. 383). Present stock- 
holders and unsecured creditors are excluded from participation. 
The plan states the future earnings of the railroad are depend- 
ent in good measure upon maintenance of training areas for the 
Army at Fort Sheridan and for the Navy at Great Lakes Naval 
Training Center, adding that “as soon as demobilization has 
been completed, the future earnings will be wholly inadequate 


to meet the claims of the present mortgage bondholders for 


principal and accrued interest on their bonds.” 


On February 26, Judge Igoe ordered the plan to be sub- 
mitted for suggested amendments or objections to the Inte!- 
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April 20, 1946 ° 


state Commerce Commission, the Illinois Commerce Commis- 
sion, the Public Service Commission of Wisconsin and the Secu- 
rities and Exchange Commission. The first three groups filed 
no objections. The S. E. C. found the plan “fair and feasible.” 

Date for completion of the voting by bondholders is June 1, 
with 9 special master ordered to file his report on or before 
June 10. 


Order Reducing Youngstown 
Coal Rates in Court 


Railroads ask western Pennsylvania district court to 
set aside Commission order, alleging preferential 
treatment of Republic Steel captive mines, erroneous 
comparisons of rates, failure to make findings of 
costs over compared routes, and lack of evidence to 
support requirement that bituminous coal rates to 
Youngstown area be reduced 


Alleging a total of seventeen errors in the Commission’s 
report and order in No. 28825, Bituminous Coal to the Youngs- 
town District, the rail respondents in that proceeding before 
the Commission have asked the federal court for the western 
Pennsylvania district to enjoin the Commission’s order (see 
Traffic World, April 13). In that proceeding, the Commission 
required the railroads to reduce rates from 7 to 12 cents a net 
ton on bituminous coal from points in three Pennsylvania coal 
districts and from two river transshipping points to the Youngs- 
town, O., area (see Traffic World, Oct. 27, 1945, p. 1028). 

In March the Commission made minor modifications in its 
order, eliminating Hillsville, Sharon and Leesburg, Pa., as des- 
tinations to which the reductions would not apply (see Traffic 
World, March 13, p. 743). 

The railroads devoted 10 of their allegations of error to the 
Commission’s requirement that they reduce the all-rail rate 
from Indianola and Russellton to Youngstown, Warrens, Niles, 
Struthers and Lowellville. The reduction from those two points, 
they said, was predicated, in part, on a comparison between that 
rate and the distance from Indianola and Russellton to Youngs- 
town with a rate from Freeport district mines on the Bessemer 
& Lake Erie to Greenville, Pa., and a “supposed mileage said 
by the Commission to be the distance from the said mines in 
the Freeport district to Greenville.’”’” The evidence before the 
Commission did not show the distance to Greenville, they said, 
and that the finding of unreasonableness was not supported by 
the evidence. 


The railroads developed that contention in three additional 
points, saying they had no notice or opportunity to know that 
the rate to Greenville would be offered or used by any party or 
by the Commission as a standard for determining the reason- 
ableness of the rate, which, they said, was not so used until 
Republic Steel Corporation filed its exceptions to the proposed 
report about seven months after the hearings closed. Had 
they been afforded an opportunity, said the railroads, they 
would have shown, as they offered to do in their petition for 
rehearing, that the rate applied also to less distant points for 
an average distance substantially less than the figure used by 
the Commission as representing the distance to Greenville alone. 
The Commission had also erred, they said, in stating that it 
had made allowance in ordering the reduction from Indianola 
and Russellton for the fact that less distant points were grouped 
with Greenville, notwithstanding the fact that the record did 
now show what, or how many, those points were, the distance 
thereto, or how much less distant they were from the mi‘nes 
than Greenville. Also, they said, the Commission had arbi- 
trarily used the distance from the Freeport district to Youngs- 
town alone, disregarding the fact that the rate applied also to 
the more distant points of Warren and Niles. 

_ Other objections raised to the reduction ordered from In- 
dianola and Russellton were that the Commission compared the 
tate and distance to Youngstown and a rate applying from mines 
on the Butler branch of the B. & O., because, the railroads 
said, the rate applied to many points less distant than to those 
used by the Commission, the distance to which the compared 
Tate applied being substantially lower than that used by the 
Commission; that the Commission made the reduction on the 
theory that only conditions pertaining to the short route should 
€ considered and that, based on facts found as to that route, 
tates over other and longer routes, regardless of conditions per- 
taining to such routes, must be reduced. 

. In making the reduction, the railroads said, the Commis- 
Slon gave a special and preferential rate to the Republic Steel 
Corporation based on what the Commission considered to be 

€avy and concentrated shipments from the captive mines of 
that corporation, although the evidence did not show that con- 
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ditions were any different from the Republic mines than from 
other mines. Nor, they continued, had the Commission found 
that the*cost of transporting coal from the Republic mines to 
its plants was less than for other individual shippers or from 
the Pittsburgh or Freeport districts as a whole. There was no 
substantial evidence of a “supposed” policy of the Bessemer 
& Lake Erie, on which the Commission had predicated the re- 
duction in part, that lower rates were made from the Free- 
port than from the Pittsburgh district, the railroads said. 


Rates from the Pittsburgh District 


As to the reduction of 7 cents ordered from the Pittsburgh 
district to the Youngstown area, the railroads said the finding 
and reduction were unlawful because predicated, in part, on 
the reduction ordered from Indianola and Russellton, and be- 
cause of a similar comparison of the rate from Pittsburgh 
with the rate from the Butler branch of the B. & O. They said, 
further, that the reduction from the Pittsburgh district was 
predicated, in part, on the theory that the railroad lines be- 
tween that point and Youngstown were superior in construction 
to that over which the rate from the B. & O. branch applied. 
They said there was no evidence concerning the construction of 
the latter line, and that, even if there was evidence to sustain 
a finding concerning the superiority of construction, that would 
be, in itself, an insufficient finding. 


Reductions from River Points 


Reductions ordered in the ex-river rates from Conway and 
Colona to Youngstown and to Warren, Niles, Struthers and 
Lowellville were contrary to law, said the railroads, because 
they rested on an erroneous interpretation of the interstate 
commerce act made in 1940, and because they required rates 
on a substantially lower level, mile for mile, than all-rail rates, 
without any finding of differences in circumstances or condi- 
tions of transportation. Further, they said, the order was un- 
lawful because, while stating that a certain rate on ex-river 
coal from Cincinnati to Hamilton, Middletown, and other Ohio 
points afforded a criterion as a comparison, the Commission had 
made the ex-river rates from Conway and Colona to the Youngs- 
town district substantially less than the rate from Cincinnati, 
adding that “the basis upon which it sought to justify the grant- 
ing of the lower rate from Conway and Colona is arbitrary and 
without support in the findings or evidence.” Also the com- 
parison with rates reduced to meet water competition, on which, 
the railroads said, the Commission’s order rested, in part, made 
it unlawful. 


Reductions from Leetonia District 


The order requiring reduction in the rate from Leetonia dis- 
trict mines to Youngstown, and the finding of unreasonableness 
on which it was predicated, were not supported by necessary 
findings or by substantial evidence, the railroads said. 

Observing that they were required by the Commission’s 
order to establish the reduced rates on or before May 1, which 
rates would be less than the rates they would supersede, the 
railroads said they would suffer injury unless the order was 
enjoined. It said large amounts of coal were shipped daily 
under the rates required to be reduced and, if the reduced rates 
were allowed to become effective, there could be no recovery of 
losses they said they would suffer. 

The suit is docketed as civil No. 5582, Baltimore & Ohio 
Railroad Co., Bessemer & Lake Erie Railroad Co., Mononga- 
hela Railway Co., New York Central Railroad Co., Pennsyl- 
vania Railroad Co., Pittsburgh & Lake Erie Railroad Co., 
Pittsburgh & West Virginia Railway Co., Pittsburgh, Chartiers 
& Youghiogheny Railway Co. vs. United States of America. 


Commission Postpones Order 


At the request of the federal court for the western Penn- 
sylvania district, the Commission, by Commissioner Porter, has 
postponed the effective date of its order in No. 28825 from 
May 1 to June 1, the rates to be established on not less than 15 
days’ notice. 





MOTOR PURCHASE COMPLAINT DISMISSED 


The federal district court, Massachusetts district, has dis- 
missed a complaint in civil action No. 3683, General Transporta- 
tion Co., A. B. & C. Motor Transportation Co., D. & N. Motor 
Transportation Co., and Lowell Trucking Corporation vs. United 
States of America and the Commission, in which the plaintiff 
motor companies sued to annul Commission order approving 
the purchase of the operating rights of Clarence L. Hardy, of 
_— Mass., by Beacon Fast Freight Co., Inc., of New York, 

The court said the plaintiffs contended that Mr. Hardy wil- 
fully abandoned his operations; that his certificate was void- 
able and not a fit subject of sale; and that it was not con- 
sistent with the public interest to authorize purchase by Beacon, 
a regular-route operator, or irregular-route operating rights 
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that clearly were not used by Mr. Hardy in the performance of 
a through service in the manner proposed by Beacon. The 
court further said: 


We concede that cessation of service by a carrier may, under 
appropriate circumstances, warrant revocation of a certificate by the 
Commission. And it may be that what Hardy did, or failed to do, was 
enough to warrant such action by the Commission. However, no com- 
plaint, so far as appears, was ever made to the Commission and it took 
no action on its own initiative, so that question is not before us. For 
present purposes it is enough that no action was ever taken by the 
Commission to revoke Hardy’s certificate. 


Circuit Court Hears Appeal 
in Rock Island Reorganization 


The United States circuit court for the seventh judicial 
circuit, at Chicago, on April 12 continued its hearing on several 
appeals from a plan of reorganization of the Chicago, Rock Is- 
land & Pacific Railroad. The protective committee for holders 
of Choctaw & Memphis Railroad Co. first mortgage 5 per cent 
gold bonds are appealing from two orders entered in the dis- 
trict court at Chicago, in June and August, 1945, denying such 
bondholders interest on all past due and unpaid interest cou- 
pons. The appellants ask that the district court orders be re- 
versed, and that court instructed to order payment of simple 
interest at the rate of 6 per cent on C. & M. bond coupons which 
matured from July 1, 1934, to January 1, 1946. The “interest 
on interest’ amounts to $712,729, according to Daniel James, 
of counsel for the committee. 

The plan of reorganization as approved by the Interstate 
Commerce Commission provided that this question of interest 
should be decided by the court. The appeal does not involve 
the plan of reorganization, and will not hinder or delay that 
plan, Mr. James argued. 

The appeal was contested by trustees of the Rock Island, 
by the Metropolitan Life Insurance Co., senior bondholder, and 
by other bondholder groups, who argued that the “interest on 
interest,” if paid, must come from other creditors, that such 
payments are not required by federal law, and that under terms 
of the C. & M. mortgage and claim of the bonds to interest on 
interest was expressly given up. 

At the conclusion of the hearing the court, composed of 
Judges Otto C. Kerner, Sherman Minton, and Walter C. Lind- 
ley, took the case under advisement. 


Milwaukee Stockholders Heard 


Earlier in the day the circuit court heard arguments of 
preferred stockholders of the Chicago, Milwaukee, St. Paul & 
Pacific Railroad, from an order by Federal Judge Michael L. 
Igoe, on January 3, rejecting the stockholders’ petition that 
the court retain jurisdiction over the line pending action by 
Congress on railroad reorganizations (see Traffic World, Jan- 
uary 12, p. 86). 

Henry L. Kohn, of Chicago, attorney for the preferred 
shareholders, contended the road’s earnings had amounted to 
over 7 per cent on preferred stock since 1940, when the Inter- 
state Commerce Commission’s reorganization plan wiped out 
claims of preferred holders. If the courts retain jurisdiction 
over the reorganization until the end of the present Congress, 
legislation may make it possible for stockholders to get some- 
thing from recent earnings, he said. Annual profits of the Mil- 
waukee Road during the past seven years have averaged $2,- 
500,000, stockholders asserted. 

A. N. Whitlock, attorney representing the railroad, con- 
tended earnings have decreased since the war ended, and that 
additional expenses in the form of increased wages would leave 
no funds for payments to preferred stockholders. The case was 
taken under advisement by the court. 


Motor Act Prosecutions 


(Digests o: statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Eastern Virginia district, at Richmond. Elam Lee Tanner, 
Jr., dba Tanner’s Transfer & Storage, of Richmond, was re- 
quired to pay a $1,350 fine March 11, following a hearing on 
motion to revoke his probation, wherein the court found that 
the defendant had violated the terms of his probation in that 
he had continued in the period of probation to violate the 
provisions of part II of the interstate commerce act and regula- 
tions promulgated thereunder. The defendant was required 
to pay all of the fine before April 1. The fine was imposed 
on 27 counts of an information charging him with the aforesaid 
violations, on which imposition of sentence had been suspended 
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during a probationary period of five years following entry of 
a plea of nolo contendere by the defendant on July 29, 1943, 
at which time the defendant was required to pay a fine of 
$375 on 15 counts of the information. The defendant: was 
charged in the motion for revocation of probation with en- 
gaging in his probationary period in operations as a common 
carrier for compensation without a certificate having been 
issued by the Commission authorizing the particular operations 
performed; engaging in such operations without having on file 
with the Commission rates applicable to such transportation; 
failing to require drivers to keep logs; failing to have doctors’ 
certificates for new drivers; and failing to weigh shipments 
transported by him. 


Middle Alabama district, eastern division, at Montgomery. 
A permanent injunction was entered April 5 by consent in civil 
proceedings instituted by the Commission against Joe H. Small- 
wood and L. G. Smallwood, dba Smallwood Transfer Co., Lanett, 
Ala., enjoining them from engaging in operations as a motor 
common carrier of household goods in interstate commerce until 
such time as they obtain authority from the Commission. The 
defendants have held a certificate issued by the Commission 
authorizing certain interstate operations. In the proceedings, 
the Commission alleged they had exceeded the authority in that 
certificate. 


Eastern Texas district, Sherman division, at Sherman. A 
permanent mandatory injunction was granted April 3 requiring 
John R. Clymer, Sr., Richard White, Anne Clymer and Mrs. 
M. D. Bryant, co-partners, dba Denison Poultry & Egg Co, 
and Denison Poultry & Egg Co., Inc., to comply with the pro- 
visions of the motor carrier safety regulations prescribed by 
the Commission applicable to private carriers engaged in the 
transportation of property on public highways by motor vehicle 
in interstate and foreign commerce. The co-partnership de- 
fendant, engaged in private carrier operations in the transpor- 
tation of eggs, and the corporation defendant, which furnished 
equipment and drivers for the operations, were charged with 
failing to comply with rule 1.31 of part I of the Commis- 
sion’s safety regulations requiring private carriers to have in 
their files certificates of physical examination of their new 
drivers and with failing to comply with rule 5 (a) of said 
safety regulations requiring them to keep drivers’ logs. 




































Justice Dept. Studies Alleged 
Overcharges on War Traffic 


Assistant Attorney General Wendell Berge stated, April 15, 
that a report on railroad freight charges for transportation of 
War Department traffic in the period of World War II, con- 
taining an allegation that the government had paid and was 
paying “many millions of dollars in excessive charges for 
transportation of material and supplies of the War Depart- 
ment,” had been referred to the Justice Department by the 
Bureau of the Budget, by which it had been transmitted earlier 
to Chairman Wheeler, of the Senate interstate commerce com- 
mittee, at his request (see Traffic World, Feb. 9, p. 395). 

Mr. Berge stated that the Justice Department had not yet 
decided what action it would take toward recovery of the over- 
charges alleged, but he indicated that the probable form of 
such action would be the filing of a suit on behalf of the War 
Department, to recover from the railroads the amounts of 
transportation charges deemed “excessive” in the Budget Bu- 
reau report. The report was prepared for that bureau by 2 
special committee consisting of W. B. Hammer, chairman of 
the Commission’s Board of Suspension; Charles E. Bell and 
age aed B. Ussery, of the firm of Bell & Ussery, Washington, 
D.C. 


The report set forth the observations that the greater part 
of the total tonnage of the War Department had been trans- 
ported under rates applicable on commercial traffic and that 2 
majority of such rates were not excessive. 

























MONON REORGANIZATION 

Federal Judge Michael L. Igoe, of Chicago, on April 12 
approved the designations of three trustees under the stock 
trust provided for in the plan of reorganization of the Chicago, 
Indianapolis & Louisville Railroad. The trustees, who will con- 
trol the Monon Route for a period of ten years, are Arthur T. 
Leonard, senior vice-president, City National Bank of Chicago; 
Homer J. Livingston, executive vice-president, First National 
Bank of Chicago; and John E. Dwyer, Chicago resident man- 
ager of Otis & Co. Mr. Leonard and Mr. Dwyer were both 
interim reorganization managers for the line while it was 
court. 

Judge Igoe set April 24 for a hearing for turning over the 
railroad to the trustees on May 1. 
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Anti-Trust Division Witnesses 
Hit Rate-Making Machinery 


Berge and Kilday, of Justice Department testify in 
opposition to Bulwinkle Bill, H. R. 2536, at Senate 
committee hearings. See continuation of alleged il- 
legal practices in rate-making as continuing under 
the kind of Commission control proposed by bill. 
Fletcher asserts A. A. R. is not rate association. 
Wheeler, Hawkes, Austin and other senators question 
witnesses 


Impotence of the national government itself to deal effec- 
tively with “the unrestrained power of the railroad cartel” had 
been “starkly revealed” in the recent war emergency, said 
Wendell Berge, Assistant Attorney General in charge of the 
Justice Department’s anti-trust division in his testimony before 
the Senate interstate commerce committee at hearings on H. R. 
2536, the Bulwinkle bill, proposing exemption from application. 
of the anti-trust laws agreements between carriers when ap- 
proved by the Commission (see Traffic World, April 13). 

He contended that the “asserted liberty of independent 
action” which the terms of each rate conference agreement 
reserved to the member roads was “a shadow devoid of sub- 
stance.” 

“In fact,” he continued, “the mechanism is of its very 
nature coercive from top to bottom, as must necessarily follow 
from the fact that each individual railroad is dependent upon 
other railroads through and overhead traffic, which together 


-constitute more than 50 per cent of the total tonnage carried 


by any railroad. ...A progress report by the traffic depart- 
ment of the Association of American Railroads is replete with 
references to ‘persuasion’ of individual roads to accept group 
decisions, a process which is less euphemistically described in 
private documents of the conspirators as ‘forcing’ individual 
railroads to accept against their will the decisions of the group. 
“The Department of Justice opposes the legalization of a 
scheme so obviously contrary to the public interest. .. .” 


Refusal to Reduce Rates 


Mr. Berge said that the railroads had refused to reduce 
their $12 a ton “paper” rate on sulphur, in 1942, when, after 
diversion of shipping by the Maritime Commission had forced 
large tonnages of sulphur to the railroads, the Office of Price 
Administration and the Office of Defense Transportation had 
requested “more reasonable rates realistically reflecting the 
tremendously increased tonnages.” He said the railroafls had 
given no reason for their refusal to lower the rate. 

Likewise, he said, the railroads had turned down a request 
of the Advisory Committee to the Council of National Defense 
in 1941 for a reduction of rates on scrap iron from New Eng- 
land points, sought in connection with a campaign of the New 
Hampshire State Council of Defense to salvage old automobile 
bodies. He said the railroads had “peremptorily” rejected the 
requested rates “despite the insistence of various government 
agencies of the essentiality to the war effort of more reasonable 
rates.” 


“So plenary was the power of the railroads’ private rate- 
fixing mechanisms,’ Mr. Berge asserted, “that the various 
government agencies concerned with the war program came 
frankly to defer to the railroads for decision many momentous 
questions seriously effecting the war effort. For example, in 
May, 1941,. when the question arose of transporting gypsum 
rock diverted by war from water to rail carriage, the Office of 
Production Management, in deference to the power possessed 
by the railroads, referred to the railroad price mechanisms the 
grave question as to whether the railroads would prefer to have 
interior mills enlarged or grant a reasonable rate permitting 
transportation to mills along the eastern seaboard. As Mr. 
Cleveland, vice president of the Association of American Rail- 
roads, described the question: 

““The gypsum-board mills located in the interior are now 
running to capacity and the problem with which the Office of 
Production Management is concerned is whether to arrange 
for an increase in the capacity of the existing plants within 
the interior or to supply the seaboard mills with domestic rock. 
In order to reach a conclusion they would like to have at the 
earliest date possible—and they hope that it can be furnished 
— a week—rates between origin points and destinations as 

ollows. . . 

_. “*They have also expressed the hope that the railroads 
will advise them whether they would prefer from their stand- 
point to have the production of existing gypsum-board mills in 
the interior increased or that these raw materials shall be sup- 
plied to the mills covering the movements that have been 
enumerated above. In this connection, my attention was called 
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to the fact that the principal distribution from the eastern sea- 
board has been by truck.’ ” 

Mr. Berge said that the carriers decided “this important 
question of national policy” by refusing the requested reduction 
in rates. 


Rates and Prices 


Intimate relationships between rail freight prices and in- 
dustrial prices were most obvious in industries whose pricing 
systems were constructed on multiple basing points—those 
whose delivered prices were calculated on the F. O. B. price of 
designated basing-point plants, plus all-rail freight from the 
closest basing point to the point of delivery, said Mr. Berge. 

“Because such industrial price-fixing schemes would be 
nullified if competitive transportation charges were permitted,” 
he declared, “it is necessary that the industrial basing point 
agreement be fortified by a rigid freight rate structure. The 
rate bureau device for maintaining a rigid and uniform freight 
rate structure is, therefore, an elegant tool of service for dom- 
inant rail interests and their industrial allies. Since the prin- 
cipal objective of basing point systems is to perpetuate the 
historical industrial concentration in certain areas of the coun- 
try and to deny to new competitors in other areas the advan- 
tages of geography, the rail rate cartel becomes merely a 
mechanism to preserve the industrial status quo, frequently at 
the expense of purely railroad interests.” 

_He said the steel and cement industries, by which multiple 
basing-point price systems were used, were illustrations of 
“the vicious nexus between railroad freight rate prices and 
industrial prices generally.” He referred to an effort he said 
was made by the southern railroads in 1939 to reduce their 
rates on steel from Birmingham to Mississippi and Gulf ports 
> as to attract to the rails tonnage that moved by truck or 

arge. ° 

“Since Birmingham, however, was a basing point, steel 
prices, whether the steel originated in Birmingham or Pitts- 
burgh, were quoted on the basis of the Birmingham F. O. B. 
plant rate plus all rail freight to point of delivery, irrespective 
of the fact that the steel actually moved from Birmingham at 
lower non-rail rates,” said Mr. Berge. “Therefore, any reduc- 
tion in the freight rate from Birmingham would work two re- 
sults on the steel industry prices in the south: (1) Even though 
the steel was shipped from Pittsburgh and even though it 
moved entirely by company-owned barge lines, any reduction 
in the existing paper rail rate from Birmingham would auto- 
matically reduce the price of steel delivered from Pittsburgh; 
(2) any reduction of the paper rail rate from Birmingham to 
the truck or water rate on which the steel actually moved 
would deny the steel producers the secret rebate they obtain 
as a result of the quoted rail price being in excess of actual 
transportation costs. This secret profit is known in the indus- 
try as ‘phantom freight.’ 


Northern railroads and “their northern industrial allies” 
brought to bear such “terrific pressure” on the southern roads, 
in this case, that the rate reduction proposal was rejected, he 
said. He added that Chairman Kerr, of the Southern Freight 
Association, had complained to the Jones & Laughlin Steel Co. 
that ‘while the southern carriers have at all times been most 
considerate of the interests of producers in other sections, but 
who, for the most part, are moving their products to Memphis 
and other Mississippi River crossings by barge, frankly I do 
not see how they can be expected to simply forego transporta- 
tion of iron and steel produced in the south by refusing to 
make necessary rate reductions, even though the result may 
be to change the selling price.” 

In the course of questioning of the witness, Senator Reed, 
of Kansas, said he thought that rate bureaus ought to be regu- 
lated, that he wanted to know to what extent group action was 
lawful, and that he did not think conspiracy could be laid to 
shippers who took part in rate conferences. He remarked that, 
“next to the O. P. A.,” the Department of Justice probably 
ranked lowest among the government agencies, with the ship- 
pers. 


Mr. Berge said he thought it certainly pertinent to con- 
sideration of the Bulwinkle bill to point out the “evils and 
abuses” that had existed in the past, in connection with carrier 
conferences. Senator Hoey, of North Carolina, presiding, said 
the witness would have abundant time. Senator Reed said he 
understood that the railroads would have opportunity to put in 
rebuttal testimony. , 


Reed’s Views 


Senator Reed maintained that in a national competitive 
system of transportation one important segment of an industry 
could not be “broken off” without regard to the effect on the 
other segments. He discussed the existing competitive rate 
relationship affecting flour produced by millers in the south- 
west, central west and northwest and said that any disturbance 
of this rate adjustment would affect the ability of one of the 
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miller groups to enter markets and compete for business. Uni- 
formity and proper balance of rates between these competitive 
milling regions was absolutely essential, he declared. Mr. 
mo said that that was all right and that he had no objection 
o it. 

It was the duty of the Commission to see that rates filed 
by competitive action were not unreasonable because they were 
too low or because they were discriminatory, Mr. Berge said. 
He averred that there were different degrees of coercion, and 
explained that the word “coercion” as he used it described “a 
condition you can apply to more extreme forms of stamping 
out competition.” But the anti-trust laws were not limited to 
coercion, he said. 

When Senator Reed stated that all the Bulwinkle bill would 
do would be to give the Commission the power it did not now 
have with respect to rate-making, Mr. Berge disagreed, saying 
that the bill not only would delegate legislative power that, 
if exercised, should be exercised by the Commission, but would 
delegate power the Commission never had—that of prescribing 
rates. 

Clarifies Rate-Making Statement 


Recalling his earlier statement that the Commission could 
not prescribe new rates unless it found the existing rates to 
be unreasonable, Mr. Berge said he felt that that statement 
might be misunderstood. He said he did not mean that the 
Commission could not prescribe specific rates, but that he meant 
it could not prescribe new rates for old rates on its own motion 
unless it found the old rates unreasonable. If a carrier filed 
rates on its own motion, those rates, high or low, would go 
into effect in 30 days, unless suspended by the Commission in 
the meanwhile, and when suspended they were “held up” for 
seven months, in the course of which the Commission might 
find the proposed rates unreasonable and prescribe the rea- 
sonable rates, he added. 


The carriers could not file rates higher than those pre- 
scribed by outstanding orders of the Commission, but could 
file petitions for rate increases, he said. 

Reminded that there had been testimony by the Justice 
Department in 1943 that the Commission reviewed only 1 per 
cent of the rates filed with it, while Commissioner Aitchison 
had asserted that more than 40 per cent of the rates were sub- 
jected to or were in accord with I. C. C. administrative action, 
Mr. Berge said the department had authority for its assertion 
and would present this authority laer. 


Not Criticizing |. C. C. 


Mr. Berge said it was usually only when complaints were 
filed that the Commission reviewed rates. 

“T don’t say that as a criticism of the Commission,” he 
explained. “I don’t think it was ever intended that all these 
trillions of rates should be reviewed. . . . There’s no way I 
know that any rate expert can take a tariff and look at it and 
tell whether the rates are reasonable or not.” 


Senator Wheeler agreed that to require the Commission to 
pass on the reasonableness of each individual rate filed with it 
would be “an impossible task.” Mr. Berge said that to impose 
such a duty on the Commission would mean authorization of 
“a bureaucracy exceeding anything we have ever had.” There- 
fore, he added, the primary function of filing rates should be 
in the individual carrier, leaving competition to determine the 
level of the rate. 

Mr. Berge maintained that there was no basic inconsistency 
in the relationship between the statutory scheme of regulation 
in the interstate commerce act, on the one hand, and the anti- 
trust law, on the other; that the latter protected ‘the independ- 
ence of action which the interstae commerce act seeks to pre- 
serve.” 


Conferring Power on Private Groups” 


Congress had not conferred on the Commission the power 
to make rates, and, in view of that, why should it confer such 
power on private carrier groups, Mr. Berge continued. He said 
that there were many who favored setting up a government 
agency to approve action taken by industry committees and 
who believed that cartel agreements were “all right’ if filed 
with and approved by some government agency. 


That kind of regulation either amounts to nothing, or, if 
those men really mean what they say, they propose something 
that changes our whole structure of government,” said Mr. 
Berge. “Regulated monopolies are incompatible with our prin- 
ciples of government.” 


After Mr. Berge, in further discussion, had stated his view 
that there had to be departures from those principle in times 
of emergency and had declared that present government con- 
trols over industrial production were due to war and shortages 
of supplies, Senator Hawkes, of New Jersey, said he wished he 
could find, and that so far he had not been able to find, “a man 
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in the United States who can define when we have peacetime 
and normal conditions.” 

__ Mr. Berge said that what was proposed in the Bulwinkle 
bill did not differ from that the trade associations sought, and 
— that he was opposed to cartelization of American in- 

ustry. 

Senator Wheeler said that under the Bulwinkle bill, as 
explained in the House committee’s report, the Association of 
American Railroads could set up an agreement and a definition 
of the nature of the agreement and then, on approval thereof 
by the Commission, have exemption from the anti-trust laws. 


Fletcher on Status of A. A. R. 


R. V. Fletcher, vice-president of the A. A. R., arose to 
assert that the term “rate association or any similar joint or- 
ganization” set forth in the House committee report as covered 
by the bill did not include the A. A. R., because, he said, the 
A. A. R. was not a rate association. When Senator Wheeler 
referred to the “similar joint.organization” term in the report, 
Mr. Fletcher said the A. A. R. was not similar to a rate asso- 
ciation. Senator Wheeler said testimony had shown that the 
A. A. R. had urged on the railroads that they get together and 
fix rates. Such testimony consisted of assertions, but not proof, 
said Mr. Fletcher. 


But, Senator Wheeler said, there had been placed in the 
hearing record a letter written by Vice-President Cleveland, 
of the A. A. R. Mr. Fletcher said that letter was merely call- 
ing attention of the railroads to a requirement by the Commis- 
sion in its Ex Parte 123 decision that the railroads get together 
and raise the rates. 

“But you have your apveal (to the A. A. R.) from the 
lower boards,” said Senator Wheeler. 

“That’s just stuff and nonsense,” said Mr. Fletcher. ‘No 
appeal lies to the A. A. R. from any rate conference. There's 
no basis whatever for that statement, except the wild dream 
of a fanatic.” 

Asked by Senator Wheeler whether he thought the A. A. R. 
would not be exempt from the anti-trust act under the Bul- 
winkle bill, Mr. Fletcher said he ‘would think so.” 

Reading from his prepared statement, Mr. Berge charged 
that railroad interests had made the most of “their power to 
control freight rates” in promoting an understanding with ce- 
ment producers and had, after discussions with cement pro- 
ducers, found “a technique for holding cement traffic on the 
rails without too obvious a discrimination against trucks.” He 
referred, in this connection, to evidence he said had been intro- 
duced at hearings conducted by the Federal Trade Commission. 


Tin Plate Decoration-in-Transit 
In further testimony, Mr. Berge said, in part: 


In 1941 various southern railroads proposed to establish a decora- 
tion-in-transit privilege at Savannah, Ga., upon tin plate from the 
Birmingham, Ala., district destined to Tampa, Fla. The plant at Tampa 
had previously been obtaining its tin plate from Baltimore whence it 
was shipped to Florida entirely by water. The Tampa manufacturer 
indicated a desire to procure his entire supply of tin plate . . . from 
Birmingham .. . provided the tin could be decorated in transit at 
Savannah. ... 

The attitude of the southern railroads in refusing the additional 
traffic (by refusal of the proposal in question) would be incomprenhen- 
sible were it not for the interjection into the picture of northern 
industrial interests. ... 

As a result of the intervention . . . of northern industrial interests 
the southern roads undertook to advise the southern manufacturer how 
he should conduct his manufacturing business: 

“There is no commercial necessity for establishment of decoration- 
in-transit privileges on tin plate and it is our opinion that this is a 
process which should be taken care of at point of origin or at point 
of destination. If the manufacturer of tin plate at Birmingham, Ala., 
desires to meet competition with the manufacturer at Baltimore, Md., 
and other eastern points, he should provide for the necessary decoration 
of tin plate at Birmingham.”’ 

The proposed privilege was rejected . . . despite the obvious advan- 
tage to the southern railroads and the southern manufacturer of the 
privilege of decorating such plate in Savannah as proposed. 


Rates from Geneva Steel Plant 


Mr. Berge then undertook a discussion of the freight rate 
problem with respect to the government-built steel plant at 
Geneva, Utah, now subject to disposal as surplus property. 

“A fair level of rates for general application from Geneva 
to west coast points must be assured before the government can 
realize upon its investment or before any purchase of the plant 
can operate it successfully,” he said. 

He related that the basic published rate governing ship- 
ments of steel articles from Geneva to the west coast was $12 
a ton; that the principal competitor of the Geneva plant was the 
Kaiser plant at Fontana, Calif., which enjoyed basic steel rates 
of $4.40 a net ton to San Francisco, $9.50 to Portland and $9.80 
to Seattle, and that the “big eastern steel companies are major 
competitors in the western market.” He said the Defense Plant 
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Corporation had proposed to the western roads a reduction of 
the steel rates from Geneva to the west coast based on the 
lower rates enjoyed by the Kaiser plant at Fontana, but that 
the western roads had refused to make a reduction for general 
application. He said the eastern steel manufacturers were ve- 
hement in their opposition to the government’s request for re- 
duced rates, as the request threatened the rigidity of the entire 
steel basing point system. The Western Pacific and the Denver 
& Rio Grande Western granted the government early in 1944 
special reduced rates of $8 a net ton for the duration of the 
war only and six months thereafter, he stated. He cited from 
a letter he said had been written by the eastern traffic repre- 
sentative to Vice President Poulterer of the Western Pacific 
in April, 1944, a statement that H. C. Crawford, general traffic 
manager of the Bethlehem Steel Co.,.had referred to.78,529 tons 
shipped by Bethlehem over the Western Pacific in 1943 and then 
had warned that “You can tell your people that your 1944 fig- 
ures will be nil if I have anything to say about it.” 


“Pressure” from Steel Companies 


Mr. Berge said pressure of the eastern steel companies 
through the A. A. R. was demonstrated by a telegram from 
Mr. Cleveland to Mr. Poulterer, reading as follows: 


Serious complaints have been made to me by steel companies re- 
garding proposition section 22 quotation from Geneva to Pacific Coast 
points and especially application of those rates at intermediate points 
to commercial consumers either at the intermediate points or at the 
Pacific Coast terminals. They think this constitutes unfair competition 
against competing commercial steel industries. 


Mr. Berge said his testimony on this matter demonstrated 
that the eastern steel manufacturers intended, if not stopped by 
the government, to maintain their position in the western mar- 
ket through their control over the rate structure. 

Senator Hawkes said he did not think that what Mr. Berge 
had described represented a solid front by the railroads, since 
two of them reduced their rates by $4 a ton. He thought it 
showed conclusively that the railroads were not hamstrung and 
that they did act independently. Mr. Berge disagreed, saying 
that this was a western situation and that he saw no occasion 
for consulting the eastern steel companies at all. The pressure 
of eastern steel did influence the result, he maintained. 


Rate Bureaus Commended 

Senator Hawkes said he had seen the time in his own in- 
dustry when he could not get the rates he wanted, but that he 
thought that, “in the over-all picture, the rate bureaus have 
done a pretty good job, because the United States has done a 
good job.” He said he did not want to destroy a good system 
and to substitute something the Justice Department wanted, 
that might not work. 

“If you were with the railroads, you would have a different 
attitude,” he told Mr. Berge. 

“T’m not sure I would,” said Mr. Berge. 

Senator Hawkes said he was sure. 

Mr. Berge said the Justice Department was not attacking 
rate bureaus as such. 

“We’re not trying to change anything,” he continued. “It’s 
the Bulwinkle bill that’s trying to change our system of regu- 
lation and competition.” 

Later, Mr. Berge said he did not think there really was 
“any zone of confusion” that needed to be cleared up by further 
legislation... 

If the committee felt differently, he said, he would suggest 
that a further delineation of the area of independent action by 


carriers would be made by the Supreme Court in its decision - 


in the Georgia case, and that the committee wait at least to 
see what the court said on that point. 

“Action at this time presupposes that Congress will be 
dissatisfied with the court decision in the Georgia case,” he said. 

Senator Wheeler said he thought the Congress, not the 
courts, should lay down the policies of the government as to 
rate-making. 

Senator Wheeler said it was true that some shippers ex- 
erted “terrific pressure.” He added that the railroads had 
asserted that one reason it was necessary to have rate bureaus 
was to prevent pressure of big shippers on them that, as inde- 
pendent railroads, they might otherwise have to yield to. 

“I don’t think we have to have one monopoly to prevent 
another,” said Mr. Berge. He asserted that rate bureaus could 
exercise various functions but could not be a mechanism for 
making price-fixing agreements. 


Interest of “Consuming” Public 


Senator Wheeler said that all the testimony that had been 
presented by shippers and carriers as to the Bulwinkle bill 
had been solely from the standpoint of the railroads and the 
shippers, without regard to the interest of the consuming public, 
and that Congress had to look after the consumers’ interests. 
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Senator Hawkes took exception to that statement. He said he 
thought the railroads had “a pretty intelligent viewpoint’ on 
the ultimate welfare of the consumer. 

He wondered what Mr. Berge thought of proceedings in 
an industry meeting, in which two or three men who were 
important factors in the industry expressed their viewpoints on 
what the market should be and on what they were going to 
do, but did not ask anyone to agree. When the “big fellow” 
said that his price would be a certain amount, regardless of 
what the others did, and the “little fellow’ decided that he 
had better go along, was there not an element of coercion 
there, the New Jersey senator inquired. 


Berge on Anti-Trust Laws 


There were many forms of coercion that the anti-trust 
laws could not reach, said Mr. Berge. Two men might go out 
to dinner together and might enlighten each other to such 
an extent that competition was lessened, but the anti-trust laws 
could not reach that, he said. 

The railroads knew what their obligations under the anti- 
trust laws were, said Mr. Berge. He added that there were 
many sound reasons why Congress had left determination of 
many practices to the processes of competition. He said he 
did not favor any complete socialization of the railroads, but 
that “if we are not going to have that, we must stick to our 
historical notion that in certain fields of railroad operation 
competitive forces should have their play.” He asserted that 
in the field in which the anti-trust laws applied, there was not 
any more need to state the obligations of anti-trust law com- 
pliance for railroads than for business generally, as the prin- 
ciples involved had already been stated by the courts. 

If the anti-trust laws were amended so as to set out in 
detail what types of agreements were legal and what types 
were not legal, Mr. Berge contended, there would be, instead 
of the “narrow and limited area of doubt” that now existed, 
a dozen new “areas of doubt.” 


Self-interest was a proper compelling force for private 
enterprise, but in regulating such enterprise “we draw the 
line when self-interest becomes anti-social.” Mr. Berge con- 
tinued. 

“When self-interest goes so far as to cause combinations 
with competitors to restrain individual action it becomes anti- 
social,” he said. 


Senator Hawkes wondered if Mr. Berge would consider 
it illegal if he (the senator) should say, in a trade association 
meeting, that so far as he was concerned he would raise his 
price 12 per cent, and then the others in the meeting said they 
would do the same thing, and did it. 

Mr. Berge said that that would not be illegal, but that if 
those assembled in the meeting agreed to make such a price 
increase, it would be illegal—because an agreement was binding 
on the parties and each party thereby lost his freedom of 
action, unless he was the sort of fellow who would violate his 
contract. 

Wheeler Declares “Conferences” Necessary 


Continued discussion of provisions of the Bulwinkle bill by 
Mr. Berge and Chairman Wheeler showed that the witness and 
the chairman were in agreement as to the position of the anti- 
trust division that coercive practices by carrier groups should 
be subjected to anti-trust prosecution, but that their opinions 
differed as to the necessity of carriers conferring on the ini- 
itation of rates other than joint rates. 

Senator Wheeler insisted that “certainly” the carriers had 
to get together and “talk over these rates” and that there could 
not be complete freedom of action by individual carriers in 
these matters. Everybody conceded that it would be a physical 
impossibility for the Commission to check all the rates filed with 
it, he said. But, he added, if some railroad figured that it 
could put in a rate lower than an existing rate, “what we want 
to do is to prevent some other railroad from going in and 
saying, “You can’t put in this rate’.” 

“Your last remark epitomizes our position,” said Mr. Berge. 
Pro answer is to leave the anti-trust law applicable to this 

e “al 

Senator Wheeler said it seemed to him his committee would 
“meet what the Department of Justice is trying to get at’ if 
it wrote into the bill a specific provision against coercion. 

In discussion of regulation of monopolies by government 
agencies, Mr. Berge declared that when such a body subjected 
a monopoly to rules and regulations, it was one thing, but that 
when a private group got together and said that it would not 
institute new services or file certain rates, it was not entitled 
to consideration different from that accorded any other group 
in any other industry. 


“Collusive” Prices and Rates 


However, Senator Wheeler interjected, shippers had the 
right to ask for rates, in the field of transportation. 
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That, said Mr. Berge, was a barren right, in many respects. 
In many instances, he averred, shippers did not know when 
they were injured. He said that the average person, when 
buying a shirt for $3.50, did not know whether the same shirt, 
though its price was not intrinsically too high, could be sold 
for $3.25 or less if the price were ‘“non-collusive.” Senator 
Wheeler said the individual who bought a shirt did not have a 
commission to go to. Mr. Berge retorted that, with shippers 
on the railroads, as with shirt buyers, it was not known that 
competitive rates had been defeated by agreement among the 
parties, though the rate itself might be reasonable. He said 
the shipper, under the law, had no right to get the rate upset 
unless in the Commission or in the courts the rate assailed was 
held unreasonably high as a matter of law. He added that the 
shipper might be willing to pay, because he did not know the 
rate had been collusively fixed. 

Moreover, he continued, the exercise of the right to com- 
plain to the Commission was an expensive and cumbersome 
right. Not every shipper could afford to exercise this right, 
both from the standpoint of the cost and from the standpoint 
of time consumed. 

Congress has laid down a policy for the national trans- 
portation system, said Senator Wheeler. A rich railroad, such 
as the C. & O. or the Santa Fe, could probably put in a much 
lower rate than some competing line, yet continue to operate 
profitably, but it could put the competing road out of business 
by such a rate reduction, he said. The Commission, he added, 
had to look at the rates of the poorer railroads in order to 
maintain a national transportation .system by which all the 
people could be served. Accordingly, he maintained, the na- 
tional transportation policy put the regulated carriers in a cate- 
gory “quite different” from that of “ordinary private industry.” 

Mr. Berge said he was not overlooking that distinction, 
but that he had always made allowance for the fact that ‘the 
competitive factor” in the making of carrier rates was always 
subject to regulation by the Commission. 


Economical Aspect of Rate Bureaus 


Senator Wheeler observed that one purpose claimed for 
rate bureaus was that shippers could come before such a bureau 
and complain of a given rate as unfair, thus saving the expense 
of taking the complaint before the Commission. One of the 
troubles of the Commission had been, said Chairman Wheeler, 
that it had no power to regulate these bureaus at all. He 
averred that if the bureaus were regulated and required to 
keep minutes of their meetings, the Commission would know the 
background of the rates it was dealing with. Mr. Berge said 
the Bulwinkle bill was not primarily one to regulate rate bu- 
reaus, but was primarily to exempt them from the anti-trust 
laws. Placing of restrictions on rate bureaus could be accom- 
plished without conferring immunity in any sense from the 
anti-trust laws, he contended. 

“When we talk about rate bureaus operations that are in- 
nocuous under the anti-trust laws, we’re not talking about ar- 
guments for this bill,” said Mr. Berge. 


If the Commission were empowered to regulate such bu- 
reaus, then, to the extent they were regulated, they would be 
exempt from the anti-trust laws, Senator Wheeler suggested. 

“Certainly—but I would oppose any attempt to delegate to 
the rate bureaus any right to form agreements,” said Mr. Berge. 
“I believe we would probably find that in efforts to draft a 
bill to regulate the rate bureaus, there would probably not be 


any important features that would overlap the field of anti- 
trust.” 


Senator Wheeler submitted that a group of carriers might 
get together for discussion of a rate, and might subsequently 
tell the Commission, without having entered into any agreement, 
that “we think this is the proper rate,” after which the Com- 
mission approved that rate. There would be no point to having 
a discussion if some such proposal didn’t develop as a result of 
it, the senator thought. He wondered what Mr. Berge’s views 
on such a situation were. 

: Mr. Berge said each railroad now had the right to file what 
it thought was a proper rate. He said his first reaction to Sena- 
tor Wheeler’s discussion was that the Commission could not 
exercise any judgment as to the substantive reasonableness and 
non-discriminatory character of the rate in question without 
going through hearings and “the whole administrative pro- 
cedure.” He agreed with Senator Wheeler that the Commis- 
sion could not possibly “go out and examine every single rate.” 
Mr. Berge then read an excerpt from the Commission’s annual 
report for 1939, including an observation to the effect that 
those who sought rate reductions had suffered more, in the 
form of delay, than the carriers had when they sought increases. 

“We can’t look to any effective increase in the extent of 

review of the substantive fairness of rates filed,’ said Mr. 


Berge. “We must stand by the present provision of the inter- 
state commerce act that the individual carriers are the ones 
and it would be a mistake to 


who should initiate the rates... 
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delegate to private groups the right to say what rates should 
be filed... .” 


Criticism of Bulwinkle Bill 


Contending that the Bulwinkle bill would not “in an effec- 
tive sense” preserve the right of individual action by the car- 
riers, Mr. Berge discussed section 5 of the bill and declared 
that a requirement he saw in that section, to the effect that 
individual carriers should withhold the filing of independent 
rates until after their rate proposals had gone through the 
appellate procedures of the rate bureaus, would be a deterrent 
to the filing of independent rates. 

“The most this bill, even on its face, purports to do,” he 
added, “is to say that after a rate proposal has run the whole 
gamut of procedure approved by the Commission, then the 
individual carrier can act independently.” 

Mr. Berge asserted that the bill provided for approval by 
the Commission only of the “basic agreement” in each instance; 
that, insofar as rates were concerned, the Commission would 
not approve each and every rate, but only the organization by 
which the railroads would agree on rates. So far as curtail- 
ment of installations of improved equipment or facilities was 
concerned, the Commission would approve the organization 
through which, the government alleged, such curtailment had 
been accomplished, he added. 

“Your objection is that if the Commission approved an 
agreement, they (the parties to it) would not be subject to 
anti-trust?” asked Senator Wheeler. 

“That view could be taken,” said Mr. Berge, ‘“‘but flagrant 
abuses . .. are not within the scope of I. C. C. approval. ... 

“I’m not suggesting that we would necessarily be deprived 
of all anti-trust jurisdiction by this bill, but it would certainly 
throw serious doubt on important anti-trust violations. . 
We would very probably be screened out from anti-trust prose- 
eution. ...." 


Berge on Status of A. A. R. 


Asked by Senator Wheeler whether he thought that if the 
A. A. R. filed its own basic agreement with the Commission, 
under the bill, the A. A. R. would be exempt from the anti- 
trust laws, Mr. Berge said he would argue that it would not 
“if we thought it was violating the law after the agreement 
was filed,” but that it would be difficult to give a categorical 
answer to Senator Wheeler’s question. He said he was not 
going to ‘make a record here” of legislative history that could 
be used against the government “years hence.” 

“As far as the pending cases (the Georgia suit in the Su- 
preme Court and the Justice Department’s suit at Lincoln, 
Neb.) are concerned,” he added, “it would be pretty hard, if 
not impossible, to get effective relief, if the bill is enacted in 
its present form. . . . I don’t see how Congress can conclude 
that the (anti-trust) policy it has had in effect over 50 years 
should be changed until there is first a decision of the court 
that Congress dislikes. . . . Conceivably, Congress could be well 
satisfied with the zone of permissible collaboration (as defined 
by the court) . . Maybe the Justice Department will be 
dissatisfied with the decision and will ask to have the law 
strengthened.” 


Kilday Offers Stack of Exhibits 


James E. Kilday, special assistant to the Attorney General, 
in charge of the transportation and public utilities section of 
the Justice Department’s anti-trust division, then began presenta- 
tion of testimony that, according to Mr. Berge, was designed 
to treat factually with “the development of the hierarchy of 
rate bureaus.” 

Mr. Kilday said that the department originally had planned 
to have five witnesses present the testimony and exhibits that 
he would present, but had decided that that would take too 
much time. He said the facts he would present had been divided 
into categories, most of them being evidenced by documents 
taken from the files of carriers and associations. He placed 
on the table before him a stack of documentary material about 
10 inches high, while several of his assistants placed on dis- 
play in the hearing room a number of rate territory maps and a 
number of charts detailing the organization of rail and motor 
carrier rate committees and appellate committees. 


More Money for Hearings 


Senator Wheeler said that ‘a lot of these exhibits” could 
not be copied into the hearing record; that the committee al- 
ready had had to ask the Senate for more money, and that 
the stenographer might place in the record to be printed the 
statements Mr. Kilday had prepared, and that the exhibits 
would be filed with the committee. To put all the Justice De- 
partment’s material in the record would mean “terrific expense, 
he said. The request for more money for the committee, to 
which he referred, was embodied in a resolution (S. Res. 254), 





April 2 


offered 
asked fe 
Mr 


about e 
there \V 
want ci 
Justice 
copies t 
that m 
of his 
distribu 
It 
three d 


Mr 
the cai 
“certai 
“throug 
riers a 
connec 
by A. | 
Chairn 
ing th 
in the 
as aut! 

ae 
bureau 
Mr. Cl 

He 
roads 
was ju 
anti-tr 
called 
that tl 
carrie! 
ing up 

It 
rective 
tory, k 
that, s 
tion w 
concei' 

bak 
he sai 

H 


“recor 
author 


and | 


| Straig 


H 
utes, j 


|} on gr 


l 
i 
i 
i] 






tory 1 
posed 
Reed 

in lin 
ceedil 
S 


vision 


LD 


uld 


Fec- 
‘ar- 
red 
hat 
lent 
the 
ent 


he 
10le 
the 


by 
ice; 
uld 
| by 
ail- 
was 
tion 
had 


an 
t to 


rant 
ived 
inly 


‘ose- 


the 
sion, 
unti- 
not 
nent 
rical 
not 
ould 


Su- 
coln, 
d, if 
d in 
‘lude 
ears 
‘ourt 
well 
fined 
1 be 
law 


eral, 
mn of 
enta- 
gned 
iy of 


nned 
that 
> too 
vided 
nents 
laced 
about 
| dis- 
and a 
notor 


could 
e al- 
that 
d the 
hibits 
e De- 
nse,” 
2e, to 
254), 


April 20, 1946 


offered by Senator Wheeler, in which an additional $5,000 was 
asked for the holding of hearings by his committee. 

Mr. Kilday said he was extremely anxious to be accurate 
about everything he said, and that he wanted to be fair; that 
there were many persons in the Hearing room who would 
want copies of the material he was presenting, and that the 
Justice Department had gone to considerable expense to provide 
copies thereof and would be happy to correct any misstatements 
that might be found in them. He announced that the copies 
of his statements and exhibits were available for immediate 
distribution to those who desired them. 


It was indicated that his testimony would require about 
three days for completion. 


“Authorizations” by A. A. R. 


Mr. Kilday said it was the anti-trust division’s view that 
the carriers had agreed not to file rates unless and until 
“certain approvals’ were obtained, and that the A. A. R., 
“through its vice president,” had issued authorizations to car- 
riers allowing them to protest to the Commission. In that 
connection, he referred to a letter he said had been addressed 
by A. F. Cleveland, vice president, traffic, of the A. A. R., to 
Chairman Kerr, of the Southern Freight Association, contain- 
ing the advice that, unless an alternative course mentioned 
in the letter were decided on, the letter might be considered 
as authority to file a petition for suspension. 

“It is our view,” said Mr. Kilday, “that while certain rate 
bureau activities may be all right, the act never intended that 
Mr. Cleveland should give authorizations.” 

He said that, to be fair, he should point out that the rail- 
roads contended that the language in Mr. Cleveland’s letter 
was just an unhappy use of words. However, he continued, the 
anti-trust division was not inclined to agree with that. He re- 
called that it had been shown in the 1943 hearings on S. 942 
that the A. A. R. had adopted a resolution to the effect that no 
carrier would file a protest with the Commission without tak- 
ing up the matter with A. A. R. officials first. 

It had been further stated, in effect, that orders and di- 
rectives of the A. A. R. were recommendatory and not manda- 
tory, but the anti-trust division was not prepared to agree with 
that, said Mr. Kilday. He said the limits of A. A. R. jurisdic- 
tion were fixed by its preamble, and that it would be difficult to 
conceive of a controversy between railroads in that preamble. 

. a whole purpose was to put teeth behind the facade,” 
e said. 

He added that though the A. A. R., “on its face,” was a 
“recommendatory” body, the record showed that it was “an 
authority organization.” 

Senator Wheeler noted that Mr. Fletcher had said the 
A. A. R. was not a rate association. Mr. Kilday said the evi- 
dence he would introduce would show that “they considered 
it otherwise,” that the A. A. R. was looked on as a price-fixing 
system, and that the system operated as an integrated whole, 
in the east, the west and the south. 


A. A. R. a “Herd-Rider?” 


“The A. A. R. ... rides herd on the integrated systems 
and has given guidance and supervision, and, many times, 


| straight out directions,” said Mr. Kilday. 


He cited a resolution he said had been found in A. A. R. Min- 
utes, in connection with a Commission proceeding involving rates 


| On grain and grain products from Western Trunk Line terri- 


tory to the south, to the effect that “the committee” was op- 
posed to any departure from the rate-break principle. Senator 
Reed said that the position of the A. A. R. in that respect was 
in line with orders of the Commission in the grain rate pro- 
ceeding in question. 

_. Senator McMahon, of Connecticut, noted that under pro- 
Visions of the bill the Commission would hold open hearings on 
agreements submitted to it for approval. He suggested that 


| the Justice Department could have “observers” present at 
| Such hearings. 


Views on Complaints to 1. C. C. 


Senator Austin, of Vermont, suggested that approval of 
a “basic agreement” by the Commission did not dispose, in 
advance, of any issue that might be unsatisfactory to some per- 
son, and that, under the bill, any person dissatisfied with ac- 
tion taken under such an agreement could present a complaint 
to the Commission. He thought there would be no presump- 
tion of legality of all action taken under an agreement by rea- 
Son of the Commission’s “broad approval” of the agreement. 

“T think that language (of the bill) is pretty broad,” said 
Senator Wheeler. He contended that to turn over to the Com- 
mission the right to determine whether or not any basic agree- 
ment was in violation of the anti-trust laws was to delegate too 
much power to the Commission. 
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“I don’t think the people of this country are willing at 
this time to do away with anti-trust law and turn it over to 
some bureau,” he added. 


Mr. Kilday suggested that, if complaints concerning some 
action taken under an I. C. C.-approved agreement were filed 
with the Commission by aggrieved parties, it was probable that 
the Commission would consider whether the action complained 
of was in furtherance of the national transportation policy, 
rather than whether it was in furtherance of the anti-trust law. 


Mr. Kilday said that his first “group of facts” was covered 
by a statement by him, to which were attached exhibits Nos. 
1 to 7; that exhibits Nos. 8 to 37 were attached to his next 
statement, and that other exhibit groups, with a statement for 
each group, were exhibits Nos. 39 to 53 and exhibits Nos. 54 
to 80. Not accompanied by a statement, he said, were exhibits 
Nos. 81 to 119, inclusive. 


Short Session April 16 


A hearing on April 16, in which Mr. Kilday resumed his 
testimony, lasted only about half an hour. Senator Hoey, of 
North Carolina, presided in the absence of Chairman Wheeler, 
and Senator Austin, of Vermont, was the only other committee 
member present. The latter remained only a short time, ex- 
plaining, as he departed, that he had to attend another impor- 
tant committee meeting. Soon thereafter, Senator Hoey said 
that he had an appointment and suggested that the witness 
might prefer to continue his testimony the next day, before a 
larger representation of the committee. Mr. Kilday agreed. 

In his testimony at the April 16 hearing, Mr. Kilday crit- 
icized paragraph 6 of the Bulwinkle bill, providing for investi- 
gation by the Commission, on complaint or on its own motion, 
of carrier agreements previously approved by it and for ter- 
mination of such approval on findings by the Commission that 
such action is necessary to insure conformity with the standard 
set forth in paragraph 2 of the bill. Mr. Kilday said that para- 
graph 6 was ambiguous and vague and that it did not say that 
the Commission should investigate activities of rate bureaus. 


“Tests” and “Limitations” 


Resuming his testimony, April 17, Mr. Kilday commented 
on an observation by Senator Wheeler that it was not believed 
to be the Justice Department’s desire to have rate bureaus 
abolished, by saying that “we do not complain of rate bureaus 
as such, but of rate bureau ‘as is’.” Mr. Kilday then criticized 
the tests, set forth in the bill, that carrier agreements must 
pass, in order to qualify for approval by the Commission and 
he took the position that those tests could not properly be 
called “limitations.” 

The requirement that such an agreement be found by the 
Commission to be in furtherance of the national transportation 
policy, Mr. Kilday said, was not a limitation. Senator Wheeler 
averred that interpretation of that requirement would depend 
on how the commission was constituted—that one group of 
commissioners might reach a conclusion on that point differing 
from that reached by another group. 


As to the requirement that an agreement, to qualify for 
I. C. C. approval, be not such as to preclude independent action 
by a carrier, Mr. Kilday said his division felt that this require- 
ment meant that a carrier or group of carriers would be put in 
a position where it or they would not take independent action 
unless they followed “the intricate procedures of rate bureaus.” 
He added that under War Production Board certificate No. 44 
the Commission “tacitly approved” an “integrated combination” 
of rate bureaus, and that there was a possibility that such bu- 
reaus would be integrated “both vertically and horizontally.” 

Referring to a provision of the bill forbidding approval by 
the Commission of agreements between carriers of different 
classes, except those relating to transportation over joint routes, 
Mr. Kilday said that the word “transportation” was significant 
because, as defined in the interstate commerce act, it covered 
refrigeration, engines, box cars and many other things. 


“Possibilities” of 1. C. C. Action 


The bill said that the Commission, but not the Justice De- 
partment, should “go in the house” of a carrier association, and 
there arose, therefore, the question of what the Commission 
would do when it got in “the house.” It was possible, he averred, 
that the Pullman Co. set-up that the Justice Department had 
attacked successfully as in violation of the anti-trust laws would 
be re-established and approved by the Commission; that the 
railroads might get together and agree to buy their coal from 
some company whose corporate relationship to these carriers 
was proscribed by the Clayton act and that, after I. C. C. ap- 
proval of such an agreement, the seller, under the term “other 
parties” in the bill, as well as the railroads would be immunized 
from anti-trust; and that under the influence of “big steel” the 
railroads would make it impossible for Henry Kaiser, who had 
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“broken away from the united front on steel,” to obtain “rates 
he thought necessary to permit him to live.” 

After Mr. Kilday had testified that northern roads, at the 
time the Commission held hearings on railroad merger pro- 
posals, had opposed acquisition of the Monon by southern lines 
bécause it was a gateway for the latter to get into northern 
territory, Senator Wheeler declared that, if the Official ter- 
ritory roads carried out that policy, it meant that territory 
outside of Official could not be developed “unless you get com- 
petition.” Senator Hawkes said the question whether the pro- 
tection the northern roads gave their shippers was unfair pro- 
tection. 

“No man would invest money in a business in a certain 
place under certain conditions and expect to have those condi- 
tions broken down by unfair tactics,” he said. I do feel that the 
railroads have an obligation to protect me against unfair trans- 
portation rates that would bring goods in to destroy by busi- 
ness.” 

Mr. Kilday said the Justice Department’s records showed 
that in cases where manufacturers had asked for reduction of 
rates to bring in materials to their plants and had asked, in 
each instance, the railroad serving them to seek such a reduc- 
tion, that individual road had been rendered helpless because 
the other railroads had “ganged up” on it. 


Defense of Present System 


Senator Hawkes said he had tried to get many rates and 
had failed to get some of them but had not gotten “sore” about 
such failure. 

“I feel the present rate-making system is a very great sys- 
tem,” he said. “I wouldn’t destroy a great system because there 
was some irregularity or some occasional injustice in it. I don’t 
know any system that doesn’t have some injustice in it.” 

Senator Hawkes said the anti-trust division testimony led 
him to understand that rate controversies between railroads 
could not get beyond the A. A. R. to the Commission, while 
others who were well informed insisted that the opposite of 
that was very definitely the case. Mr. Kilday said that the 
answer was “in between”. E 

Asked by Senator Hawkes whether he had a plan to take 
the place of the present rate-making system, Mr. Kilday said 
that he would do away with all the “vertical integration” of 
appellate rate bureaus and committees; that every reasonable 
purpose could be accomplished by one committee “at the bot- 
tom” in each territory, with some “horizontal integration” with 
reference to handling of interterritorial rates; that the present 
system was one of control, delays and appeals, and that “the 
first thing to be done to get the bugs out is to cut the mass of 
bureaus down to something that would have a rational basis.” 

The present rate bureau structure had developed, he stated, 
through adoption of a policy of “a more perfect union” recom- 
mended by the late Commissioner Eastman when he was federal 
coordinator. Mr. Kilday said Mr. Eastman also had advised the 
railroads to “get relief from the anti-trust laws,” but that Mr. 
Eastman probably did not mean that the “more perfect union” 
should be completely without government authority. 

Mr. Kilday referred to documentary material describing a 
complaint of the Ohio Valley Shippers Advisory Board about 
certain rail service, at a ‘meeting in 1938. 


Absence of Shipper Opposition 


If shipers were now objecting to rail conference activities, 
why were they not bringing their complaints to the committee 
at this hearing, Senator Hawkes inquired. He said he had re- 
ceived no complaint from any shipper. 

“They have their opportunity in court, and I can’t under- 
stand why they don’t exercise their right if they feel the way 
you say,” Senator Hawkes added. He noted that no shipper 
had opposed the Bulwinkle bill in the House hearings, and re- 
garded that as “a very important point.” If the shippers were 
not speaking out since 1938, he would feel they were satisfied 
with the Bulwinkle bill, he observed. Mr. Kilday said the ship- 
pers’ advisory board complaint he had mentioned had been 
voiced when the board members were “at home” and when they 
‘Jet their hair down and talked,” but that when they came to 
Washington they sang a different tune. : 

Mr. Kilday discussed briefly various exhibits that, he said, 
spelled out in detail the rate bureau structures in Official, 
Southern and Western territories. He then read excerpts from 
documents he said had been taken from files of the Western 
Railway Executives Association to describe activities under the 
so-called “western commissioner plan” that the Justice Depart- 
ment was now assailing in its suit at Lincoln, Neb. 

In informal discussion with Senator Reed, of Kansas, at the 
close of the morning session of the April 17 hearing, Mr. Kil- 
day said that the Justice Department had never gone out to 
“horsewhip” anybody for getting together to work out ways and 
means to avoid violation of the law. He said he “wouldn’t give 
ten cents” for a case in which there was no evidence of agree- 
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ment by carriers on publication of a certain rate, but in which 
a group of carriers, after a meeting, all had published the same 
rate. 

Mr. Kilday called attention to several items in a list of 81 
“examples of activities under the Western Agreement” he 
had placed in the hearing record. These “examples” had oc- 
curred, according to his testimony, in the years 1933 through 
1942, and the last three items were to the effect that, in 194i, 
efforts of the Kansas City Southern to disregard rate bureau 
procedure of ‘making rates applicable to it and its subsidiary 
truck line were unsuccessful; that, in 1941, the Missouri Pa- 
cific, by agreement of March 28, 1941, agreed to a slowdown 
in delivery of carloads of goods at Wichita coming from Si. 
Louis and points east and northeast thereof, and that, in 1942, 
efforts of the Missouri Pacific and of the Denver & Rio Grande 
Western to establish the “Colorado Eagle” as a streamline 
train between Denver and St. Louis were successful. 

The very structure of the “perpendicular” rate bureau 
organization brought about economic coercion, Mr. Kilday con- 
tended. He said there might be 60 members in the “bottom” 
bureau in a territory, each with an initial voice on a rate pro- 
posal, and that the number of bureau members narrowed down 
toward the top of the appellate structure until “in the A. A. R. 
we find 17 important railroads making important decisions for 
more than 300 railroads.” He argued again that appellate rate 
bureaus ought to retire, and averred they were not representa- 
tive of all the roads whose rates they acted on. He answered 
affirmatively a question by Senator Reed as to whether the 
Justice Department had, in its investigation, found instances 
of railroads complaining because they were not represented in 
the “higher strata’ of rate committees, and said such com- 


plaints were included in the department’s exhibits that already 
had been offered. 


Railroads’ Highway Department 


When Mr. Kilday undertook discussion of the ramifications 
and activities of the “highway department” of the railroads, 
headquartered in Chicago, Senator Reed interjected that most 
of the railroads now had gone into truck operation and that, 
from this viewpoint, they had an interest in the granting of 
motor carrier rights to others. Mr. Kilday said that any party 
with a direct interest in a motor carrier application had a right 
to oppose the application, but that when railroads far removed 
from the proposed route of operation joined together to “make 
up a kitty” to fight such an application, they had no justifiable 
interest in the proceeding and operated in restraint of com- 
merce. Senator Reed said it was always within the power of 
a regulatory body to deny an intervention petition unless the 
petitioner could show an interest in the proceeding. 

On occasion, the chairman of a rate bureau, employed by 
the bureau and not by any individual road, had filed rate pro- 
posals, and in one instance such a proposal was described by a 
member road that had initiated a rate as a proposal contro- 
verting that of the member road, said Mr. Kilday. Moreover, 
he said, some bureaus had a rule that when they approved a 
proposal, the rate proposed should not take effect until the 
bureau chairman fixed the effective date. This rule, if carried 
to extremes, would amount to a power of pocket veto by a 
bureau chairman, and it had been found in one bureau that 
about 500 rate proposals that had been approved and that were 
ready for publication had been “pigeonholed” by the chairman 
because, in his opinion, the decreases proposed would ‘“com- 
plicate the situation” in view of the pendency of a general rate 
increase petition with the Commission, Mr. Kilday stated. 


Decline of Rate Levels 


Senator Reed remarked that there was a tendency to 
“chisel away” at the level of the freight rates, year after year; 
that ton-mile earnings tended to become less and less, year 
after year, and that, unless the rate level were restored pe- 
riodically, it might go down to the point that the carriers 
revenues might be seriously affected. 

“It’s contended that the men who run the railroads are big 
men and ought not to be interfered with by the ‘unrestrained 
chaos and confusion’ of the Department of Justice,” said Mr. 
Kilday. 

He implied that the “bigness” of the railroad men was 
controverted by the existence of their instrumentalities for 
checking on each other, declaring that it seemed peculiar to 
him that it was contended that if they did not check on each 
other they would court economic suicide. : 

“That’s precisely what I think would happen,” said Sen- 
ator Reed. 

Mr. Kilday said that the A. A. R., in November, 1934, 
actively began supervision of rate-making in the United States, 
on the theory of making such rates on the basis of what was 
best for the railroad industry as a whole. One of the prin- 
cipal mechanisms for this “tightening-up process,” he said, was 
the Traffic Advisory Committee. He read letters and other 
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documents taken from A. A. R. files to support his claim that 
the A. A. R., the Traffic Advisory Committee and Vice Pres- 
ident Cleveland of the A. A. R. traffic department had taken 
jurisdiction and exercised control over railroad rate-making. 


Southern Petroleum Rates 


The witness discussed at length an oil rate situation in 
the south that he regarded as evidence of success of “big ship- 
pers” in obtaining favorable rates, to the detriment of small 
shippers. . 

“Tt is our view,” he said, “that the rail combine works 
with the major oil combine to erect and maintain what might 
be called a rate wall for the purpose of keeping the western 
independent oil refiners in the Louisiana and Arkansas area, as 
well as in Texas, from marketing their products on the south- 
eastern sea coast and for the purpose of restricting the south- 
eastern sea coast to sources of supply of petroleum products 
by the major oil companies located at ‘southern sea coast points 
and by major oil companies located west of the Mississippi 
River, including Louisiana, Arkansas and Texas.” 

After stating that the major oil companies owned and con- 
trolled water carriers by which their products were hauled 
from Gulf coast loading points to south Atlantic ports and on 
the inland waterways, Mr. Kilday said that the problem of the 
“majors” was to keep the independent oil producers, located 
in Louisiana, Arkansas and Texas, most of whom owned no 
water carriers or trucks, from getting their products on the 
southeastern sea coast by rail. This problem was involved in 
1939 when the southwestern railroads sought a reduction in 
rates on petroleum products from the mid-continent oil re- 
fineries to the southeast, he said. The “majors” opposed that 
proposal, because, since their sales prices were based on the 
basing-point system, involving rail rates on which their prod- 
ucts did not actually move, effectuation of the reduction would 
have meant a reduction in their sales price and would have 
opened the way for competition by the independent producers, 
Mr. Kilday said. § 2 

One of the “major” oil companies conceived the idea of 
having its oil hauled by truck from south Atlantic ports to its 
distributors and filling station operators at points inland from 
those ports, but, after the other major oil companies took up 
the same idea, the “rail people” met with the “oil people” and 
agreed tentatively that the major oil companies would discon- 
tinue truck-loading of gasoline at the south Atlantic ports and 
that rentals of railroad land to the “independents” on which 
loading facilities of the latter were located would be increased 
by 2 cents a gallon, Mr. Kilday reported. After the agreement 
had been reduced to writing, the oil companies submitted it to 
their lawyers, who said that they wanted no part of it, because 
it would be in violation of the anti-trust laws. But, said Mr. 


Kilday, A. A. R. records showed that the objectives of this 
plan were carried out later. 


Pipeline Threat 


Subsequently, he said, when another request for a reduc- 
tion of the rail petroleum rates from the southwest to the south 
had been made, there was another meeting of railroad officials 
with oil company officials, and the reduction did not go into 
effect. Mr. Kilday averred that this was because an oil com- 
pany executive had advised the railroads in that meeting that 
“you can put in these rates and we will pipe.” 

In the course of his further testimony, Mr. Kilday said 
that “papers” in the possession of the anti-trust division indi- 
cated that the A. A. R. and the American Trucking Associa- 
tions, with the knowledge of the National Industrial Traffic 
League, undertook to raise so-called depressed carload rates, 
and that with reference to increasing such rates there was in 
effect an agreement that notice thereof to the League would be 
observed. However, he said, the railroads “got into” the rais- 
ing of water-compelled and truck-compelled rates without 
observing this agreement with the League. 


N. I. T. League Complaint 


This entire “experiment” by the railroads, he declared, 
“culminated in a challenge from the National Industrial Traffic 
League, in a letter dated July 22, 1942, from W. H. Day, chair- 
man of (the League’s) special committee on emergency trans- 
portation matters, to A. F. Cleveland,” of the A. A. R. The 
letter included the following: 

“The fact remains that the questioned practice has created 
the impression in shipper circles that the rail carriers are 
unjustifiably taking advantage of the existing emergency to 
bolster up their revenues in every possible way with the nat- 
ural result that the good will which during recent months has 
played such an important part in the efficient utilization of 
railroad equipment is being undermined. . . . I was requested 
to bring the matter to your attention with the hope that the 
Association of American Railroads could see its way clear to 
recommend to all member lines immediate discontinuance of 
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the questioned practice and thereby eliminate the need for 
placing this matter before proper federal authorities for their 
consideration and such action as in their judgment the circum- 
stances warrant... .” ; 

The League’s complaint, Mr. Kilday said, was met by 
prompt denial by all the carriers of the allegations as set forth 
in Mr. Day’s letter, He quoted Mr. Cleveland’s reply, which, 
according to Mr. Kilday’s testimony, included the following: 

“T was very much surprised to receive your letter of July 
22... in regard to an alleged general program in effect on 
the railroads of advancing rates. . . . It just happened that 
there was a conference of the three territories chairmen in 
Washington at the time I received your letter. I have discussed 
its contents with them and they all assure me that they know 


of no such general program as your letter would tend to in- 
dicate. ...” 


Cleveland Letter Cited 


Mr. Kilday said that the finale of “this 5-year experiment 
to obtain further increases in rail revenues by the one method 
of advancing subnormal rates” was “an expression of feigned 
friendliness and cooperative spirit toward the major shipping 
elements of the country” indicated in a letter dated August 31, 
1942, from Mr. Cleveland to E. F. Lacey, executive secretary 


of the League. His quotations from that letter included the 
following: 


It appears that you have received a considerable correspondence 

. complaining as to the alleged evident rate policy of the rail 
carriers, . . . Many of them (the letters) indicated the belief that the 
railroads were taking undue advantage of present conditions and par- 
ticularly with reference to situations where carrier competition, due 
to present exigencies, was disappearing. 

There is not any plan for obtaining any general increase in 
rates. . . . However, it should not be understood that the carriers will 
not, in the ordinary course of business, undertake to propose changes 
in existing rates, whether in the nature of advances or reductions, 
following usual rules of procedure, including public docketing, and to 
actually revise such rates in the light of the views presented by inter- 
ested shippers and others. In other words, there is no purpose to 
“‘freeze’’ existing rate adjustments. 

I want to assure you and your group that the agreement between 


the National Industrial Traffic League and the railroads will be scrupu- 
lously followed. ? 


Mr. Kilday asserted that it was without question that there 
was, nevertheless, a definite plan of broad scope to obtain gen- 
eral increases in rail revenue under the program approved by 
the directors of the A. A. R. on March 12, 1938, “notwithstand- 
ing the contrary representations made to the League.” He 
said that the “important” letter of that date from the A. A. R. 


= chief traffic officers of member roads read, in part, as fol- 
ows: 


It hardly seems necessary to advise you the very great disappoint- 
ment resulting from the failure of the Commission to grant in full 
the proposal of the railroads. The Ex Part 123 traffic executive com- 
mittee fully appreciates the serious situation created by this decision 
and its utter insufficiency under the existing serious decline in traffic. 
At the meeting last Thursday there was discussed at considerable length 
the obligation which rests on the railroads’ individual traffic organiza- 
tions as well as in their rate committees to assist management to the 
very fullest extent possible in obtaining increases in revenues over 
and above those which the Commission authorized and the imperative 
necessity of taking advantage of the possibilities under this decision 


for further increases in competitive rates and low spots wherever they 
may be found. 


“It might have been true,” Mr. Kilday declared, “that the 
plan for obtaining general rate increases was singularly aban- 
doned at the time A. F. Cleveland wrote to the executive sec- 
retary of the League; however, for some five years immediately 
previous thereto, as the evidence shows, the rail carriers were 
acting pursuant to and in accordance with executive authority 
which definitely required the machinery setup in each associa- 
tion territory for the purposes definitely expressed.” 

Senator Reed said he did not relate Mr. Cleveland’s letter 
to Mr. Lacey to the general rate increase proceeding of 1938. 
















Says Railroads “Re-Write Plan” 


In his presentation of further testimony before the com- 
mittee, April 18, Mr. Kilday asserted that, about 15 days be- 
fore they filed their answer to the government’s anti-trust suit 
against them at Lincoln, Neb., the railroads “re-wrote their 
plan” of organization, eliminating therefrom a provision that he 
said gave “compulsory arbitration power’ to their organization 
and substituting therefor a provision that any member road 
might take independent action. 

Mr. Kilday said that he thought the same thing had been 
done by the railroads in the old “Trans-Missouri.case,” but 
that in that case the court held that such action did not render 
the case moot. He added that the court evidently was of the 
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opinion that “they had power to set it back up again, after the 
heat was off.” 

Most of Mr. Kilday’s testimony on April 18 consisted of 
discussion of and quotations from documents taken by the 
Justice Department from railroad rate committee files and dat- 
ing back to 1940 and 1941, dealing with so-called “section 22” 
quotations. He averred that under section 22 of the interstate 
commerce act the railroads could transport traffic of local or 
state governments or of federal government agencies free or 
at reduced rates, and that in so doing they did not have to com- 
ply with other provisions of the act relating to discrimination or 
requiring conference action of any kind. Each railroad was free 
to make its own “section 22”? quotation on such traffic, he de- 
clared. Yet, he contended, the evidence he was presenting 
showed that the railroads had made it their national policy not 
to permit any railroad or group of railroads to grant section 22 
rates without concurrence of all the other railroads in their 
action. 

Truman Refuses Comment on Veto Report 


President Truman refused at his press conference April 
17 to comment on the statement of a radio commentator that 
the President would veto the Bulwinkle bill, designed to place 
control of rate-making bureaus under the Commission, if such 
a bill was passed by Congress. The President said it was not 
his custom to comment on legislation while being discussed, 
added that the bill in its present form had not yet reached the 
Senate, and that it was impossible to tell in what form it might 
finally be passed. 


Pittsburgh Steel Supports Bill 


Charles F. McBride, general traffic manager, Pittsburgh 
Steel Co., Pittsburgh, has written to all members of the Sen- 
ate committee on interstate commerce, urging favorable action 
on the Bulwinkle bill. “Our experience has been,’ wrote Mr. 
McBride, “that under the present methods of ratemaking by 
the carriers, that the same has been fair and beneficial to the 
smaller shipper as well as the larger shipper and the general 
public. Therefore the carriers should be relieved from the op- 
eration of anti-trust laws with respect to their practices of 
ratemaking.” 


A. A. R. Fights Bill Giving I. C. C. 
Powers Over Train Dispatching 


While witnesses representing various rail labor unions en- 
dorsed the purposes of the considered legislation, several wit- 
nesses for the Association of American Railroads opposed the 
legislation and described it as an unwarranted invasion of a 
field that should be left to railroad management, in hearings 
by a subcommittee of the Senate interstate commerce commit- 
tee on S. 1538, proposing to give the Commission authority to 
investigate, on complaint or on its own motion, train-dispatch- 
ing service and rules, facilities, etc., connected therewith, of any 
rail carrier, and to require the roads to revise such train-dis- 
patching service, rules, etc. (see Traffic World, Nov. 10, 1945, 
p. 1161). ; 

Senator Johnson, of Colorado, chairman of the sub-com- 
mittee, presided at the hearing. He ‘placed in the hearing record 
a report of the Commission’s legislative committee on the bill, 
in which that group made the following comments, among 
others: 

“The objective . . . appears to be to correct unsafe condi- 
tions in train-dispatching service. While this objective is meri- 
torious we are not sufficiently familiar with conditions sur- 
rounding train-dispatching service to offer any opinion as to 
the necessity for legislation on the subject at this time... . 
It is probable that the Commission’s force would have to be 
substantially increased if this bill were enacted... .” _ 

O. Hugh Braese, president of the American Train Dis- 
patchers Association, of Chicago, Ill., and Jesse Clark, grand 
president of the Brotherhood of Railroad Signalmen of America, 
urged enactment of the bill, with amendments they proposed. 
Mr. Braese testified at length about railroad accidents attribut- 
able to errors in train dispatching and sought to show that such 
errors, or “human failures,” were the result of unsatisfactory 
working conditions for train dispatchers. Mr. Clark asserted 
that present methods and practices by the carriers, so far as 
train-dispatching service applied to track motor-cars and their 
operators, was far from adequate to insure safety of railroad 
operation. 

“What is needed,” he said, “is an act granting the Inter- 
state Commerce Commission absolute and complete authority to 
investigate the conditions, facilities, methods, rules, regulations 
or practices’ involved in the direction of the movement of trains 
on the tracks of any carrier and to determine whether such 
conditions, facilities, methods, rules, regulations, or practices 
adequately protect train and track-car operation and the in- 
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terests of the public and employes. We think S. 1538 purports 
to do this, and, accordingly, this bill should receive your most 
favorable consideration.” 


Train Dispatchers Overworked? 


Martin H. Miller, of Washington, national legislative repre- 
sentative of the Brotherhood of Railroad Trainmen, advocated 
enactment of the bill, saying that there were many instances 
when train dispatchers were loaded down with so much work 
that they could not adequately, properly and safely look after 
the issuance of train orders. N. D. Pritchet, of St. Louis, Mo., 
deputy president of the Order of Railroad Telegraphers, said 
his organization endorsed the bill with the amendments Mr. 
Braese had proposed. 

Gregory S. Prince, assistant general solicitor of the A. A. R. 
and “lead-off” witness for the opponents of the bill, said it was 
inconceivable that it would be seriously proposed that in this 
phase of railroad operation the Commission should substitute 
its judgment for that of railroad management. Train-dispatch- 
ing was a responsibility that rail management had always had 
and was a service with which the Commission admittedly was 
unfamiliar, he declared. 

Under terms of the bill, he said, the Commission might 
order any carrier to substitute or modify any condition, etc., 
relating to train dispatching service, without a requirement of 
a hearing before the issuance of such an order. Adoption of 
such procedure might be a vehicle for complete socialization of 
the railroads, he added. 

Mr. Prince stated that the A. A. R. would show that rail- 
road accidents related in some way to train dispatching had 
resulted from failure to obey rules and regulations issued by 
rail management, rather than from inadequacy of the rules or 
regulations themselves. Compared with other features of rail- 
roading, train-dispatching was very safe, he said. To give the 
Commission the authority proposed would result in inflexibility 
of operation and would hamstring management in its efforts to 
install new methods of operation to meet changing conditions, 
he maintained. 

A principal purpose of the bill, he averred, was to give the 
Commission authority to pass on working conditions of train 
dispatchers. Such matters were properly handled by labor and 
management under the railway labor act, and, as to them, the 
bill would make a grievance committee of the Commission and 
would whittle away a part of the rail labor act, he said. 





Lea Committee Approves Revised 
Rail Employe Benefit Bill 


The House interstate commerce committee has completed 
its consideration of the report of its transportation subcommit- 
tee on H. R. 1362, the Crosser bill to amend the railroad retire- 
ment, unemployment insurance and carrier taxing acts. Rep- 
resentative Lea, of California, chairman of the full committee 
and of the subcommittee, said that the bill as now approved 
would increase the cost of the rail retirement system from a 
present total of about $410,000,000 a year to about $700,000,000 
a year, based on an annual payroll of $4,000,000,000. 

Chairman Lea said the full committee adopted, in the main, 
the recommendations made in the report of the subcommittee. 
He added that a new bill, embodying the changes in the present 
laws approved by the full committee, would be prepared and 
would be introduced after examination of it by the full com- 
mittee, but indicated that there might be some delay in prep- 
aration of the new bill. 

Changes agreed on by the full committee would reduce 
the cost of the Crosser bill by between 60 and 70 million dol- 
lars, and had the effect of making the provisions of the bill 
more restrictive, Chairman Lea stated. 

The subcommittee recommended a total tax-on payroll of 
13.5 per cent until 1949 and 14 per cent thereafter. Of the total 
tax of 13.5 per cent, the employe would bear 6.25 per cent and 
the carrier 7.25 per cent, up to 1949. After 1949 the division 
would be 6% per cent for the employe and 7% per cent for the 
employer. The contribution of the employe is wholly for an- 
nuities, the employer bearing the unemployment insurance tax 
which is included in the totals given. The present unemploy- 
ment tax is 3 per cent of payroll. Under the subcommittee 
recommendation this tax would be reduced to 1 per cent of 
payroll as long as the unemployment insurance fund did not 
—- approximately $700,000,000, the current size of the 
und. 


PITTSBURGH I. C. C. PRACTITIONERS 


The Pittsburgh chapter, Association of I. C. C. Practi- 
tioners, will hold a golf outing, May 6, at the Chartiers Heights 
Country Club, according to D. C. Moore, chapter secretary. 
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Wheeler Committee O. K’s. Revised 
Rail Debt Adjustment Bill 


Senate Interstate commerce group approves rewritten 
edition of S. 1253, providing means for changing ma-. 
turity dates and interest rates of outstanding obliga- 
tions and for bringing debtor roads out of receiver- 
ship or trusteeship, through prescribed procedures to 
be administered by Commission, under conditions 
set forth in bill 


The Senate interstate commerce committee has approved 
a revised edition of the “committee print” of S.:1253, compris- 
ing provisions of the so-called Mahaffie bill to enable railroads 
to readjust their debt structures without court action and, in 
addition, provisions for bringing out of trusteeship or receiver- 
ship certain railroads now regarded as actually solvent. Hear- 
ings on the committee-print edition of the bill were concluded 
by the committee March 7 (see Traffic World, March 9, p. 672). 

Under terms of the bill as approved by, the committee, 
relief may be afforded to junior security holders who may have 
been denied participation in new securities issued or authorized 
for issuance in existing reorganization plans. 

Chairman Wheeler explained that the bill provided for 
return to the debtor corporations (the original stockholders) 
of railroads now in reorganization under section 77 of the bank- 
ruptcy act, for the working out of voluntary reorganization 
plans within a year. He said that if such plans were not per- 
fected within that time, the task of working out a new reor- 
ganization plan would go to the Commission and would be 
promulgated by it. 

He said that a holding company controlling a debtor rail- 
road through stock ownership, as in the case of control of the 
Missouri Pacific by the Allegheny Corporation, was prohibited 
by the bill from voting its shares, in debt adjustment proceed- 
ings under the bill, for election of more than a minority of the 
directors of such a carrier. 

The provisions with respect to suspension and discontinu- 
ance of reorganization proceedings of railroads were limited to 
those whose gross railway operating revenues for any of the 
calendar years 1942 to 1944, inclusive, were in excess of 
$50,000,000 of to any other carrier, debtor in a reorganization 
proceeding, that was a party defendant “in any proceeding 
ancillary thereto” with another such carrier whose revenues 
were in excess of $50,000,000 in any of the years named. 

The title of the bill was amended so as to include reference 
to its proposed limitation of the application of the bankruptcy 
act, thus making way for its consideration by the House judi- 
ciary committee, rather than the House interstate commerce 
committee, after passage of the bill by the House. A somewhat 
similar bill, H. R. 5924, has been reported by the House judi- 
ciary committee (see Traffic World, April 6, p. 1053, and 
April 13). 


Analysis of Bill 


__ Senator Wheeler issued the following analysis of the pro- 
visions of S. 1253 as ordered reported by his committee: 


The bill proposes that two new sections, 20b and 20c, be added to 
part I of the interstate commerce act. 

Section _20b (1) would authorize all railroads to correct, with the 
approval of the Interstate Commerce Commission, conditions which 
under present law force railroads into expensive and prolonged court 
proceedings. The conditions are principally the fixed dates for the 
maturity of railroad bonds and bond interest; other difficulties of a 
Similar nature would be similarly corrected. 

Equipment obligations are excepted. 

Paragraph (2) of section 20b provides for hearings on a railroad’s 
application to modify its obligations. The Commission may require 
assents of a specified percentage of the creditors, and shall specify the 
nature of the notice to be given by the applicant railroad company. 

The proposed alterations cannot be ordered by the Commission 
unless its finds, after hearing, that they are: (1) just and reasonable: 
(2) within the scope of paragraph (1), above described; (3) in the 
public interest; (4) in the best interests of the railroad and of each 
class of its bondholders and other creditors affected, and (5) not 


adverse to the interests of any other bondholders or other creditors. 


I. C. C. Findings Required 


The Commission must also make the findings required by paragraph 
{a) of section 20a of the interstate commerce act. Section 20a of that 
act deals with the issuance of new securities by a carrier. If modifica- 
tion contemplated by the proposed new section 20b involves the issu- 
ance of securities it will be necessary for the Commission to make the 
findings required by paragraph 2 of section 20a, as follows: 

(1) That the issuance of new securities is for some lawful object; 
(2) that the object is within the carrier’s corporate purposes; (3) that 
it is compatible with the public interest; (4) that it is necessary or 
appropriate for or consistent with the proper performance by the car- 
rier of service to the public as a common carrier; (5) that it will not 
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impair its ability to perform that service, and (6) that it is reasonably 
necessary and appropriate for such purpose. 

If the Commission makes all these findings (and it must make them 
all, in order to act further), it will direct the railroad to submit the 
alterations to the bondholders and other creditors they affect. 

The Commission orders the changes to go into effect if they are 
accepted by (1) the owners of 66% per cent of such affected class of 
obligations, or (2) at least 51 per cent, if, after hearing, the Commis- 
sion finds any percentage between 51 and 66%4 per cent to be just and 
reasonable and in the public interest, and (3) such percentage, greater 
than 66% per cent, as it may fix in cases where an affected class of 
obligations is owned by fewer than 25 holders. 

The Commission’s order will then bind all holders of obligations 
of the affected classes. 

The correctness and sufficiency of communications to affected in- 
vestors to get their assent to alterations must receive I. C. C. approval 
before they are sent to investors. 


Various Provisions 


Paragraph (3) of section 20b defines the obligations affected by 
proposed alterations. It also provides that pledged obligations shall 
be voted by the holders of the bonds or notes secured thereby. 

Subparagraph (2) of paragraph (4) of section 20b makes the alter- 
ation effective as to any carrier, assenting thereto, which is a guar- 
antor, endorser, surety and the like, of the altered obligation. 

Subparagraph (b) makes paragraph (4) applicable to all secondary 
obligors. 

Paragraph (5) of section 20b authorizes the carrier to make the 
alterations approved by the Commission, and frees its authorization 
from subordination to other laws, federal or state. This is customary 
in such exercise of the commerce power as is delegated to the Inter- 
state Commerce Commission by Congress. This paragraph prescribed 
the negotiability of negotiable instruments issued by carriers and sub- 
jected to alterations under the bill. 

Paragraph (6) directs the Commission to require the carrier to 
report its action in carrying out the order of alteration. 

Paragraph (7) makes it permissive for. carriers to proceed under 
section 20b. 

Paragraph (8) of section 20b applies to applications under paragraph 
(6) of section 20a of the interstate commerce act. The provision that 
paragraph (6) of 20a shall apply to proceedings under the proposed 
section 20b means that notice of the application by a carrier under 
section (a) must be filed with the governor of each state in which the 
applicant carrier operates, and that a copy of the application must be 
filed with the governor of each such state. The Commission can supple- 
ments its order under paragraph (2) of section 20b, but subject to its 
requirements. * 

Paragraph (9) of section 20b relieves solicitation of assents from 
the securities exchange act; they are subject to the I. C. C. under 
paragraph (2) of section 20b. 

Paragraph (10) of section 20b empowers the Commission to make 
rules and regulations for administering this section. 


I. C. C. Suggestion Adopted 


Section 20c applies the procedure of section 20b specifically to car- 
riers now under section 77 of the bankruptcy act or in equity receiver- 
ship. However, this is limited to the major carriers now in such pro- 
ceedings, by limiting section 20c to carriers (and their system subsid- 
iaries or affiliates) which grossed over $50,000,000 in any of the three 
years 1942 to 1944, inclusive. This is one of many suggestions made by 
the Interstate Commerce Commission and now incorporated in the bill. 

Paragraph (1) of section 20c provides that reorganization plans and 
proceedings under section 77 and in equity receivership shall be forth- 
with suspended and discontinued. 

Paragraph (2) of section 20c requires such major carriers to apply 
within six months to the Commission under section 20b. 

Paragraph (3) of section 20c provides, in general, that the prop- 
erties of those carriers shall remain in the custody of the courts now 
having such custody. ; 

Paragraph (3) provides that the determination of priorities, validity 
and amount of claims, and of subordination of claims to other claims 
or securities, shall not be delayed or, if final, shall not be modified 
or rescinded by section 20c. 

Paragraph (4) of section 20c provides for termination of court pro- 
ceedings upon consummation of proceedings under section 20b, or 
payment of matured unpaid obligations or the making of other 
arrangements with respect to those obligations satisfactory to their 
owners. 

Paragraph (5) of section 20c discontinues trustees and receivers, 
and their counsel, in such cases, but authorizes the courts, in their 
discretion, to require the carriers to retain present trustees for mana- 
gerial or lesser duties. 


Paragraph (6) of section 20c makes the same provision as section 
77 of the bankruptcy act for designation by the President of an officer 
or agency to represent the government, its agencies and its corporations, 
as creditors or stockholders, in proceedings under section 20c. 


Expediting Adjustments 


Paragraph (7) of section 20c is designed to expedite the adjustment 
of carriers’ finances under section 20c and the effectuation of plans 
useful to all their security holders, by providing for mediatorial assis- 
tance by members of the I. C. C. staff designated by it, to serve a 
number of purposes, namely: (1) To bring security holders together; 
(2) to be available to advise with them; (3) to assist the effectuation 
of (a) changes, (b) compromises, (c) arrangements, (d) negotiations, 
(e) dealings between classes, groups, committees and individual secu- 
rity holders, and (4) to assist in expediting (a) all stages of the pro- 
ceedings, and (b) early termination and consummation of all transac- 
tions and all steps in the proceedings. 

Paragraphs (8) and (9) of section 20c provide two additional 
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procedures for completing reorganizations expeditiously and inexpen- 
sively under sections 20b and 20c if the procedure in paragraph (2) 
of section 20b is not effective in a particular case. 

Paragraph (8) provides that the Commission put alterations of 
obligations to the vote of the owners of the affected classes of obliga- 
tions; the Commission makes the alteration effective if accepted by 
the owners of two-thirds of the securities of each class voted; or if the 
Commission, after hearing, finds that the absence of a two-thirds 
majority in any class is not reasonably justified in the light of their 
respective rights and interests and all the relevant facts. 


representatives—not all the bondholders, not of 50 per cent of the 
bondholders, but of less than 10 per cent of the bondholders. That 10 Sen 
per cent are the banks and insurance companies. Moreover, during the a 
past two years the percentage of railroad bond ownership by these "Ki 
institutions has steadily decreased but the percentage of control, either | 
during the reorganization process in which they prepare and present the T 
reorganization plans, or afterward, remains constant in their hands. appre 


“‘Shocking’’ Condition Mains 


The condition pictured in that brief summarization is literally shock- treati 
ing in its stark rejection of every recommendation made by the famed Unite 
1933 Senate banking and currency committee investigation of stock- agree 
market practices, in its evasion of many of the recommendations made right 
by this committee in its investigation of railroads from 1935 to 1940, to or 
and in the legalistic blinking at the real purpose of the correctives advar 
sought by enactment of section 77 of the bankruptcy laws. The com- Aero! 
mittee believes it has a duty here to report in careful detail the step- 
by-step degeneration of the original intent of law. In this report it aeron 
will cite chapter and verse to bear out its summarization. | P a 
tweer 
of tri 
April 
was | 
of in 


Important Addition 


Paragraph (9) of section 20c is a new addition to the bill, of large 
importance. If the procedures provided earlier in the bill are not 
effective, the Commission conducts hearings, and prepares alterations 
under and in conformity with section 20b. In so doing the Commission 
is required to give full effect to the remarkable changes of recent years; 
many of these changes are listed in paragraph (9). The Commission’s 
proposed alteration goes into effect if the percentages required under 
paragraph 2 of 20b or under paragraph 8 of 20c are received, or if the 
Commission, after hearing, finds that acceptances are reasonably 
withheld. 

Paragraph (10) of section 20c is designed to limit, during the 
pendency of proceedings under 20c, the voting of shares by interests 
with interlocking holdings. 


With respect to reduction of railroad debt, the committee 
said that the “official record” was as follows: 


The I. C. C. has repeatedly urged the men in control of the rail- 
roads to effect the tremendous savings of hundreds of millions of dollars 


“Practical Basis’? Sought 


In its report on S. 1253, the committee said that reorgani- 
zation plans at the present time were on “a legalistic basis,” 
but that under this bill the reorganizations would be on “a 
practical basis.” 

“The choice lies between an existing statute under which 
billions of dollars of valuable securities are threatened with 
destruction, and a conservation statute which prevents destruc- 
tion of actual values,” the committee said. ‘The choice is fur- 
ther between government-produced reorganizations and re- 
organizations developed by investors and business men. . . 
Reorganization under the existing statute disregards actual 
current business and financial conditions. S. 1253 requires ‘the 
recognition of the governing business facts.” 

The committee continued: 


Under the existing statute the widest of powers are entrusted to 
government officials, including the power to destroy investments and 
to do so merely on the basis of a guess. Included in the power granted 
to government officials by the present statute is the power to determine 
who shall control railroads and to dispense extraordinary patronage. S. 
1253 would put a stop to all such powers, disliked by most government 
officials and dangerous both to the railroads involved and to the officials 
compelled by the existing statute to exercise the widest of authority. 

Section 77 imposes upon administrative officers duties which it is 
impossible for them to discharge with effectiveness, accuracy, or jus- 
tice. S. 1253 imposes duties which, as experience in the administration 
of a similar statute, chapter XV, has already demonstrated, are easy 
and practical to administer. Reorganizations under the existing law 
are complex protracted, expensive, and unnecessary. Reorganizations 
under the procedure proposed in S. 1253 would be simple, speedy, in- 
expensive, and beneficial to the railroad industry, as well as to investors 
and the general public. 


Securities Affected 


The bill affected about $2,500,000,000 par and stated value 
of rail securities held by several hundred thousand American 
citizens, said the committee. It averred that if existing law 
was permitted to remain undisturbed, or if it were amended 
“only as certain minority groups of security holders desire,” 
about $500,000,000 in par value of junior bonds of railroads and 
“some $2,000,000,000 in stated value of preferred and common 
stocks” of railroads would be wiped out and held valueless. 

The report covered 173 printed pages. It contained the 
advice that this report should be read in conjunction with the 
committee’s report on S. res. 192, the Wheeler-Reed resolution 
proposing an investigation of railroad reorganizations, in order 
to obtain a complete analysis of the railroad reorganization 
situation. 

Basically, continued the instant report, the condition which 
so 1253 sought to correct might be summarized briefly as fol- 

ows: 


A small number of Wall Street banking houses and insurance com- 
panies who own, in the major roads in bankruptcy on which they testi- 
fied, not more than 10 per cent of all bond issues being reorganized, 
will become temporarily the owners and in any case exercise far into 
the future complete control and domination of a substantial portion of 
the railroad mileage of the United States. 

This pattern of control of a major share of the nation’s railroads 
already exists through interlocking directorships. Direct ownership of 
an additional 30,000 miles of railroads mileage by these banking houses 
and insurance companies would result from current organization’ pro- 
cedure which wipe out stock (representing ownership) while making 
whole, the top bond issues which are the senior mortgages. In part 
payment for the bond, the bondholder receives new stock, thus becom- 
ing the owner of the property as well as a continuing mortgagee. Insur- 
ance companies and other fiduciaries sell the stocks. As they sell the 
stocks they divest themselves of ownership. But control of the rail- 
road’s management and policies continues to be exercised through a 
5-to-10 year voting trust, in which the majority of the trustees are the 


by recognizing and using the opportunity knocking at their door. 

The trustees in control of tremendous mileage and tremendous 
amounts of surplus cash have-done nothing to carry out these recom- 
mendations of the I. C. C. 

Railroad boards of directors have done exactly as the I. C. C. has 
urged. Wherever groups selecting directors in companies outside of 
court, as well as in court control have acted, it has been to carry out 
fully the commission’s recommendations. The I. C. C. has paid them 
the compliment and tribute of calling public attention to their achieve- 
ments in this respect. 

The railroads in the hands of the courts can still effect huge sav- 
ings, provided that they get busy right away. Who is likely to get 
busy? The trustees? Or the boards of directors? 




























TRANSPORT INQUIRY PROPOSAL 


Having been reported by the Senate audit and control 
conimittee with a recommendation for appropriation of $5,000 
to finance the proposed inquiry, S. Res. 161, the transportation 
investigation resolution introduced by Senator McFarland, of 
Arizona, now awaits action by the Senate. 

An amendment, proposed several months ago by Senator 
Shipstead, of Minnesota, would enlarge the scope of the inves- 
tigation so as to include coastal and intercoastal water trans- 
portation. 


“OPPRESSIVE LABOR PRACTICES” BILL 


Proposed legislation she said was needed because of devel- 
opments in connection with the labor trouble on the Toledo, 
Peoria & Western railroad has been embodied by Mrs. Emily 
Taft Douglas, of Illinois, representative in the House, in H. R. 
6037, a bill “to eliminate certain oppressive labor practices af- 
fecting interstate and foreign commerce.” The bill is a com- 
panion measure to S. 1803, introduced in the Senate February 
5 by Senator La Follette, of Wisconsin. Representative Doug- 
las said the bill would make the “use of labor spies, strike- 
breakers, oppressive armed guards, and industrial munitions 
illegal in industries engaged in commerce or the production of 
goods for commerce.” In introducing the bill she discussed the 
T. P. & W. situation in “extension of remarks” in the Con- 
gressional Record. 


EMBARGO ON EXPORT OF DEFENSE ITEMS 


The Senate has passed and sent to the House, S. 1980, a 
bill extending from June 30, 1946, to June 30, 1947, the embargo 
on exports of materials used in defense industries of the United 
States. Senator Thomas, of Utah, said the bill prohibited ‘‘the 
goods that we have imported for defense purposes from going 
out of the country,” and also that it applied “to everything we 
need.” He said the bill was originally enacted “at a time when 
we were in need of very many materials of a strategic nature 
for our defense program.” Secretary of Commerce Wallace, 
who is charged with administration of the act, asked for its 
extension for a year. 


AIR POLICY HEARING SET 


Senator Mitchell, of Washington, chairman of a Senate 
interstate commerce committee subcommittee on S. 1639, the 
Mitchell bill to amend the transportation act of 1940 so as to 
establish a National Air Policy Board, has announced that the 
subcommittee will hold a hearing on the bill May 8. 

Members of the subcommittee, in addition to Senator 
Mitchell, are: Senators McFarland, of Arizona; McMahon, 0 
Connecticut; Huffman, of Ohio; Reed, of Kansas; Hawkes, of 
New Jersey, and Capehart, of Indiana. 
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Senate Committee Approves 
“Air Treaty” Resolution 


The Senate commerce committee has announced that it has 
approved a resolution drawn up by Senator Brewster, of 
Maine, calling for presentation to the Senate, in the form of 
treaties, of international aviation agreements to which the 
United States is a party, and for voiding of “any executive 
agreement which purports to grant to any foreign country the 
right to have an airline or airlines nominated by it to operate 
to or from United States territory without public hearing in 
advance and the determination of public interest by the Civil 
Aeronautics Board called for under section 402 of the civil 
aeronautics act.” 

The committee’s action followed hearings held by it on 
S. 1814, proposing that international aviation agreements be- 
tween the United States and other countries be in the form 
of treaties, subject to Senate ratification (see Traffic World, 
April 13, p. 1134). It was stated at the committee that a report 
was being prepared for presentation to the Senate at the time 
of introduction of the Senate resolution it had approved. The 
text of the resolution adopted by the committee follows: 


Whereas, there has recently been announced and presented by the 
State Department to the Senate committee on commerce the so-called 
Bermuda agreement between the United States and the United Kingdom, 
regarding international commercial aviation; and 

Whereas, the committee on commerce has held extended hearings 
on the subject of commercial air transport agreements between the 
United States and foreign nations; and 

Whereas, witnesses and counsel representing major American trans- 
portation interests, including organized labor, have testified as to the 
prejudicial effect of such agreements to the United States and espe- 
cially to the interests they represent, as well as the illegality of such 
agreements unless approved as treaties as prescribed by the Constitu- 
tion; and 

Whereas, the Congress provided in sections 402 and 801 of the civil 
aeronautics act of 1938 (1) that no foreign-flag airline be allowed to 
engage in air transportation to and from United States territory unless 
such foreign-flag airline has obtained a permit issued by the Civil 
Aeronautics Board and approved by the President, and (2) that no 
such permit should be issued unless the Civil Aeronautics Board found, 
after public hearing, that the foreign-flag airline was fit, willing and 
able properly to perform the air transportation sought and that such 
service would be in the public interest; 

Now, therefore, be it resolved that the committee on commerce ad- 
vise the Senate that it is the opinion of this committee: 

(1) That no agreements of this character should be made except in 
the form of treaties to be considered and ratified by the Senate; that 
any executive agreement which purports to grant to any foreign country 
the right to have an airline or airlines nominated by it operate to or 
from United States territory without public hearing in advance and 
the determination of public interest by the Civil Aeronautics Board 
called for under section 402 of the civil aeronautics act, is inconsistent 
not only with the Constitution but with the letter and spirit of said 
act, and therefore illegal and void; and that any and all proceedings 
thereunder should be forthwith terminated by appropriate notice to the 
governments concerned. 

(2) That, notwithstanding the International Air. Transport Agree- 
ment and the bilateral agreements above mentioned this government 
is not bound by such agreements so long as the same have not been 
ratified as treaties, but the Civil Aeronautics Board and the President 
continue to have the duty and the obligation of passing, without pre- 
judgment, upon the question whether any proposed operation by a 
foreign-flag airline is in the public interest, as defined in the civil 
aeronautics act. 


Aviation Weather-Forecast Bills 
Reported by House Committee 


The House interstate commerce committee has reported 
H. R. 164, directing an investigation of the causes and charac- 
teristics of thunderstorms, so as to promote safety in aviation, 
and H. R. 1814, to amend the civil aeronautics act of 1938 so 
as to improve international collaboration with respect to 
meteorology. 

In its report on H. R. 164, the committee said that the bill 
directed the chief of the Weather Bureau to investigate fully 
the internal structure of thunderstorms with a view to estab- 
lishing methods by which characteristics of particular storms 
might be forecast. It said that thunderstorms had been a source 
of many serious aircraft accidents; that Civil Aeronautics Board 
records showed that 32 serious aircraft accidents had occurred 
“in recent years” as a direct result of thunderstorms, and that 
the army and navy had reported 54 aircraft accidents in that 
category. The bill had no ovposition and was supported by the 
Weather Bureau, the War and Navy Departments and the Air 
Transport Association of America, said the committee. 


The report on H. R. 1814 contained the advice that the 
major effect of the bill was to facilitate participation of the 
U. S. Weather Bureau in international meteorology. Under the 
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bill, it said, the Weather Bureau was given the responsibility 
of acting as a clearing house for research in aeronautical 
meteorology and of providing for collection and dissemination 
of weather observations made by pilots. The bill was unopposed 


and was supported by the interests that endorsed H. R. 164, 
the committee said. 


“Chosen Instrument” Airline Bill 
Set for Hearing on May 20 


Hearings on the “substitute bill’ introduced by Senator 
McCarran, of Nevada, in the form of an amendment to S. 326, 
the McCarran bill to establish an “All-American Flag Line, 
Inc.” as the medium of United States representation in inter- 
national air transportation, will be held by the Senate com- 
merce committee, beginning May 20, the committee has an- 
nounced. 

Extensive hearings were held in 1945 by the committee on 
S. 326, and at that time various aviation interests characterized 
the McCarran plan for establishment of one American-flag air- 
line, owned partly by the federal government and partly by the 
airlines of the United States, as the “chosen instrument” plan. 

At the time he introduced the “substitute bill,’”’ Senator 
McCarran issued a statement in which he said he believed it 
met three major objectives: (1) Bringing railroads and steam- 
ship lines “into the picture” as holders of stock of the All- 
American Flag Line; (2) writing into specific language a method 
for setting up the All-American Flag Line which would be fair 
to all concerned, certain in attainment of its purpose, yet would 
allow sufficient flexibility to be entirely workable, and (3) tak- 
ing account of all existing statutes bearing on the subject of 


——— air transportation (see Traffic World, Dec. 8, 1945, 
p. i , 


New England Groups Oppose 
St. Lawrence Project 


Representative Lane, of Massachusetts, has submitted to 
the House in extension of remarks in the Congressional Record 
of April 15 a statement from the New England-St. Lawrence 
Project Conference opposing construction of the St. Lawrence 
waterway and power project. The statement, said he, was 
adopted at a meeting in Boston, April 1, attended by 400 
representatives of business, industrial, maritime, port, shipping, 
financial, and labor organizations from each New England state. 
Ten reasons were given in the statement why “New England is 
opposed” : 


First. The project would add to the tax burden. 

Second. New England’s railroads, already struggling against serious 
hardships, are in no position to withstand any further loss of traffic. 

Third. The power needs of New England industries can be more 
economically supplied by steam-generating plants. 

Fourth. Public interest would be better served by utilizing avail- 
able manpower, materials, and federal funds to complete meritorious 
domestic projects. 

Fifth. Boston and other New England ports would suffer because 
low-operating cost foreign-flag vessels would by-pass New England ports 
and practically control transportation of materials through the St. 
Lawrence to Great Lakes ropts. 

Sixth. Hydroelectric power developed in the International Rapids 
plant would be controlled by New York. 

Seventh. It would seriously affect coastal shipbuilding plants—an 
important New England industry and big factor in unemployment relief. 

Eighth. Opposition to the St. Lawrence project is nation-wide, prin- 
cipal support being limited to the area tributary to the Great Lakes. 

Ninth. Proponents have indicated that efforts to obtain authoriza- 
tion of the so-called Champlain-Hudson Cut-Off—a seaway channel from 
Montreal to New York—would be renewed, and pressed if and when the 
St. Lawrence project is authorized—this would virtually make an island 
of New England. 


Tenth. The project should be handled as a treaty and not as an 
agreement, 


Huge Income Taxes Alleged Due 
on Ship Reserve Funds 


Taxes that may amount to $50,000,000 or more are due the 
federal government from steamship companies on earnings de- 
posited in reserve funds not entitled to tax exemption, accord- 
ing to information submitted to the House by Representative 
Jackson, of Washington. 

Mr. Jackson pointed out in extension of remarks in the 
Congressional Record of April 13, that a provision of the mer- 
chant marine act of 1936 specified that ship lines receiving a 
subsidy “shall be permitted by the Maritime Commission to 
deposit earnings in tax-exempt reserve funds.” 
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The House committee on merchant marine and fisheries, 
in the early days of the war, was considering proposed legisla- 
tion affecting these tax exemption provisions, said Mr. Jackson. 
Representatives of the Maritime Commission, said he, informed 
the committee that no tax exemptions would be permitted the 
ship lines on earnings unless a subsidy was actually received 
and that, as subsidies were not being paid during wartime, 
legislation rescinding these tax exemptions would not be re- 
quired. He said the committee relied on those statements and 
took no further action with respect to the exemptions. Con- 
tinuing, Mr. Jackson said: 


In the course of our hearings on the merchant ship sales act of 
1945, the committee received information that subsidized lines had 
amounts estimated to be up to $200,000,000 available in reserve funds 
for the purchase of ships. On further examination, I have found that 
these sums, which have been completely tax exempt, are almost all 
profits which have been deposited during the war years from wartime 
profits. Since that disclosure, Judge Bland and I have been attempting, 
without success, to require that the Maritime Commission take action 
which will subject these funds to their proper tax burden. Last week, 
in the course of a committee hearing, I questioned Mr. Wade Skinner, 
the general counsel for the Maritime Commission, about the action of 
the Maritime Commission in permitting these tax-exempt deposits. He 
informed the committee that, in his opinion, such exemptions were 
completely illegal and that on at least half a dozen occasions he had 
orally advised the former chairman of the Maritime Commission and 
Mr. R. E, Anderson, its former director of finance, that such tax ex- 
emptions were contrary to law. It interested me further to hear a state- 
ment by Mr. Skinner that no written opinion to this effect had been 
prepared because he believed they had not wanted a statement of this 
kind in the files in view of the commission’s action. 

As you will see from the correspondence which I should like placed 
in the Record at this time, I have communicated both with the Treasury 
Department and with the Maritime Commission regarding these ex- 
emptions. I have been informed by the Treasury that action is now 
being taken to recover the taxes due and Mr. Skinner testified that, at 
long last, his recommendations are being put in writing and that action 
will be taken to insure that taxes are properly imposed on these war 
profits. My greatest interest is to insure that the taxes, which I under- 
stand can be conservatively estimated as up to $50,000,000 or more, be 
recovered for the Federal Treasury. However, I do feel that the 
Maritime Commission is to be condemned for permitting an evasion 
of taxes contrary to the advice of their own legal division. 





Engineer-Trainman Emergency Board 
Recommends 16-Cent Increase 


A wage increase of 16 cents an hour and certain changes 
in working rules have been recommended by the emergency 
board appointed by President Truman to investigate and report 
on the dispute between the railroads and their employes repre- 
sented by the Brotherhood of Locomotive Engineers and the 
Brotherhood of Railroad Trainmen. 

The board, composed of Leif Erickson of Montana, chair- 
man; Frank M. Swacker, of New York City, and Gordon S. 
Watkins, of Los Angeles, submitted its report to the President 
April 18. 

The White House, in releasing the report the afternoon of 
that day, issued a statement in which it said: 

“The President’s appointment of the emergency board on 
March 8, in accordance with the railway labor act, forestalled 
a strike set for March 11 on 300 of the nation’s railroads by the 
Brotherhood of Locomotive Engineers and the Brotherhood of 
Railroad Trainmen in support of their demands for a 25 per 
cent pay raise and widespread rules changes. 

“In recommending the 16-cent increase, the board stated 
that the evidence clearly showed that the engineers and train- 
men were entitled to that amount to comnensate for higher 
living costs. This increase—amounting to 18 per cent of Janu- 
ary, 1941, rates of pay—represents the maximum amount allow- 
able under the government’s wage stabilization cost-of-living 
formula. The board also pointed out that similar increases had 
been awarded April 3 by two arbitration boards for about 85 
per cent of the country’s rail workers. Included in the report 
was a certificate that its recommendations were in conformity 
with the stabilization program. 


“Among the 44 changes in rules submitted by the two 
brotherhoods and the 29 presented by the carriers were many 
which the board found had some basic merit. Others were 
characterized as ‘extreme’ which, if adopted would abolish 
rights the unions had acquired over half a century or would 
unreasonably boost railroads’ costs. 

‘Due to time limitations a large number of proposals were 
remanded to the parties with the pointed observation that a 
reasonable revision of working rules by an impartial agency 
could be expected ‘only by cooperative assistance of the parties’ 
and, further, that the subject matter was extremely technical 
and a ‘slight inadvertence’ might afford grounds for claims 
running into hundreds of thousands of dollars or the destruc- 
tion of vital rights of employes. 
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“The board recommended, among other rule changes, over- 
time pay at time and one-half for extra men in yard service, 
an increase from 52 cents to 85 cents per day in the differential 
between yard conductors and yard brakemen and payment to 
engineers operating multiple unit motor or electric cars in 
accordance with the power and productivity of the combined 
power units operated. It also recommended that carriers pro- 
vide watches at cost where inspection is required and that the 
railroad and the employe share equally the expense of pur- 
chasing and maintaining required uniforms. 

“Although no specific recommendation was made on revis- 
ing the controversial so-called ‘eight-within-ten’ hour rule pre- 
vailing in short turnaround passenger service, the board de- 
clared that the current excessive spread of hours was not in 
harmony with the generally accepted eight-hour day and that 
the situation should be remedied without delay by direct bar- 
gaining. 

“With respect to the proposals advanced by the carriers, 
the emergency board concluded that their proposed rule plac- 
ing a time limit on filing money claims was ‘meritorious’ but 
suggested a somewhat longer period within which a claim 
might be submitted. It also held that carriers were entitled to 
relief from inter-union jurisdictional controversies over the 
ae of self-propelled roadway and shop-equipment ma- 
chines. 

“Commenting on the rather widespread publicity that the 
so-called dual basis of pay of mileage or hours for road train 
and engine service employes is a form of ‘featherbedding’ 
resulting in excessive payments to the men, the board observed 
that neither party proposed to abolish this system of payment. 
It pointed out that in recent years railroad management had 
been stressing what it described as ‘eight hours’ work for 
eight hours’ pay’ and the brotherhoods had been advancing 
claims for excessive pay rules when optimum operating condi- 
tions were not realized. Both of the approaches, the board 
asserted, were fallacious. It urged, as a constructive measure, 
that both parties change their attitudes and recognize each 
other’s fundamental rights. Such a course of action, the board 
continued, would provide a ‘wide area of bargaining’ to the 
mutual advantage of both the carriers and the employes. 

“Under the provisions of the railway labor act a Presi- 
dential emergency board is given 30 days to hear the parties 
and submit its recommendations, and for 30 days thereafter the 
law provides that no change may be made in the conditions giv- 
ing rise to the dispute. In the present case following agreement 
of the parties, the President granted an extension of time to 
enable the board to prepare its report. Public hearings on the 
wage and rules were held in Chicago from March 12 to April 
8 before the three-man board, former Justice Erickson of the 
Montana Supreme Court, Mr. Swacker, attorney of New York 
City, and Mr. Watkins, who is dean of the College of Letters 
and Science, University of California, Los Angeles.” 


Wage Increase Retroactive to January 1 


The board recommended that the wage increase be made 
retroactive to January 1. 

The board, because of its expressed feeling that, in the lim- 
ited time at its disposal it could do nothing other than to re- 
mand the rules controversy to the parties for further negotia- 
tion, made definite recommendations on only 14 of the 44 rules 
proposed by the men, and on 3 of the 29 proposed by the car- 
riers, with some added suggestions in the case of the carrier 
proposals. 

Referring to the award of April 3 made by two boards of 
arbitration, that sat concurrently with the emergency board, 
of an increase of 16 cents an hour to members of 15 unions rep- 
resenting nonoperating employes. and three operating brother- 
hoods, the board said this award in its belief ‘‘fixes a pattern 
binding upon this board, and we accordingly recommend a like 
increase—namely, $1.28 per basic day or 16 cents per hour, the 
same to be applicable to all arbitraries. differentials, miscel- 
laneous rates, special allowances, and daily and monthly guar- 
antees, retroactive to January 1. 1946, and applicable to all 
carriers involved in these proceedings.” 

The board said if it followed the cost-of-living formula, it 
reached the same result, namely, 16 cents an hour. The average 
basic wage of the employes involved was 89.9 cents per hour in 
January, 1941. it said and that by the 1941 wage award they 
were accorded an increase of 9% cents per hour, and by the 
1943 award. 4 cents per hour, making a total of 13% cents. This, 
it continued, was the 15 per cent allowable under the “Little 
Steel” formula, “leaving a balance of 18 per cent under the 
present 33 per cent cost-of-living formula available to them. 
This, applied to the 1941 base, equaled 16 cents per hour, the 
board said. 

The carriers, according to the board, had questioned its 
cost-of-living calculation because the average hourly straight- 
time-rate for the last month available showed an increase of 
more than 13% cents, by reason of President Roosevelt’s “in 
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lieu of” award of 5 cents in December, 1943. The board said it 
did not agree that the factors considered by the President should 
be included in the calculation of the cost-of-living formula. The 
allowance had been made by the President “on top of and after 
exhaustion of’ the ‘Little Steel’ formula, it said, and that to 
include it now in the calculation of the cost-of-living formula 
would have the effect of taking the award away. The same was 
true of the other items, it said, adding that “they should be 
excluded from the computation just the same as night differen- 
tials or any other adjustments of that type are.” It cited deci- 
sions of the War Labor Board in support of its decision. 


15 Non-Operating Unions Serve 
New Wage Demands on Railroads 


The 15 non-operating railroad unions on April 15 filed de- 
mands for a further 14 cent hourly wage increase on all rail- 
roads involved in the recent arbitration proceedings. The new 
demand is advanced on behalf of approximately 1,100,000 -em- 
ployes. No rules changes are sought, according to Fred N. 
Aten, of Chicago, assistant to the president of the AFL Rail- 
way Employes’ Department. 

On April 3 a six-man arbitration board granted the non- 
operating unions an hourly wage increase of 16 cents, retroac- 
tive to January 1, 1946 (see Traffic World, April 6, p. 1017). 
Railroad representatives estimated that the increase, including 
a similar raise in pay granted to three operating unions, would 
add $619,000,000 annually to transportation costs. 

The new demand for 14 cents hourly would cost the rail 
carriers an additional $373,000,745, according to private esti- 
mates. 

Though the three operating unions protested that the award 
of 16 cents hourly granted them April 3 was “wholly inad- 
equate,” these unions have not yet served new wage demands 
on the carriers. 

The non-operating organizations expressed a determination 
to press their wage demands to an early conclusion. “No one,” 
stated Bert M. Jewell, president of the AFL Railway Employes’ 
Department, “will be permitted to hide behind any so-called 
stabilization policy as an excuse to further mistreat these 
workers.” 

Last September the AFL Railway Employes’ Department 
presented demands on the carriers for a six-hour day, 36-hour 
week, with no reduction in straight time weekly pay. Later, all 
non-operating unions agreed with the railroads to convert their 
several original proposals into a single uniform proposal for 
a straight 30 cent hourly increase. On January 26, the unions 
agreed to arbitrate their wage demand. The arbitration board 
granted them an increase of 16 cents hourly, as indicated above. 
The new demand for an additional increase of 14 cents repre- 
sents the difference between the 30 cents demanded earlier, and 
the 16 cents already obtained from the carriers. 


Ask Conferences in May 


The non-operating unions, in their notices to carriers, 
asked that conferences on the wage demand be started between 
May 9 and May 15, and that each carrier reply within 10 days 
fixing an agreeable date within that period. 

General chairmen of all 15 unions have been summoned to 
a conference, May 2 and 3, at the Morrison Hotel, Chicago, to 
discuss detailed plans for the wage drive. 


2.500 Trainmen Threaten Strike 
on Rock Island System 


Approximately 2,500 members of the Brotherhood of Rail- 
road Trainmen employed on the Rock Island system voted 
to strike at 6 p. m., April 17, over grievances involving a num- 
ber of alleged rules evasions by the railroads and the dismissal 
of three employes. The announcement was made by B. of R. T. 
Officials in Kansas City. 

Officials of the Rock Island System in Chicago said that 
the strike involved “only one of over 20 unions on the Rock 
Island. It involves a number of grievance cases, all referrable 
to the National Railroad Adjustment Board which this union 
is attempting to by-pass,” adding: 


The railway will continue to follow the orderly procedures pro- 
vided for in the railway labor act. Those procedures have not been 
exhausted. When official notice is received, the National Mediation 
Board in Washington will be notified and the board will notify the 
President of the United States, who is empowered to take action which 
Should result in a peaceful settlement of this controversy. 


Under terms of the railway labor act, if a dispute between 
a carrier and its employes should, in the judgment of the 
Board of Mediation, “threaten substantially to interrupt inter- 
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state commerce to a degree such as to deprive any section of 
the country of essential transportation service, the Board of 
Mediation shall notify the President, why may thereupon, in 
his discretion, create a board to investigate and report respect- 
ing such dispute.” 

The board would have 30 days to investigate the dispute, 
and another 30-day period would follow the board’s findings, 
which are not binding on either party. 

The B. of R. T. has been highly critical of the railway 
labor act. Last February a national legislative representative 
of the brotherhood told a Senate education and labor committee 
that the railway labor act “has handicapped the brotherhood 
in its representation of railroad employes, and has delayed 
consideration of legitimate grievances” (see Traffic World, Feb- 
ruary 9, p. 398). 


Emergency Board Created 


President Truman April 17 created an emergency board 
under section 10 of the railway labor act to investigate and 
report on the dispute between the Rock Island and its trainmen. 


Whitney Calls Off Strike 


A. F. Whitney, president of the B. of R. T., on April 17 
called off a threatened strike against the Rock Island Lines 
after President Truman ordered an emergency board set up 
to investigate the dispute. 


NEW RETIREMENT BOARD CHAIRMAN 


The Senate has confirmed the nomination of William J. 
Kennedy, of Cleveland, O., to be'a member of the Railroad Re- 
tirement Board. He will serve as chairman of the board, suc- 
ceeding Murray W. Latimer, who resigned (see Traffic World, 
April 6, p. 1057). 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,386,930 at the middle of 
March, a decrease of 3.92 per cent under March, 1945, and an 
increase of eleven one-hundredths of one per cent over Febru- 
ary of this year, according to a rail employment compilation 
based on preliminary reports, prepared by the Commission’s 
Bureau of ‘transport Economics and Statistics. The March, 1946, 
employment was reported as follows: 

Executives, officials, and staff assistants, 15,061; profes- 
sional, clerical, and general, 228,520; maintenance of way and 
structures, 256,488; maintenance of equipment and stores, 381,- 
411; transportation (other than train, engine, and yard), 
180,475; transportation (yardmasters, switchtenders, and hos- 
tlers), 17,883; and transportation (train and engine service), 
287,292. 


April 13 Week Carloadings 
Up Slightly Over April 6 


Loading of revenue freight for the week ended April 13, 
1946, totaled 649,194 cars, according to the Association of Amer- 
ican Railroads. This was a decrease below the corresponding 
week of 1945 of 197,819 cars, or 23.4 per cent, and a decrease 
below the same week in 1944 of 149,489 cars or 18.7 per cent. 

Loading of revenue freight for the week of April 13 in- 
creased 4,531 cars or seven-tenths of one per cent above the 
preceding week. 

Miscellaneous freight loading totaled 373,220 cars, an in- 
crease of 5,613 cars above the preceding week, but a decrease of 
26,822 cars below the corresponding week in 1945. 

Loading of merchandise less-than-carload freight totaled 
130,548 cars, an increase of 2,234 cars above the preceding week, 
and an increase of 15,843 cars above the corresponding week 
in 1945. 

Coal loading amounted to 31,561 cars, a decrease of 2,340 
cars below the preceding week, and a decrease of 122,763 cars 
below the corresponding week in 1945, due to coal strike. 

Grain and grain products loading totaled 35,296 cars, a de- 
crease of 2,341 cars below the preceding week and a decrease 
of 14,463 cars below the corresponding week in 1945. In the 
western districts alone, grain and grain products loading for 
the week of April 13 totaled 23,032 cars, a decrease of 1,885 cars 
below the preceding week and a decrease of 10,214 cars below 
the corresponding week in 1945. 

Live stock loading amounted to 17,534 cars, an increase of 
1,552 cars above the preceding week and an increase of 2,088 
cars above the corresponding week in 1945. In the western dis- 
tricts alone loading of live stock for the week of April 13 to- 
taled 13,586 cars, an increase of 1,226 cars above the preceding 
week, and an increase of 1,484 cars above the corresponding 
week in 1945. 
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Forest products loading totaled 43,703 cars, an increase of 
1,037 cars above the preceding week and an increase of 2,335 
cars above the corresponding week in 1945. 

Ore loading amounted to 9,832 cars, an increase of 225 
cars above the preceding week but a decrease of 49,002 cars 
below the corresponding week in 1945. 

Coke loading amounted to 7,500 cars, a decrease of 1,449 
cars below the preceding week, and decrease of 5,035 cars be- 
low the corresponding week in 1945. 

All districts reported decreases compared with the corre- 
sponding weeks in 1945 and 1944. 


1946 1945 1944 
Four weeks of January........... 2,883,620 3,003,655 3,158,700 
Four weeks of February.......... 2,866,710 3,052,487 3,154,116 
Five weeks of March.............. 3,982,229 4,022,088 3,916,037 
ee rr 644,663 765,672 787,985 
Wee GE BU BB... ekki i ccc d 649,194 847,013 798,683 
id cia aky atinsn Se ies ee dans rag te 4 11,026,416 11,690,915 11,815,521 


Freight Cars on Order 
Show Increase 


Class I railroads on April 1 had 40,217 new freight cars on 
order, the Association of American Railroads announced. On the 
same date last year, they had 36,272 on order. 

New freight cars on order April 1 this year included 13,- 
721 hopper, including 3,575 covered hoppers; 5,121 gondolas, 
1,163 flat, 13,576 plain box, 4,968 automobile, 1,568 refrigerator, 
and 100 miscellaneous freight cars. 

They also had 494 locomotives on order April 1 this year 
compared with 564 on the same day in 1945. The number on 
order on April 1, 1946, included 82 steam, six electric and 406 
Diesel locomotives compared with 138 steam, two electric and 
424 Diesel one year ago. 

Class I railroads put 8,006 freight cars in service in the first 
three months in 1946 compared with 12,993 in the same period 
last year. Those installed in the first three months this year 
included 2,277 hopper, including 55 covered hopper; 1,545 gon- 
dolas, four refrigerator, 55 flat, 835 automobile box and 3,290 
plain box freight cars. 

They also put 31 new locomotives in service in the first 
three months this year, of which 20 were steam, and eleven 
were Diesel. New locomotives installed in the same period last 
— ‘oe 136, of which there were 19 steam, and 117 were 

iesel. 


1945 Rail Expenditures for 
Fuel, Materials, Supplies 


Class I railroads in 1945 expended $1,572,404,000 for fuels 
and materials and supplies used in connection with their opera- 
tions, the Association of American Railroads announced. This 
was a decrease of $38,125,000 compared with similar expendi- 
tures made in 1944. 

For fuel alone, the railroads expended $555,155,000 in 1945 
compared with $585,832,000 in 1944, and for forest products they 
spent $136,962,000 in the past year compared with $158,957,000 
in the preceding year. 

Expenditures for iron and steel products of all kinds 
amounted to $520,876,000 in 1945 compared with $526,608,000 
in 1944, and for miscellaneous materials their expenditures 
amounted to $359,411,000 in the past year compared with $339,- 
132,000 in 1944. 

For bituminous coal only, their purchases totaled $396,- 
171,000, a decrease of $33,326,000 compared with the preceding 
year, while anthracite purchases totaled $3,905,000, a decrease 
of $220,000 compared with 1944. Purchases of fuel oil in 1945 
amounted to $142,656,000, compared with $139,598,000 in the 
preceding year. For gasoline, there was an expenditure of $6,- 
265,000 in the past year, while for all other fuels, including 
coke, wood, and fuel for illumination, expenditures amounted to 
$6,158,000. 

Tie Purchases 


For cross-ties, including switch and bridge ties, the railroads 
expended $84,078,000 in 1945, a decrease of $14,298,000 below 
such expenditures in 1944. Purchases of lumber and all other 
forest products, amounted to $52,884,000, or a decrease of $7,- 
697,000 below the preceding year. 

For locomotives and car castings, beams, couplers, frames 
and car roofs, the railroads spent $55,709,000 in 1945, compared 
with $66,114,000 in the preceding year. Purchases of steel rail, 
including new and second-hand except scrap, amounted to $77,- 
038,000 in 1945, compared with $75,763,000 in the preceding 
year; and for track fastenings, track bolts, spikes, and other 
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such materials used in connection with the laying of rails, 
the railroads expended $62,420,000, or an increase of $7,191,000 
above the preceding year. 

For wheels, axles and tires, the railroads expended $44,- 
794,000, compared with $48,791,000 in the preceding year; and 
for bar iron and steel, spring steel, tool steel, unfabricated rolled 
shapes, wire netting and chain, boiler, firebox, tank and sheet 
iron and steel of all kinds their expenditures amounted to $30,- 
960,000, compared with $36,044,000 in the preceding year. Pur- 
chases of interlocking and signal material in 1945 amounted to 
$28,880,000, and for standard and special mechanical appliances 
for locomotives, $18,535,000. 


Miscellaneous Items 


Among the miscellaneous purchases, Class I railroads spent 
$40,932,000 for glass, drugs, chemicals, including chemicals for 
timber treatment, and painters’ supplies; $30,674,000 for lubri- 
cating oils and grease, illuminating oils, boiler compound and 
waste; $22,555,000 for stationery and printing; $60,476,000 for 
commissary supplies for dining cars, camps and restaurants; 
$28,304,000 for electrical materials; $22,287,000 for ballast; $37,- 
425,000 for non-ferrous metals and products; $8,465,000 for pas- 
senger car trimmings; and $25,385,000 for locomotive, train and 
station supplies. 



















































































































Rail Operating Revenues 
for March Decline 


Based on advance reports from 87 Class I railroads, whose 
revenues represent 81.3 per cent of total operating revenues, 
the Association of American Railroads today estimated that 
railroad operating revenues of $522,978,313 in March, 1946, 
decreased 20.9 per cent under the same month of 1945. This 
estimate, it was pointed out, covered only operating revenues 
and did not touch on the trends in operating expenses, taxes, 
or final income results. 

Estimated freight revenues of $390,043,806 in March, 1946, 
were less than in March, 1945, by 22.8 per cent, while estimated 
passenger revenues of $93,988,657 decreased 13.4 per cent. Data 
by districts follow: 




























Eastern District. . Thirty-four Class I railroads, whose revenues 
represent 91.3 per cent of total operating revenues in the Eastern 
District, estimated that their operating revenues of $264,110,419 in 
March, 1946, decreased under March, 1945, by 18.8 per cent. Freight 
revenue of $198,025,417 was estimated to have decreased 20.7 per cent 
and passenger revenue of $48,571,416 to have decreased 9.6 per cent. 

Southern Region. Sixteen Class I railroads, whose revenues repre- 
sent 64.6 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $62,750,511 in March, 1946, 
were under those in March, 1945, by 18 per cent. Freight revenue of 
$47,436,155 was estimated to have decreased 17.4 per cent, and pas- 
senger revenue of $11,148,605 to have decreased 22.2 per cent. 

Western District. Thirty-seven Class I railroads, whose revenues 
represent 76.7 per cent of total operating revenues in the Western 
District, estimated that their operating revenues of $196,117,383 in 
March, 1946, were less than in March, 1945, by 24.4 per cent. Freight 
revenue of $144,582,234 was estimated to have decreased 27.1 per cent 
and passenger revenue of $34,268,636 to have decreased 15.3 per cent. 















KESTER ON VACATION BOOM 

Within the next few years ‘‘we are going to see the great- 
est travel splurge in the history of the transportation business,” 
and “the railroads are going to carry the great bulk of the 
vacationers,” Elmer E. Kester, passenger traffic manager of 
the Illinois Terminal Railroad Co., told the Transportation Club 
of Decatur, April 9, at Decatur, Il. 

People who have never traveled before are going to get 
on trains and go, and boys who have seen some of the world 
during the war have received the “itch” to travel, the speaker 
said, adding: 

I don’t regard airlines, buses, or even the private automobiles as 
competition in the coming era. There will be enough business for all— 


but the railroads will get the big call, especially if they are ready, as 
I am sure they wil: be. 


Vacationland is the new empire for us to build, and our frontiers 
are what we make them. 



















Mr. Kester stated that “future travel will be safe, more 
comfortable and attractive by reason of technological improve- 
ments based on surveys conducted to find out what the traveler 
wants. New improved hydraulic springs will make possible a 
smoother ride. Improved welded rails will eliminate the clack- 
ety-clack of the wheels on the rails,” he said, calling attention 
also to the vast pending improvements in all types of railroad 
passenger equipment. 

The speaker called attention to a prediction by Don Thomas, 
president of the National Association of Travel Officials, that 
the travel business would approximate $10,000,000,000 in the 
first year that normal peacetime conditions prevail. 
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Foreign Air Shipments Show 
Big Increase in Six Years 


From about ‘one million pounds in 1939, the volume of 
United States exports and imports by air had grown to 13,- 
998,857 pounds in 1945, Director J. C. Capt of the Bureau of the 
Census, Department of Commerce, has announced. 

The value of these air-borne United States exports and im- 
ports in 1945 was $159,978,716, with exports totaling $52,206,681 
and imports $107,772,035, he said. The shipping weight of air 
exports in that year was 11,202,874 pounds, while the total for 
imports was 2,795,983 pounds, said Director Capt, adding: 


Goods whose market (selling) value depends on rapid delivery are 
a large part o fair-borne export and import shipments. These include 
newsreels, feature films, news photographs, newspapers, periodicals, 
stamps and stamped envelopes. 

Luxury goods imported by air include orchids, various other exotic 
plants and cut flowers as well as out-of-season fruits and vegetables. 
Imports by air include furs and manufactures. 

Industrial needs are reflected in exports by air of airplane and 
machine parts, electrical equipment, parts and appliances and industrial 
gems and in imports of precious jewels and metals as well as scarce 
industrial chemicals and minerals. 

Shortages of goods also have been a deciding factor in imported 
air shipments. These include boots, shoes, slippers, leathers (reptile 
and animal) and also silver manufactures, silver tableware, cotton 
apparel and certain textiles produced only regionally as well as sub- 
stances vitally needed for the war effort, -Hosiery has been exported 
by air as well as rayon wearing apparel, cotton clothing and other 
cotton manufactures, plastic materials and manufactures. 


Bulking large in all reports of air cargoes are novelties of every 
description. 


C. A. A. Different from Surface 
Transport Agencies 


The Civil Aeronautics Administration has no exact counter- 
part among the federal government agencies dealing with sur- 
face transportation, for it performs at least five distinct func- 
tions which in the surface field are scattered among different 
agencies, says William A. M. Burden, Assistant Secretary of 
Commerce. 

“By far its largest activity is the design, operation, and 
construction of the basic network of radio navigation and com- 
munication facilities known as the Federal airways system,” 
continued Mr. Burden. “This system, now 39,000 miles in extent, 
comprises radio ranges, beacon lights, and intermediate landing 
fields together with the extensive communication network re- 
quired for the collection and dissemination of meteorological 
information and aircraft movement reports. It is used by mili- 
tary, transport, and private traffic just as our highways are 
used by army convoys, trucking lines, and pleasure drivers. 
Over 80 per cent of C. A. A.’s 1946 budget and 79 per cent of 
its personnel are devoted to the operation and construction of 
these facilities and 81 per cent of our 1947 appropriation re- 
quests are for this purpose. . .” 


The Federal airways were to aviation what the federal 
highway system was to motor transport, said Mr. Burden; add- 
ing, however, that since aviation was still a young industry, the 
volume of civil traffic along our air highways was still small 
in comparison to their capacity, and the cost of constructing and 
operating them was still relatively high per unit of travel, just 
as was true of the highway system after the last war when the 
automotive industry was in an early stage of development. He 
added: 


The airways system must be comprehensive in extent, serving a 
large number of cities and towns if air transportation—be it commer- 
cial, military, or private—is to be useful enough to ever have a chance 
of really growing. The present system covering nearly 40,000 miles 
comprises 2,151 beacon lights, 420 ranges radio and many other indi- 
vidual installations. The radio communications, navigation facilities, 
and the 135,000 miles of land line networks are staffed and operated 
24 hours a day. No wonder that a relatively large number of personnel 
is necessary’ to do the job. It currently requires 8,235 or 80 per cent 
of C. A. A.’s 10,478 employes. . . 


The cost of the airways (including new construction) a pas- 
senger mile of traffic on the domestic airlines (taking no account 
of the service rendered to the military and the private flier) in 
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1945 was less than half of what it was in 1934, said Mr. Burden. 
If 1947 traffic estimates prove accurate, said he, the cost in that 
year would be half what it was in 1945 and far less than that 
if all contract charter and air taxi operations and private flying, 


to say nothing of military aircraft, were included, “as of course 
they should be.” 


Texas-Oklahoma Air Routes 
Recommended by Examiner 


Examiner Thomas L. Wrenn, of the Civil Aeronautics 
Board, in a proposed report to the board in No. 337, et al., the 
“Texas-Oklahoma case,” has made recommendations with re- 
spect to 42 applications for air-transport authority by airlines 
proposing to serve approximately 367 cities’ located primarily 
in Texas, Oklahoma, and New Mexico. All applications were 
consolidated in one proceeding. The examiner recommended 
a _— of the applications be granted and that some be 

enied. 

The examiner said seven certificated air carriers sought 
extensions of existing service, and 26 applicants desired to be- 
come certificate air carriers. 


The examiner generally recommended granting of author- 
ity as follows: 


1. American Airlines, Inc., to include Midland, Tex., as an inter- 
mediate point between Big Spring and El Paso, Tex., on route No. 4. 

2. Eastern Air Lines, Inc., to include Austin, Tex., as an inter- 
mediate point between Houston and San Antonio, Tex. 

3. Chicago & Southern Air Lines, Inc., to include Beaumont-Port 
Arthur, Tex., as aa intermediate point and Texarkana, Tex.-Ark., and 
Gregg County airpcrt, Longview, Tex., as intermediate points to be 
served on an alternate basis with Shreveport, on route No. 53. 


4. Braniff Airways, Inc., to include Tulsa, Okla., as an inter- 
mediate point on route No. 9. 


5. Essair, Inc., to include Midland, Tex., Dallas-Fort Worth, Tex., 


Abilene and Wichita Falls, Tex., via specified intermediate points, on 
route No. 64, effective three years from date of issue. 


The examiner further recommended the granting of au- 
thority to carry persons, property, and mail by air for three 
years from the date operations were inaugurated, as follows: 
(1) Central Airlines, Inc., general area of the state of Okla- 
homa; (2) Texas-New Mexico Airlines, Inc., general area of 
the state of New Mexico and the Texas Panhandle; (3) Avia- 
tion Enterprises, Inc., south and southwest Texas area; and 
(4) Aircraft Sales Co., central Texas area. 

The examiner recommended denial, in whole or in part, of 
applications of the following: American Airlines, Inc., Mid- 
Continent Airlines, Inc., Chicago & Southern Air Lines, Inc., 
Braniff Airways, Inc., and Essair, Inc. 

It was further recommended that an application of South 
Central Air Transport, Inc., be denied, except a segment pro- 
posing service between Fayetteville, Ark., and Dallas, Tex., 
via specified intermediate points, and a segment proposing 
service between Fayetteville and Tulsa, which segments, the 
report said, should be considered in connection with the appli- 
cation of South Central Air Transport, Inc., heard as part of 
the ‘‘Mississippi Valley Case,” No. 548, et al. 


Air Certificate Applications 


Justin B. Rolfe, dba Airfreight Forwarders Co., New York, 
N. Y., has asked the Civil Aeronautics Board, in No. 2273, for 
authority as an air freight agent and forwarder over scheduled, 
non-scheduled and chartered airlines, domestic and interna- 
tional. The applicant said he proposed to obtain licensed agen- 
cies from the air lines on whose carriers shipments would be 
placed. 

Southwestern Air Mail Service Co., El Paso, Tex., in No. 
2271, asked the board for a permanent or temporary certificate 
for scheduled air transportation of mail by pick-up method over 
two proposed circle routes out of El Paso, Tex., serving specified 
intermediate points in Texas and New Mexico. 


Additional applications for air-transport authority were 
filed with the C. A. B. as follows: 


No. 2272, Northwest Airlines, Inc., St. Paul, Minn., amendment of 
certificate for route No. 69 to remove the following restriction: ‘‘Service 
east of Milwaukee, Wis., shall be rendered only on flights originating 
at Minneapolis-St. Paul, Minn., or a point west thereof, and terminating 
at New York, N. Y., or Newark, N. J., or originating at New York, 
N. Y., or Newark, N. J., and terminating at Minneapolis-St. Paul, 
Minn., or a point west thereof.’’ 

No. 2018, Northwest Airlines, Inc., St. Paul, Minn., amendment No. 
1 to request consolidation of routes Nos. 3, 45 and 69 into a single 
route to be designated as route No. 3, redesignating the terminal 
points Minneapolis-St. Paul, Minn., on routes Nos. 45 and 69, as inter- 
mediate points on the consolidated route No. 3. 


No. 2057, Essair, Ine., Dallas, Tex., amendment No. 1 requesting 
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amendment of certificate for route No. 64 to provide that the certificate 
would be in effect for five years from August 1, 1945; and to authorize 
service, in addition to through service, between any two or more 
points on route No. 64, except that the authority would not be con- 
sidered to permit elimination of a stop at any point intermediate on 
route No. 64 between the two or more points between which such addi- 
tional service was operated, and in no event would such authority be 
construed as permitting ‘‘non-stop or skip-stop service. 

No. 2233, U. S. Airlines, Inc., St. Petersburg, Fla., amendment No. 
2 to request certificate authorizing scheduled air transportation of 
property between Boston, Mass., and New Orleans, La., via Providence, 
R. 1., New York, N. Y., Philadelphia, Pa., Wilmington, Del., Baltimore, 
Md., Washington, D. C., Richmond and Norfolk, Va., Atlanta, Ga., and 
Birmingham, Ala. 


C. A. B. Orders Free Air Travel 
for P. O. Officials 


The Civil Aeronautics Board has announced its amend- 
ment of C. A. B. economic regulations to provide free air 
travel for certain postal personnel on official business. The 
C. A. B. said such travel would be available for the following 
personnel: 


The assistant postmaster general who at the time has jurisdiction 
over all the air mail service, his confidential assistant, and his deputy 
assistant postmaster general. 

The superintenrent, thirteenth division, Railway Mail Service, 
located at Seattle, Wash., and the chief clerk and assistant chief clerk, 
Railway Mail Service, located at Anchorage, Alaska, when traveling 
between Seattle, Wash., and Alaska or within Alaska on official busi- 


ness relating to the transportation of mail by aircraft to, from and 
within Alaska. 


LANDIS NOMINATED FOR C. A. B. 

President Truman has nominated James M. Landis to be 
a member of the Civil Aeronautics Board for the remainder 
of the term expiring December 31, 1947. The White House an- 
nounced recently that Mr. Landis, former chairman of the Se- 
curities and Exchange Commission and dean of the Harvard 
Law School, would be nominated to succeed L. Welch Pogue 
as chairman of the C. A. B., the latter having resigned (see 
Traffic World, April 6, p. 1059). 


SURPLUS TRANSPORT ALLOCATIONS 


Allocation of six additional surplus Douglas four-engine 
C-54B transports to Air Transport Corporation was announced 
later by War Assets Administration. 

Fifty-three surplus Douglas C-54 four-engine transports, 
which formerly were operated under a leasing agreement by 
two companies of the American airlines system, have been 
sold - those airlines for $4,440,000, the administration also re- 
ported. 

American Airlines, Inc., the domestic airline, bought 47 
C-54’s for $3,840,000, and American Overseas Airlines, Inc., op- 
erating trans-oceanic air routes, bought six planes for $600,000. 

War Assets stated that it also had received a telegraphic 
offer from Transcontinental & Western Air, Inc., to purchase 
the six C-54’s and two C-54B’s it had been operating under 
lease. Purchase price for the eight planes is $780,000. 

“This makes a grand total of 61 planes being sold for 
$5,220,000,” it said. 


NORTH ATLANTIC AIR RATES DISCUSSION 


The Civil Aeronautics Board discussed rate resolutions of 
the north Atlantic traffic conference of the International Air 
Transport Association with representatives of United States 
north Atlantic carriers at a hearing April 15. 

Carriers represented were Pan American, American Air- 
lines, and Transcontinental & Western Air. At the hearing a 
disagreement over rates to be charged in the north Atlantic 
service developed between Pan American and American Air- 
lines. 

The C. A. B., in a decision approving the traffic conference 
machinery of the I. A. T. A. for a period of one year (see 
Traffic World, February 23, p. 566), attached conditions re- 
quiring that any rate agreement, or other action of the con- 
ference affecting air transportation, should not be binding on 
American carriers unless the C. A. B., acting under section 
412 of the civil aeronautics act, should have approved such 
agreements as not being adverse to the public interest. 

The hearing with the carriers was to develop further in- 
formation desired by the C. A. B. 


ALASKAN AIRLINES TO FLY FREIGHT 
Because of a longshoremen’s strike, causing an interrup- 
tion to steamship service between Seattle, Wash., and Alaskan 
points, the Civil Aeronautics Board has issued an exemption 
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order permitting all Alaskan airlines to fly freight and cargo 
between points in Alaska and Seattle, until June 1. 


AIRLINES’ TRAFFIC CONTROL DIRECTOR 


Col. Weldon E. (Dusty) Rhoades, who only recently re- 
turned to United Air Lines after 15 months service with the 
army in the Pacific where he served as a personal pilot for 
General MacArthur, has been appointed director of the air 
navigation-traffic control group of the Air Transport Associa- 
tion of America. His job, said A. T. A., “will be to flight test 
and evaluate suitable air navigation and control systems as 
well as to test out and devise aids which will tend to speed 
up the number of aircraft handled under instrument weather 
conditions not only under the present weather minimums now 
in force but also to do the same for those aids which will lower 
the present weather minimums.” 


PCA RESUMES VACATION ROUTES 


The Pennsylvania-Central Airlines on May 1 will resume 
its air routes to northern Michigan vacation centers, suspended 
since Pearl Harbor. Service will be re-instituted with two 
daily round-trip flights from Chicago and Detroit, serving Grand 
Rapids, Saginaw-Bay City, Midland, Traverse City, Pellston, 
Petoskey, Harbor Springs, and Cheboygan. The airline is pre- 
paring to handle a record volume of vacation air travelers, ac- 
cording to J. J. O’Donovan, vice-president. 


TACA AWARDED CUBAN AIR MAIL CONTRACT 


TACA Airways has been awarded through public bids a 
contract for the transport of air mail by the Cuban government, 
covering the transport of mail from Cuba to the following 
countries: Mexico, British Honduras, Guatemala, El Salvador, 
Honduras, Nicaragua, Costa Rica and Panama. The contract 
will run for two years, according to Charles L. Gallo, TACA 
vice-president of traffic. 


MONTREAL-WASHINGTON AIR SERVICE 


Colonial Airlines, Inc., inaugurated its service from Mon- 
treal, Que. to Washington, D. C., on April 15, according to 
advices from the Civil Aeronautics Board. At the Washington 
National Airport the event was celebrated by a buffet luncheon 
given by Colonial. 


WESTERN RAILWAY CLUB 


Increases in railroad freight rates are necessary because 
the revenue secured from present and future traffic will not be 
sufficient to meet the $1,000,000,000 added to railroad costs by 
the recent wage increases and rising material prices, Charles 
D. Young of Philadelphia, vice-president of the Pennsylvania 
Railroad, told the Western Railway Club, April 15, at a dinner 
meeting in the Sherman Hotel, Chicago. 

At the present time, said Mr. Young, the cost of ordinary 
maintenance and new construction is further increased by in- 
terruptions in repair and building programs because of the 
unreliability of deliveries, which factor holds up the employ- 
ment of more efficient equipment and ties up money during 
construction. 

The tightest bottleneck in railroad construction material 
consists of forest products. There is not enough lumber to 
meet all demands, and the situation has been made more dif- 
ficult by black market operations, said the speaker, predicting 
that shortage of wood products would become more acute. 

The speaker was introduced by A. C. Mann., of Chicago, 
vice-president, Illinois Central System. 


LOS ANGELES TRAFFIC MANAGERS’ CONFERENCE 


At its March 28 meeting the Los Angeles Traffic Managers’ 
Conference held a lengthy discussion on the bureau method of 
rate making. The conference reports that dissatisfaction was 
expressed regarding methods of rate increases by the Rocky 
Mountain Tariff Bureau and the Pacific Inland Tariff Bureau, 
conference members expressing the belief that most increase 
proposals stemmed from the rate bureaus and not from the car- 
riers. Objection was raised also that shipper-initiated proposals 
were not permitted and that some bureaus were instituting rate 
changes and hearings without approval of carrier members. 


PERUVIAN PARCEL POST PROVISION CHANGED 

The provision for an eight-day extension in time for cer- 
tifying consular invoices on parcel post shipments to Peru has 
expired, the office of international trade, Department of Com- 
merce, reports. 

Consular invoices for parcel post shipments of more than 
$50 must now be certified the same day or prior to the date of 
mailing a package in the United States, said the O. I. T. It 
added that failure of American exporters to observe this pro- 
vision made the Peruvian importer liable to a fine of 25 per 
cent of the declared value cf the shipment. The importer in 
turn might file claims against the shipper, it said. 
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Plans Laid For Intensified 
Highway Traffic Salesmanship 


Business Development Section of A.T.A., at Chicago 
meeting discusses needed improvement in truck 
transportation sales methods and lays plans for in- 
tensified promotion in the post-war years. 


In dealing with salesmen for motor carrier service, the 
average traffic man gets the impression “that he fails completely 
to cover his service picture,” said G. H. Ostermann, director of 
traffic, the Timken-Detroit Axle Company, Detroit, Mich., in a 
discussion of ‘“‘The Most Effective Ways of Selling the Express 
Service of Motor Carriers,” at the annual spring meeting of the 
Business Development Section of the American Trucking Asso- 
ciations, Inc., at Chicago, April 17. The truck service salesman 
or solicitor, he added, “‘usually does not know his own complete 
picture, or he places too much emphasis on selling himself in- 
stead of the services of his company.” 

Although most industrial traffic men were “cost conscious,” 
the speaker continued, there were many other considerations 
applied by them to the buying of transportation service. First 
among those considerations, he said, was “express service and 
speed,” and others were dependability, financial responsibility, 
rates and safety. Salesmen too often failed “to concentrate their 
talks on these important points,” he said, adding that, when the 
salesman approached prospective customers “without full knowl- 
edge of his own company—its coverage, its direct points, its 
connecting lines, its claim ratio, its safety record—he has two 
strikes on him before he starts.” 

The salesman should also learn something of the businesses 
of his customers, he continued, because the industrial traffic man 
looked on salesman or solicitor as a liaison man who had per- 
sonal qualifications to sell along with his company’s services and 
who should also be able to help solve some of the traffic man’s 
problems. Continuing, he said: 


Motor carriers salesmen should know that there is a definite need 
for continuation during the post-war period of the interchange of 
trailer operations that were so advantageous to shippers during the 
war and which aided materially in expediting war material. Such ar- 
rangements should be continued in order to insure express service. 

Salesmen should also have a definite knowledge of the arrival and 
departure time of their vehicles so that they can advise traffic men 
what schedules to meet. The salesman should familiarize himself with 
the customer’s facilities where that customer may have more than one 
plant in a city or in a given territory and ships outbound and inbound 
between those plants. He should have a knowledge of the volume mov- 
ing, whether it is a single or multiple-line traffic, and should know 
other factors, such as what the plants’ receiving schedules are. All of 


these things tend to make the salesman grasp the problems of his cus- 
tomer more firmly. 


Stress “Express Services” of Trucks 


Kenneth G. Foster, Foster Freight Lines, Indianapolis, Ind., 
speaking on the same subject, advocated stressing in advertising 
the fact that highway transporters were, in effect, offering the 
public express services at freight rates. There were objections 
from the floor against identifying truck transportation with 
express transportation, by which, it was asserted, most shippers 
understood railway express service. 

Chester G. Moore, chairman and general manager, Central 
States Motor Freight Bureau, Chicago, and secretary of A. T. A., 
said that it was important for salesmen to maintain close con- 
tact with operating departments, because traffic was usually 
sold on promises of services and it was essential for the sales- 
man to know whether or not the promises he made were kept. 
He said one of the jobs of the salesman was to sell the customer 
on the idea that there was justification for maintaining truck 
tate levels higher than those of rail rates, because the trucks 
had superior services to offer. More intense salesmanship was 
needed, he added, on available truckload traffic, which was 
especialy profitable and the hauling of which prevented the 
movement of partially loaded vehicles. Another sphere to 
which the salesmen ought to pay particular attention, because 
it represented economic loss to the truckers, he said, was the 
balancing of traffic in both directions. The movement of empty 
trucks represented total waste, he said. 

J. D. Kuttz, Johnson Motor Lines, Charlotte, N. C., chair- 
man of the section, presided. Ted V. Rodgers, president of 
A. T. A., spoke briefly, reminding those present that the time 
had come when some of the practices forced on the industry by 
in conditions, ought to be revised to meet new peacetime con- 

itions. 

Arthur Dahlberg, president, United States Economics Cor- 
poration, New York, a research organization, predicted a con- 
tinuation of the wartime “sellers market,” and added that there 
would be no appreciable drop in the total truck traffic volume 
for the remainder of 1946 and perhaps 1947. 

At a luncheon meeting, at which Walter Mullady, president, 
Decatur Cartage Co., Chicago, presided, F. M. Lovejoy, sales 
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director, Socony-Vacuum Oil Co., New York, gave an inspira- 
tional address entitled “Hi-Balling on the Highway Through 
Merchandising.” 


Industry Public Relations 


The afternoon session was given over to a discussion of 
public relations and customer relations. 

Walter W. Belson, of Washington, D. C., director of public 
relations for A. T. A., said that the association’s public relations 
program could build business, but only if claims were backed 
up by performance. He suggested that operators ferrett out the 
weak spots and strengthen them, listing such spots as unreli- 
ability, non-payment and non-acknowledgement of claims, and 
rate differentials. 

C. John Viking, of Waukegan, IIl., president, Webber Cart- 
age Lines, called attention to the results of a nation-wide survey 
conducted by the then Federal Coordinator of Transportation 
several years ago, wherein 35,000 shippers gave the following 
reasons for selecting highway transportation: Faster service, 
65 per cent; store door delivery, 65 per cent; cheaper total costs, 
53 per cent; store door pick up, 51 per cent; more flexible or 
convenient, 43 per cent; cheaper packing, 21 per cent; late 
acceptance of shipments, 21 per cent; simpler classification or 
rates, 16 per cent; less loss or damage, 11 per cent; and personal 
friendship or interest, 3 per cent. 

From the same survey reasons were advanced for not using 
highway transportation, some of the reasons being lack of re- 
sponsibility, 25 per cent; failure to maintain regular schedules, 
16 per cent; and lack of uniform or definite rates, 12 per cent, 
said Mr. Viking. 


Trend in Government Freight Traffic 


The delay in reconversion has resulted in a sustained inter- 
est on the part of transportation agencies in the trend of gov- 
ernment traffic ‘‘as the medium best calculated to keep the 
wheels turning, until such time as industry and labor fulfill 
their promise,” said William J. Williamson, of the Standard 
Freight Lines, Chicago. 


Mr. Williamson said that with the aid of government offi- 
cials he had prepared the following list of pending government 
traffic: . 


The Federal Works Agency will soon embark on a vast program of 
road building particularly in the western states. Machinery, road 
aggregates, fencing materials, possibly structural steel for bridge build- 
ing and other goods associated with the construction of roadways and 
appurtenances are expected to soon be on the way. 

The Veterans’ Administration is expanding rapidly. . . . Construction 
and equipping new facilities will call for considerable quantities of 
building materials, hospital furniture, laboratory equipment and sub- 
sistence supplies. 

If present plans with regard to opening of the Alaska Territory are 
carried out, a steady flow of goods of almost every description from 
production centers in the states to the Pacific northwest for trans-ship 
ment to the territory is almost an assured fact. ... 

The surplus property disposal program is worthy of the most 
serious thought. Billions of dollars worth of goods are lying in storage 
and stockpiles throughout the country. Transportation agencies would 
be acting in their own best interests if they would make surveys of 
stockpiles located along their lines and initiate reasonable rates for 
temporary application. ... 

The flow of grain, coal, miscellaneuos foodstuffs and other relief 
supplies for export to occupied and liberated areas will continue during 
the remainder of 1946, at least. 

Rivers and harbors improvements may be expected to utilize quan- 
tities of materials during the balance of this year, throughout 1947 and 
maybe well into 1948. 

The return to Washington, D. C., of federal offices which were de- 
centralized will involve mass movements of office equipment and em- 
ployes’ personal effects. 


Movement of goods purchased for lend lease but frozen in ware- 
houses will continue through most of the remainder of 1946. Such ship- 


ments .. . will move at the expense and under the control of foreign 
governments’ purchasing agencies. 


Mr. Williamson said that repeal of the land grant acts, 
effective October 1, 1946, “may materially affect government 
transportation in two important respects—more goods may be 
purchased delivered in the future, and regardless of the terms 
of purchase, the traffic will be more competitive as between the 
several modes of transportation,” and repeal may have the 
effect of changing the sources of supplies previously looked to 
by federal agencies. 


Officers Elected 


_ In an election held April 18, J. D. Kluttz, Johnson Motor 
Lines, Charlotte, N. C., was elected chairman of the business 
development section of A. T. A. C. John Viking, Webber Cart- 
age Line, Inc., Waukegan, Ill., was elected vice-president, and 
the following were elected members of the executive commit- 
tee: E. G. Nash, Yellow Transit Co., Oklahoma City, Okla.; 
P. W. Fuller, Fuller-Toponce Truck Line, Ogden, Utah; N. P. 
Sterling, Davidson Transfer & Storage Co., Baltimore, Md.; 
C. A. Justin, Geo. Alger Co., Detroit, and Neal J. Curry, Cali- 
fornia Cartage Co., Los Angeles, Calif. 
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Charles P. Hoy, traffic commissioner 
of Fifth and Ninth Districts, Coal Traf- 
fic Bureau, and traffic manager, Belle- 


ville Fuels, Incorporated, has retired 
after twenty-seven years’ service in rep- 
resenting coal operators in the Belle- 
ville and DuQuoin rate groups. 


V. M. Holderby, formerly assistant 
traffic manager. Ashland Oil & Refining 
Co., has been appointed traffic manager, 
the Sandy Valley Grocery Co., with 
headquarters at Ashland, Ky. 


* * * 


L. J. Hackl, formerly assistant traffic 
manager, the Heil Co., Milwaukee, Wis., 
has been appointed traffic manager, 
Ladish Drop Forge Co., Cudahy, Wis. 

* * 


* 


F. M. Hadden, formerly with the 
Southern Pacific Lines, has been ap- 
pointed assistant traffic manager, Con- 
solidated Chemical Industries, Inc., and 
Nyotex Chemicals, Inc., of Houston, 
Tex. He succeeds G. C. Miller, who has 
resigned. 

* * a 

Raymond J. Morfa has been re-elected 
chairman of the board of Missouri-Kan- 
sas-Texas Railroad Co. Donald V. 
Fraser was reelected to the presidency 
of the road. Other executive officers 
elected are: Vice-president and general 
manager, H. M. Warden, Dallas, Tex.; 
vice-president—traffic, J. F. Hennessey, 
Jr.; St. Louis; general counsel, C. S. 
Burg, St. Louis; controller, J. T. Ma- 
haney. St. Louis; treasurer, T. H. Simp- 
son, St. Louis; and secretary. N. A. 
Phillips, St. Louis. R. A. Leahy has been 
appointed traveling freight and passen- 
ger agent at Seattle, succeeding W. E. 
Wells, who has resigned. 

* * * 


The Pennsylvania Railroad announces 
the following appointments: J. A. Rus- 
sel, assistant to the vice-president, in 
charge of real estate, purchases and in- 
surance; J. A. Ridgely, general real 
estate agent; R. J. Littlefield, general 
tax agent; Theodore Morris, manager 
of water service; A. M. Harris, superin- 
tendent of freight transportation, east- 
tern region, at Philadelphia; P. M. Roe- 
per, superintendent, Fort Wayne divi- 
sion; Clare I. Clugh, superintendent 
Logansport division; David E. Smucker, 
superintendent of Pittsburgh division; 
and J. A. Schwab, general superintend- 
= southern division, at Wilmington, 

el. 


* * * 


John I. Chiabotta, formerly export 
manager for the Witte Engine Works, 
and J. S. Chartrand, Jr., formerly traffic 
manager for the Peppard Seed Co., have 
formed the Freight Traffic Service Bu- 
reau, at Kansas City, Mo. 

* * * 


A. E. Davis has been appointed super- 
intendent of safety, Chicago, Burlington 
& Quincy Railroad Co., with headquar- 
ters at Chicago. He succeeds P. F. 
Buckle, who has been promoted. 

a * ok 

D. L. Carter has been appointed as- 
sistant to chief traffic officer, Missouri 
Pacific Lines, at St. Louis. He succeeds 
W. A. Rambach, deceased. M. P. Eck- 


man has been appointed assistant freight 
traffic manager, at St. Louis, succeeding 
Mr. Carter. B. A. Gililland has been 
appointed general agent, Cleveland, O., 
succeeding V. K. Norbert, who has re- 
tired following forty years service. 


T. C. Frazer, chairman of the board, 
Winona Railroad Co., died suddenly at 
his home in Warsaw. Ind., April 4. He 
had been with the railroad for 22 years, 
and had served as its president prior 
to his election as chairman of the board. 


Paul M. Morris, former editor and 
publisher of the Elizabethton, Tenn., 
Star, has been appointed director of 
public relations, Frisco Lines, with 
headquarters at St. Louis. He succeeds 
James E. McKee, who resigned to be- 
come a member of the industrial and 
public relations department, Monsanto 
Chemical Co., St. Louis. 


Harry Atkinson, assistant freight traf- 
fic manager, Baltimore & Ohio Railroad, 
New York, died on April 11. 


Graham M. French has been ap- 
pointed traveling passenger agent, Great 
Northern Railway, at Los Angeles. Rob- 
ert S. Cheadle succeeds Mr. French as 
traveling passenger agent, Spokane, 
Wash. William H. Pfister has been ap- 
pointed city passenger agent, at Everett, 
Wash., succeeding Mr. Cheadle. L. R. 
Peterson has been appointed chief clerk, 
passenger department, at Seattle, suc- 
ceeding Mr. Pfister. 


* * * 


J. E. Roberts, vice-president, traffic, 
Delaware & Hudson Railroad, Albany, 
N. Y., died on April 12. 

* * * 

Charles W. Robertson has been ap- 
pointed forestry. agent for the Illinois 
Central Railroad, in Mississipyi, with 
headquarters at Jackson. He succeeds 
Charles H. Lewis, who recently resigned 
to return to the lumber manufacturing 
business. Thomas J. Weaver, Jr., has 
been appointed agricultural agent, with 
offices at Baton Rouge, La. His father 
has been an Illinois Central employee 
for over twenty-six years. 


* * * 

E. L. Dash has been appointed assist- 
ant general freight agent, Reading Co., 
with headquarters at Philadelphia. J. F. 
Leibrandt has been appointed division 
freight agent, also at Philadelphia. 

* * * 

Louis B. Rau has been appointed com- 
mercial agent, Central of Georgia Rail- 
way Co., with headquarters at Detroit, 
Mich. 


*- * # 


R. C. Beck has been appointed com- 
mercial agent, at Cincinnati, O., for the 
Charleston & Western Carolina Railway 
Co. * * # 

E. A. Compton has been appointed 
traffic manager, sales service, and in- 
dustrial development, Illinois Terminal 
Railroad Co., with headquarters at St. 
Louis, Mo. J. L. Power has been ap- 
pointed general freight and passenger 
agent, of the line, at St. Louis; and J. P. 
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Anderson has been appointed general 
agent, at Dallas, Tex. " 


David S. Gendell has been appointed 
general foreign freight agent, at New 
York, for the Central Railroad Co., of 
N. J. 


* * * 

James E. Fitzgerald has been ap- 
pointed district passenger agent, Kansas 
City Southern Lines, at New Orleans, 
La., succeeding James L. McCall, who 
has resigned to return to private busi- 
ness. 


* * * 

William P. Whalen has returned to 
his post as director of sales, Motor 
Cargo, Inc., Chicago, following three 
years service with the Army transporta- 
tion corps, overseas. He was awarded 
the bronze star and the purple heart. 

Nathan E. Zelby, general counsel of 
the Independent Movers & Warehouse- 
men’s Association, Inc., has been elected 
associate justice, Lynbrook, N. Y. court. 


> * * 

Eugene J. Dockter, son of J. P. Dock- 
ter, district manager, Association of 
American Railroads, Cincinnati, O., has 
been awarded the army service forces 
Commendation Ribbon, for service from 
December, 1942 to December, 1945, as 
chief operational officer and assistant of- 
ficer in charge, Army-Navy Consolidat- 
ing Station, Chicago, Ill. Mr. Docter, 
now general freight agent, Acme Fast 
Freight, Inc., at Indianapolis, Ind., at- 
tained the rank of major prior to his 
release from the service. ? 

* * * 

P. Arthur Jenkisson has returned to 
his former position as advertising man- 
ager, Greyvan Lines, Inc., following his 
release from the army. 

* * * 

Rear Admiral Giles C. Stedman, for- 
mer commodore of the United States 
Lines fleet, who recently relinquished 
his post of superintendent of the U. S. 
Merchant Marine Academy, has _ been 
appointed vice-president and Far East 
general manager, United States Lines. 
Thomas M. Monroe has returned from 
military service to his post as vice-presi- 
dent and European general manager, 
with headquarters in London. 

* * aw 

M. J. Fretchie has been appointed 
traffic manager, Newtex Steamship Cor- 
poration, following his discharge from 
the army. He served in the transporta- 
tion corps, as chief of movements, and 
had attained the rank of colonel. Prior 
to entering service Mr. Fretchie was as- 
sociated with the Philadelphia & Nor- 
folk Steamship Co. 

* * * 

Edward J. Doherty, Jr., has returned 
from Army service to join the public 
relations staff of Pennsylvania-Central 
Airlines. He will be manager of the air- 
line’s western region news bureau serv- 
ing from headquarters in Chicago, the 
cities of Milwaukee, Cleveland, Detroit, 
Akron, Grand Rapids, Muskegon, Flint, 
Sault Ste. Marie and other cities in the 
region. Prior to entering the army, he 
was on the Washington staff of Trans- 
continental & Western Air, Inc. C. J. 
Miller, for 11 years a member of the 
traffic staff, has been appointed man- 
—" the interline and agency depart- 
ment. 



























* * * 

The Maritime Association of .the Port 
of New York will hold a luncheon, May 
10, at the Waldorf Astoria, in honor of 
E. J. Barber, chairman’ of the board, 
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Barber Steamship Lines, Inc. Mr. Bar- 
ber is retiring as president and chair- 
man of the board of the association. He 
will be succeeded by E. Myron Bull, 
president of A. H. Bull & Co., Inc. Di- 
rectors will be elected at a meeting, 
April 23. 
* * * 

Major Leo S. Johnson has been as- 
signed to duty with the 863rd Special- 
ized Depot, at the Fisher Bomber Plant 
No. 2, Cleveland, O., as transportation 
officer. 

* * * 

Arthur J. Wieland, former vice-presi- 
dent, General Motor Export division, has 
been named director of a newly-created 
distribution division of Willys-Overland 
Motors, Inc. 


* * ” 

The Alumni of the College of Ad- 
vanced Traffic, Chicago, will hold an 
old fashioned fish fry, May 24, at the 
Furniture Club. Howard Schauble and 
Charles Andersen are handling arrange- 
ments for the affair. 

* * * 

The Propeller Club of the Port of 
Norfolk held a meeting, April 15, at 
Child’s Restaurant. Richard D. Daniels, 
assistant secretary, Matson Navigation 





Co., and president of the Washington 
Propeller Club, spoke on “Sea-Air Com- 
bination.” 


oe * * 

The Motor Rate Club of Chicago held 
its regular monthly meeting, April 15, 
at the Midland Hotel. Robert P. Ullrich, 
Liberty Trucking Co., presided. 


* * * 

Gustav J. Browne, district traffic 
agent, New York, New Haven & Hart- 
ford Railroad, Worcester, Mass., will be 
feted at a testimonial dinner and dance, 
April 22, at the Frohsinn Club, given 
by the members of the Worcester, Mass., 
Traffic Association. Mr. Browne has 
served in his present capacity with the 
railroad for the past twelve years, and 
has just been promoted to the position 
of assistant general traffic agent, with 
headquarters at Boston, Mass. 


* * * 

C. Bedell Monro has been elected pres- 
ident of Pennsylvania-Central Airlines 
for the thirteenth successive year. Other 
officers are: Executive vice-president, 
James H. Carmichael; vice-presidents, J. 
J. O’Donovan, Luther Harris, and Rob- 
ert J. Wilson; vice-president and treas- 
urer, R. G. Lochiel; secretary, Hayes 
Dever; and _ regional vice-presidents, 
Richard E. Fell and Robert M. Averill. 





The Trafficmen’s Association of Amer- 
ica will hold its next regular meeting, 
April 23, in the Midland Hotel, Chicago. 
William P. Whalen, Motor Cargo, Inc., 
will be the principal speaker. Mike 
Novak, Illinois Central Railroad, is in 
charge of the program. 





The Traffic Club of St. Louis held a 
noonday luncheon meeting, April 15, at 
the Hotel Statler. Harry F. Wahlgren, 
director of the Weather Bureau, at St. 
Louis, was the guest speaker. His topic 
was “Speaking of Weather.” 





Cecilia M. Noll, newly elected presi- 
dent of the Women’s Traffic Club of 
Metropolitan St. 
Louis, is secre- 
tary to Vice- 
President and 
General Man- 
ager Reese, of 
the Railway Ex- 
press Agency, 
Inc., St. Louis. 
Miss Noll joined 
the club in 1938, 
and since that 
time has played 
an active part 
in its develop- 
ment. She has 
served as chair- 
man of various 
committees, was elected financial secre- 
tary in 1943, second vice-president the 
following year, and first vice-president 
in 1945. Miss Noll was installed in office 
on January 17. 





Cecilia M. Noll 





The Milwaukee Traffic Club has re- 
sumed noon day luncheon meetings, and 
will hold the first one, April 22, at the 
Wisconsin Hotel. W. P. Hedden, mem- 
ber Port of New York Authority, will 


speak on ‘Milwaukee and the Port of 
New York—How We Can Work To- 
gether.” 





George W. Shuman, division freight 
agent, Erie Railroad, Scranton, Pa., was 
elected pres- 
ident of the Wy- 
oming Valley 
Traffic Club, 
Wilkes-Barre, 
Pa., at the re- 
cent annual 
election. Mr. 
Shuman joined 
the Erie Rail- 
road on Janu- 
ary 6, 1920, as 
clerk, at Ridge- 
field Park, N. J., 
and in 1925 was 
transferred to 
the traffic de- 
partment where 
he filled various positions in the rate, 
divisions, and sales departments until 
1935. At that time he was promoted to 
export and import agent, with head- 
quarters at New York. He held this po- 
sition until April, 1936, when he was 
promoted to the position of division 
freight agent, Scranton, Pa. A native of 
Patterson, N. J., Mr. Shuman received 
his education in the public schools there, 
later attending New York University, 
where he studied special courses in traf- 
fic and transportation. Officers elected 
to serve with him are: Vice-president, 
Thomas Palmer, owner, Palmer Trans- 
portation Co., Scranton, Pa.; secretary- 
treasurer, B. M. Bonham, traffic man- 
ager, American Chain & Cable Co., 
Wilkes-Barre, Pa.; directors, T. P. Bren- 
nan, purchasing agent, International 
Color Printing Co., Wilkes-Barre, Pa.; 
Ted V. Rodgers, Jr., general manager, 
Rodgers Motor Lines, Scranton, Pa. The 





G. W. Shuman 
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club will hold its, fifteenth annual dinner 
and golf tournament, May 15, at Item 
Templa Country Club, Dallas, Pa. 





The Traffic Club of Chicago and the 
Mid-west Shippers Advisory Board held 
a perfect shipping luncheon program, 
April 18, in the La Salle Hotel. Samuel 
O. Dunn, chairman of the board, Sim- 
mons-Boardman Publishing Corp., was 
the guest speaker. His subject was 
“What the Railroads Are Facing To- 
day.” 

The Metropolitan Traffic Association 
of New York held a fathers and sons 
night, April 11, at the Hotel Pennsyl- 
vania. 








Harry J. Phillips, new president of 
The Junior Traffic Club of Chicago, is 
general freight 
agent, Chicago, 
North Shore & 
Milwaukee Rail- 
road. He entered 
the field of 
transportation 
in 1919 with the 
Chicago and 
Northwestern 
Railroad, and 
since 1924 has 
been with the 
North Shore 
Line. Joining 
The Junior Traf- 
fic Club of Chi- 
cago in Septem- 
ber, 1928, he served as secretary of the 
executive committee; as treasurer from 
1933 to 1938; and as a director from 
1940 to 1943. He is also a member of 
the Traffic Club of Chicago, Transporta- 
tion Club of Decatur, Ill., Waukegan- 
North Chicago Traffic Club, the Indiana 
Society of Chicago, and the Alumni As- 
sociation of the College of Advanced 
Traffic, Chicago, Ill. Other officers 
elected were: Vice-president, Harry W. 
Anderson, Youngstown Sheet & Tube 
Co.; secretary, Albert E. Hooper, Jr., 
Currier-Lee Warehouses, Inec.; and 
treasurer, August C. Gomer, Atlas- 
Schoenhofen-Edelweiss Brewing Co. The 
following were elected directors for a 
term of two years: Otto A. Grabo, 
Great Lakes Motor Dispatch; Ralph C. 
Kintz, Peabody Coal Co.; Leonard F. 
McBrien, New York Central System; 
Theodore J. Green, Midwest Consolidat- 
ing & Distributing Co.; and George A. 
Rodocker, Foreman Sales Co. Joseph R. 
Lyons, Gallagher & Ascher Co., is chair- 
man of the board of directors. 


H. J. Phillips 





The Bronx Traffic Club will hold a 
fathers and sons night, April 26, in the 
Concourse Plaza Hotel, Bronx, N. Y. 
Joseph R. Lyon is in charge of the pro- 
gram. Harry J. Courteney, traffic man- 
ager, Wilbert Products, and Norman F. 
Carleton, general purchasing agent, Unit 
Venetian Blind Supply Corporation, 
have been appointed members of the 
board of governors. 





C. C. Ivie, president, Tri-State Motor 
Trans., Inc., was elected president of 
the Tri-State Traffic Club (Kansas-Mis- 
souri-Oklahoma), Joplin, Mo., at the re- 
cent annual election. Other officers 
elected are: First vice-president, Chas. 
L. Poston, assistant manager, Joplin 
Coca-Cola Bottling Co.; second vice- 
president, W. H. Godner, traffic man- 
ager, N. E. O. Railroad Co., Miami, 
Okla.; second vice-president, Russell W. 
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Colorful advertising on your trucks is a “plus 
payload’’. Use it. The space is free. Side panel 
space is SOLD on some fleets for as high as 
$240.00 per year per truck. Your truck space 
is certainly worth as much to you! Cab doors, 
roofs, backs and visors offer extra advertising 
values, too. For maximum sales appeal on 
these areas use Meyercord’s durable, washable 
and weather-tested Truck Decals. Colorful 
product illustrations, trade marks, and letter- 
ing can be reproduced at a fraction of hand- 


iil’ 


— : 


» 





painting cost. Overnight application keeps 
your trucks on the job. Meyercord Decals are 
economical for a dozen trucks or a thousand. 

Learn how your trucks _-- 
can pay for themselves. 
Send for full details to- 
day. Address inquiries to 
Department 63-4. 


FREE! This Meyercord truck 


visualizer will help you 
plan. Send for it today. 


THE MEYERCORD CO. 


World's Largest Decalcomania Manufacturers 


$323 WEST LAKE STREET 


* CHICAGO 44, ILLINOIS 
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Hunt, president, Southwest Lime Co., 
Neosho, Mo.; second vice-president, I. R. 
Harkins, traffic manager, Military 
Chemical Co., Pittsburgh, Kansas; sec- 
retary-treasurer, Earl C. Toutz, vice- 
president, Independent Gravel Co., Jop- 
lin, Mo.; and senior director, George L. 
Babb, superintendent, Junge Biscuit 
Co., Joplin, Mo. 





The Pike Peak Traffic Club held its 
regular meeting, April 16, in the Antlers 
Hotel, Colorado Springs, Colo. Robert 
V. Carroll, western district freight and 
cargo manager, Braniff Airways, spoke 
on “Air Cargo.” 

The Richmond Va., Traffic Club held 
its regular meeting, April 15, at the 
Winter Garden Hotel. Director Johnson, 
Office of Defense Transportation, was 
the principal speaker. Guests included 
C. McD. Davis, president Atlantic Coast 
Line Railroad; Norman Call, president, 
Richmond, Fredericksburg & Potomac 
Railroad; Henry W. Anderson and L. R. 
Powell, Jr., receivers, Seaboard Air Line 
Railway Co.; and T. Croxton Gordon, 


president, Richmond Chamber of Com- 
merce. 


Harold Allen, Associated Truck Lines, 
has been elected president of the Traffic 
Club of Detroit Bowling League. Other 
officers elected are: Vice-president, 
C. T. Park, Harry Ferguson, Inc.; sec- 
retary, F. E. Johnson, Central of Georgia 
Railroad; and treasurer, Frank A. Wis- 
berg, Chicago, Indianapolis & Louisville 
Railway. The league will hold its annual 
dinner dance, April 27, at the Hafmonie 
Club. Frank M. Johnson and Charles 
Whitworth are in charge of the arrange- 
ments. 








A. J. Lee, traffic supervisor, de Pont 
de Nemours & Company, was elected 
president of the 
Nashville, 
Tenn., Traffic 
and Transporta- 
tion Club re- 
cently. He is a 
native of Ten- 
nessee and was 
educated in the 
public schools of 
Dickson County. 
He has been 
connected with 
E: LC. du Pont 
de Nemours & 
Company since 
1926, except for 
two years, 1942 
and 1943, when he was transferred to 
Remington Arms Company as supervi- 
sor or traffic, warehousing and shipping 
at the Lake City Ordnance Plant near 
Independence, Missouri. Other officers 
selected were First vice-president, W. D. 
Gordon; Second Vice-president, Robt. K. 
McGriff; Secretary-treasurer, F. E. Hil- 
liard; directors, John H. Howard, T. W. 
Garrett, J. Clem Davis, L. A. Gossage, 
J. E. Naron and E. S. Reece. The new 
officers will be installed at a banquet 
meeting to be held at the Noel Hotel 
April 26. President Lee will announce 
at that time the committees to serve 
during his term of office. 





A. J. Lee 





The Traffic Club of Norristown, Pa., 
will hold its spring outing, April 25, at 
the Jeffersonville, Pa., golf club. The 
regular monthly meeting will be held 
at the Bungalow Inn, following the out- 
ing. The following nominating commit- 


tee has been appointed to select candi- 
dates to be elected for the ensuing year: 
P. Atkinson, assistant superintendent, 
Synthane Corp., Oaks, Pa.; Theo. R. 
Glick, traffic manager, John T. Lewis & 
Bros., Philadelphia, Pa.; George S. 
Graver, general agent, Minneapolis & 
St. Louis Railroad, Philadelphia; Nor- 
man C. Murray, traveling freight agent, 
New York Central System, Philadelphia; 
Richard H. Rottner, assistant general 
agent, Acme Fast Freight, Inc.., Phi- 
ladelphia; Louis Tose, partner, M. Tose 
& Sons, Bridgeport, Pa.; John E. Ward, 
traffic manager, Lee Rubber & Tire 
Corp., Conshohocken, Pa.; Robert H. 
Wolfinger, air cargo representative, 
American Air Lines, Philadelphia; A. M. 
Willett, traffic manager, Phoenix Iron 
Co., Phoenixville, Pa.; and Ralph C. 
Wilgus, chief clerk, traffic department, 


Westinghouse Electric Co., Essington, 
Pa. 





The Women’s Traffic and Transporta- 
tion Club of Baltimore held its regular 
monthly dinner meeting, April 10, at the 
Park Plaza Hotel. Ian Ross MacFar- 
lane, news commentator, was the guest 
speaker. His topic was “Current 
Events.” On May 5 the club will spon- 
sor a scenic tour from Baltimore to 
Winchester, via Frederick. The follow- 
ing nominating committee has been ap- 
pointed to select candidates to be elected 
for the coming year: Edith M. Ball, 
Irma C. Bock, Laura B. Bowen, Emma 
H. Reese, and Rae Anita Simons. The 
election will be held June 12. 





The Motor City Traffic Club of De- 
troit, will hold an informal dinner dance 
at the Detroit Yacht Club, April 30. 
Gerald E. Browne, D. & C. Navigation 
Co., is in charge of arrangements. 





The Junior Traffic Club of San Fran- 
cisco will hold its next regular monthly 
meeting, April 30, at the Bellevue Hotel. 
John H. Coupin. ~eneral agent, freight 
traffic, Western Pacific Railroad Co., 
will be the principal speaker. His subject 
will be “Past, Present and Future of 
American Railroads.” 


The Bridgeport, Conn., Traffic Asso- 
ciation held its monthly meeting April 
15, at the Stratford, Hotel. Myron 
Clark, American-Hawaiian Steamship 
Co., spoke on “Intercoastal Situation,” 
and Parmly S. Clapp. Jr., Isthmian 
Steamship Co., spoke on “Ocean Ship- 
ping.” 

The Los Angeles Transportation Club 
held a luncheon meeting, April 15, at the 
Hotel Biltmore. V. Orval Watts, econ- 
omist, and special advisor to the Los 
Angeles Chamber of Commerce spoke 
on “Wages, Prices, Profits.” Robert D. 
Sangster, transportation department, 
Los Angeles Chamber of Commerce, was 
chairman of the day. 


The Junior Traffic Club of Milwaukee 
held its regular meeting, April 2, at the 
Pabst Blue Ribbon Rathskellar. Don 
Hutson, Green Bay Packers Pro Foot- 
ball Club, gave a discourse on college 
and professional football. 


The Traffic Club of Pittsburgh held a 
dinner meeting, April 8, in the Fort Pitt 
Hotel. David L. Lawrence. Mayor of 
Pittsburgh, and John J. Kane, chairman 
of the county commissioners of Allegh- 
eny County, spoke on “Diversified In- 
dustries for Pittsburgh and Allegheny 
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County.” The annual dinner of the club 
will be he held April 30, in the William 
Penn Hotel. Gustav Metzman, president, 
New York Central System, will be the 
principal speaker, and Joseph H. Carter, 
president, Pittsburgh Steel Co.. Inc., will 
act as toastmaster. This will be the first 
annual dinner since 1941. 





The Women’s Traffic Club of Fort 
Worth, Tex., was host to the Fort 
Worth Traffic Club at the April 8 meet- 
ing, held at the First Methodist Church. 
C. A. Trimbose, Netherland Information 
Service, Dallas, spoke on the post war 
conditions in Holland. Virginia Alice 
Williams was in charge of the program. 





Roy V. Craig, general traffic manager, 
Allied Mills, Inc., was inaugurated as 
president of the 
Traffic Club of 
Chicago at a 
dinner meeting 
at the Palmer 
House March 
28. Others who 
took office that 
evening were: 
First vice-presi- 
dent, W. R. Cox, 
freight traffic 
manager, Penn- 
sylvania Rail- 
road; second 
vice-president, 
Lee J. Quasey, 
commerce coun- 


R. V. Craig 
sel, National Live Stock Producers’ As- 


sociation; third vice-president, R. M. 
Hitshew, freight manager, Atchison, 
Topeka & Santa Fe Railway; secretary, 
Otis A. Green, western freight traffic 
manager, United States Lines Co.; treas- 
urer, R. J. Wallace, traffic manager, 
Jaques Manufacturing Company; mem- 
bers of the board of directors, J. H. 
Burke, president, Chicago Tunnel Com- 
pany, Chicago Tunnel Transport Com- 
pany and Chicago Tunnel Terminal 
Company, and retiring president of the 
club; R. W. Fyfe, assistant traffic man- 
ager, Standard Oil Company of Indiana; 
E. G. Gustafson, assistant vice-president, 
traffic, Minneapolis & St. Louis Railway, 
and Robert A. Yelton, general western 
agent, Virginian Railway. 





The Norfolk-Portsmouth Traffic Club 
held its regular dinner meetin, April 18, 
at the Albany Restaurant, Norfolk, Va. 
G. Leslie Hall, president,, Tidewater 
Automobile Association of Virginia spoke 
on “Urban Transportation and Traffic 
Problems.” 


The Manufacturers’ Association Traf- 
fic Club of Lancaster. Pa., will hold its 
annual banquet, April 26, at the Hotel 
Brunswick. W. A. Patterson, president, 
United Air Lines, Inc., will speak on 
“Some Thoughts on the Future of Air 
Transportation.” H. W. Prentis, Jr., 
president, Armstrong Cork Co., will act 
as toastmaster. The following newly 
elected officers will be installed at this 
meeting: President, George F. Hostet- 
ter, president, Keystone Express & Stor- 
age Co.; vice-president, H. P. Gabriel. 
division traffic manager, Armstrong 
Cork Co.; secretary-treasurer, R. W. 
Stover, assistant manager, Motor Freight 
Express; and directors, for a term of 
two years: R. S. Hartman, traffic man- 
ager, Hamilton Wr‘ch Co.; W. 
Diehm, traffic mana~*r. Dellinger Manu- 
facturing Co.; and J. J. McGeary, traf- 
fic manager, Lancaster Transportation 
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Better Trucks 


“ALL OUR FORDS, WITHOUT EXCEPTION, 
HAVE GIVEN EXCELLENT SERVICE” 


*‘Highballing”’ heavy loads of perish- 
able vegetables and fruit from 
Florida to South Carolina is a run 
that speedily shows the stamina of 
a truck. It brings out the same de- 
gree of stamina you need for inter- 
city general merchandise transport, 
furniture moving, contract hauling 
—any service that calls for full loads 
at sustained, maximum road speeds 
... the Ford Truck kind of stamina. 


Mr. R. M. Cook, Jr., president of 
Cook Produce Company, Charlotte, 


N. C., wrote us recently concerning 
his Ford Truck fleet: 


“‘We operate six Ford units continu- 
ously, hauling average loads of seven 





tons of produce from Florida. With- 
out exception, every one has given 
excellent service. That’s why we are 
today placing an order for three more 
Ford Trucks with our local dealer. 


“We are especially proud of one of 
our units—a 1942 Cab-Over-Engine 
Ford which has gone more than 
350,000 miles.” 


New Ford Trucks are being de- 
livered in ever-growing numbers 
right now—and they’re the best 
Ford Trucks in history. New engi- 
neering advancements are designed 
to give you still more economy, re- 


liability, endurance. Ask your Ford 
Dealer now! 


ON MORE JOBS 


FORD TRUCKS 


MORE FORD TRUCKS ON THE ROAD -e 
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for YOUR 
Business! 










ADVANCED ENGINEERING 
IN NEW FORD TRUCKS 


More Economy and Endurance 
Easier Servicing 






























A STILL GREATER 100 HP V-8 ENGINE with 
NEW Ford steel-cored Silvaloy rod bear- 
ings, more enduring than ever in severe 
service e NEW aluminum alloy cam-ground 
4-ring pistons for oil economy « BIGGER, 
more efficient oil pump and IMPROVED 
rear bearing oil seal « NEW longer-lived 
valve springs © NEW improvements in 
cooling « NEW efficiency in ignition ¢ in 
carburetion ¢ in lubrication « in ease and 
economy of servicing operations « And 
available in all truck chassis except C.O.E. 
units—the rugged, thrifty 90 HP FORD 
SIX-CYLINDER ENGINE, with many impor- 
tant advancements. 





FORD CHASSIS ADVANTAGES: Easy 
accessibility for low-cost maintenance ¢ 
Universal service facilities ¢ Tough, forged 
front axles ¢ Extra-sturdy rear axles with 
pinion straddie-mounted on 3 large roller 
bearings, %-floating type in light duty 
units, full-floating in all others « 3 axle 
ratios available (2 in 1-ton unit) ¢ 2-speed 
axle available in heavy duty units at 
extra cost ¢ Powerful hydraulic brakes, 
large drums, cast braking surfaces ¢« 
Rugged 4-speed transmission with NEW 
internal reverse lock optional at extra cost 
on light duty units, standard on all others. 


FOR MORE GOOD REASONS 
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Co. Directors elected for a term of one 
year are: H. C. Benner, assistant traf- 
fic manager, Hamilton Watch Co.; S. B. 
Betz, manager, Motor Freight Express; 
and B. L. Rohrer, agent, Reading Co. 





The Traffic Club of Seattle held a 
luncheon meeting. April 15. John Jervis, 
Seattle Post-Intelligencer, spoke on ‘The 
Low Down on Veteran’s Problems.” 


The Tri-State Traffic Club held a per- 
fect shipping meeting, April 10, at the 
Ali Ghan Shrine Country Club, Cumber- 
land, Md. Joseph C. Colquitt, chairman, 
national classification committee, Amer- 
ican Trucking Associations, discussed 
some of the problems of shipping. Other 
speakers included, W. T. Bradburn, as- 
sistant freight claim agent, Baltimore 
& Ohio Railroad Co., Baltimore; and 
Leo H. Ley, traffic manager, Kelly- 
Springfield Tire Co. Peter J. Decker 
was in charge of meeting arrangements. 





The Buffalo Traffic Club held its reg- 
ular monthly meeting, April 15, at the 
Hotel Worth. The annual election of 
officers will be held on May 21. The 
nominating committee, consisting of Bob 
Loveland, Leo Blum, and Al Wheelock, 
have announced the condidates for the 
various offices. June 8 has been selected 
as the date for the annual picnic. It 
will be held at Walker’s Grove, Wil- 
liamsville, N. Y. 





The ‘Transportation Club. of Des 
Moines, Ia., will hold its annual May 
Day outing, May 21, at the Des Moines 
Golf and Country Club. C. W. Shep- 
pard, Santa Fe Railway, R. W. Christie, 
Minneapolis & St. Louis Railway, and 
John W. Hurst, National Carloading Co., 
are in charge of the arrangements. 

The Oklahoma City Transportation 
Club will hold a ladies night meeting, 
April 25, at the Biltmore Hotel. Jeff 
Williams, attorney,’ Chickasha, Okla., 
will be the guest speaker. 


The Traffic Club of New England will 
hold its regular monthly meeting, April 
23, at the Copley-Plaza Hotel. Ted V. 
Rodgers, president, American Trucking 
Associations, will be the guest speaker. 
Albert F. Ruby is in charge of the en- 
tertainment. The annual outing will be 
held at Beverly, Mass., June 25. 





The Transportation Club of Saint 
Paul held its weekly luncheon meeting, 
April 16, at the Hotel Lowry. Charles 
Mazey, supervising agent, U. S. Secret 
Service spoke on “Your Pocketbook.” 





The Transportation Club of Salt Lake 
City held a dinner meeting. April 19, 
at the Hotel Utah. Harold I. Price, 
claim agent, Bamberger Railroad Co., 
spoke on claim prevention. 


The Omaha Traffic Club held an edu- 
cation night meeting, April 18, at the 
Castle Hotel. The Reverend Frederick 
W. Clayton was guest speaker. 


The Traffic Club of Kansas City, Mo., 
will hold its spring dinner dance, May 
4, at the Hotel President. 


The Indianapolis Traffic Club will 
hold its spring dance April 27, at the 
Knights of Columbus Ball Room. 








The Pacific Traffic Association, San 
Francisco, held a railroad night meeting, 














April 10, at the Palace Hotel. Director 
J. Monroe Johnson, Office of Defense 
Transportation was the principal 
speaker. 





The Fort Wayne Transportation Club 
will hold its next regular meeting, April 
25, at the Log Cabin. 





The Oakland Traffic Club held a truck 
night meeting, April 16, at the Athens 
Athletic Club. Mr. Cohmert, chief ex- 
aminer, freight claim division, Associa- 
tion of American Railroads, Chicago, 
spoke on “Perfect Shipping Campaign.” 
Frank Himmelman, owner, Alta Freight 
& Transfer Company was chairman of 
the evening. 

The Traffic Club of New York will 
hold a noon day forum luncheon, April 
25, at the Hotel Biltmore. E. G. Plow- 
man, vice-president, traffic, United 
States Steel Corporation, Pittsburgh, 
will be the principal speaker. His sub- 
ject will be “Timely Traffic Topics.” The 
meeting will be conducted by W. E. A. 
Flanagan, second vice-president of the 
club. 

The Traffic Club of Minneapolis held 
its annual Easter nrogram, April 18, at 
the Hotel Nicollet. Robert N. Pearson 
directed a mixed chorus of 90 voices. 





Liability of carrier—Truck Moving Un- 
der Shipper’s Seals, but Breaking Bulk 
at Transfer Point 


New York.—Question: Some time ago 
our factory at Saginaw, Michigan made 


a truckload shipment destined to Cin- . 


cinnati. At that time, it so happened 
there was a temporary weight restric- 
tion so that only a limited quantity 
could be loaded in a given trailer. As a 
result, we loaded in the one trailer the 
maximum allowed weight, and the over- 
flow was loaded into another trailer. 
The two trailers were loaded by us un- 
der our seals, this making it a Shippers 
Load and Count. We admit this. 

Upon arrival at destination, and at the 
consignee’s platform the entire shipment 
was unloaded from the two bodies and 
put into production by the consignee. 
A check of the count revealed a short- 
age which was noted by the consignee. 
Claim was filed, and the carrier denied 
same, basing his refusal on the fact that 
it was a Shipper Load and Count. We 
agree that the burden of proof rests 
with us. 


However, upon further investigation, 
it was found that after the shipments 
had been loaded, the rule regarding 
maximum loading was eased with the 
result that the truckman took both 
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The meeting was sponsored by the 
Minneapolis & St. Louis Railway Co., 
and Milton C. R. Carlson was chairman 
for the day. On April 11, Frank M. Mad- 
den addressed the club on the subject 
of perfect shipping. 

The Traffic Club of St. Louis will hold 
a golf outing and dinner, April 23, at the 
Crystal Lake Country Club. R. L. 
Wyatt is chairman of the affair. 





The Birmingham Traffic and Trans- 
portation Club will hold its nineteenth 
annual spring golf outing, April 23, at 
the Roebuck Country Club. A. G. Lees 
is chairman of the committee. 


The Traffic Club of the New Haven, 
Conn., Chamber of Commerce will hold 
its first annual dinner since before the 
war, on May 15. In addition this meet- 
ing will also be known as Charlie Phil- 
lips night. The club will hold its an- 
nual outing on June 29. 

The Traffic Club of Norristown, Pa., 
held its regular monthly meeting, March 
28, at the Bungalow Inn, Jeffersonville, 
Pa. Flight Officer Pearl Cornioley, of 
the R. A. F., spoke on “The French 
Marquis in Sabotage Movements Dur- 
ing World War II.” 





trucks into his originating terminal at 
Saginaw, broke the seals and _ trans- 
ferred part of the overflow into the orig- 
inal truck and the shipment then moved 
on to destination. He insists that a strict 
count was given and has supporting 
affidavits by the drivers and the term- 
inal manager to this effect. 


Our contention is that since the seals 
were broken while in transit, and since 
a part of the load was physically re- 
moved from one body into another, and 
that since we were not advised of the 
transfer, or of the shortage until after 
the trucks had been unloaded at destina- 
tion, the carrier is responsible for the 


resulting shortage reported by the con- | 


signee. Had he reported to us at the 
time of transfer, our representative 
could have been there in 10 minutes to 
check. We received no advice and 
naturally, assumed the shipment would 
move through without transfer and un- 
der the original seals. 

Therefore, we are deadlocked with the 
carrier insisting we are responsible un- 
der the Shippers Load and Count and 
that he is not liable. We insist that 
since the inventory records do not re- 


veal any indication of short loading } 


and since the seals were broken and 
the shipment transferred without our 
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WANT TO DO YOUR EMPLOYEES AND 
STAFF MEMBERS A FAVOR? 


The College of Advanced Traffic, Chicago, 
Illinois—the Educational Division of the 
Traffic Service Corporation, publishers of 
Traffic World, has just published a new cata- 
logue entitled, “College Training in Transpor- 
tation and Traffic Management.” You probably 
could do members of your staff or your em- 
ployees a favor by seeing that a copy of this 
booklet is placed in their hands. __ 


The. contents of the booklet should be of 
interest to anyone who wishes to advance in 
the field by broadening his professional back- 
ground and becoming better prepared for ad- 
vancement. Subjects discussed in the booklet 
have to do with: the importance of transporta- 
tion in the scheme of business; careers in trans- 
portation and traffic management; information 
on transportation and traffic management 


training. 


FILL IN AND MAIL TODAY 





There can be a two-fold interest in this 
booklet. First, in cases within proximity of 
Chicago’s loop where the College of Advanced 
Traffic is located. Secondly, as helpful infor- 
mation in connection with organization a local 
College Traffic Club Study Group—the basis 
of which is the same educational material used 
in teaching College of Advanced Traffic resi- 
dent classes. 


Co----------- 


College of Advanced Traffic 


14 East Jackson Boulevard 
Chicago, Illinois 


Management.” 


\ paper. Thank you. 
SE TaN ae a 


Educational Division of The Traffic Service Corporation 


You can mail me ........ copies of your new catalogue 
entitled, “College Training in Transportation and Traffic 


BE TOs i 0:06:5:0:0'6.5:0:0.0:5:0.0.0.05050:0000.0 0005 0100.000008'06600000800000000000008 


E DEUS TOs a oinecccc0ccccccsencencsecescesceteeseesses TRAFFIC CLUB 


If you prefer to have us mail the booklets to individuals instead of mailing 
them in bulk to you, please list names and addresses on separate sheet of 
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supervision or knowledge, the carrier is 
responsible. 


Do you know of any cases governing 
the above and can you give us advice 
regarding same. 


Answer: A shipper showing a de- 
livery of goods to a carrier, and that 
they were not delivered, makes out a 
prima facie case against the carrier en- 
titling him to damages for loss and to 
avoid such damages the burden is on 
the carrier to prove its freedom from 
liability. 


When a shipper’s load and count nota- 
tion is placed on a bill of lading by the 
carrier, the receipt given by the carrier, 
as evidenced by the issuance of the bill 
of lading, is a qualified one and it be- 
comes a matter of proof, when suit is 
brought by the shipper, as to whether 
the amount specified in the bill of lading 
was actually loaded. When it has been 
shown that a lesser amount was de- 
livered at destination, the fact that the 
loading and counting was done by the 
shipper without supervision or check by 
the carrier necessarily places upon the 
shipper the burden of showing that the 
amount stated in the bill of lading was 
in fact loaded into the car. 


We can locate no decisions in which 
the question you raise has been con- 
sidered. In a recent case, Stella Cheese 
Co. vs. Chicago St. P. M. & O. Ry. Co., 
21 N. W. 2d 655, the Court said: 


The plaintiff contends that the bil) of lad- 
ing issued by the railway company is itself 
prima facie evidence of the receipt for ship- 
ment of the amount of goods stated therein, 
and that introducing the bill threw upon the 
defendant the burden of producing evidence 
to show that the amount stated was not in 
fact received. We can not sustain this con- 
tention. The shipment being in interstate 
commerce, the Federal Acts, 49 U.S.C.A. 
Secs. 101 and 102, govern. The instant bill 
contains the notation ‘‘Shipper’s Load and 
Count.’’ Sec. 101 authorizes this recital. The 
Federal decisions of course govern the con- 
struction of the statutes. There are many to 
the effect that the carrier is not bound by 
the recitals as to the amount of goods 1e- 
ceived, but no Federal court decision is cited 
to us and we find none to the precise point 
whether the burden of proof is on the shipper 
to show the amount actually loaded into the 
car. There is, however, an Interstate Commerce 
Commission decision, Louisiana State Rice 
Milling Co. vs. Morgan’s Louisiana & Texas 
R. & S. S. Co., 34 I.C.C. 511, where it is stated 
that the statute ‘‘has the effect of placing the 
burden upon the shipper who loads .. . to 
prove that the amount specified was loaded 
and that a less amount was taken out of the 
ear by the consignee.’’ While this is not a 
court decision we think it is of more weight 
in determining proper statutory construction 
than any state court decision, and we see no 
point in citing such decisions which are both 
pro and con. Par. 8 of the syllabi to Stroh- 
meyer & Arpe Co. vs. American Line S. S. 
Corporation, ete. 2 Cir., 97 F. 2d 360, is to 
the effect that as between consignor and the 
earrier recitals in the bill of lading as to 
goods shipped raise a rebuttable presumption 
that ‘‘such. goods’’ were delivered for ship- 
ment. It is stated in the opinion that ‘‘It 
(the bill of lading) imports a receipt of goods 
to be transported ... but it extends only to 
goods actually received. .. . Parol evidence is 
admissible to show that only part of the 
shipment was received and the missing cases 
were never received.’’ This seems to support 
the conclusion of the I.C.C. 


We are of the opinion that even 
though the goods were transferred by 
the carrier while in transit, the burden 
of proof imposed by the shippers load 
and count notation still exists, although 
the fact of the transfer of the goods by 
the carrier would be of evidential value 
in determining the liability of carrier 


Bills of Lading—Nature of—Receipt for 
Quantity of Goods 


Kentucky.—Question: We would like 
to have your opinion on the extent of 
the carriers’ liability in the case of.a 
claim for shortage of an entire shipping 
package. 

The investigation of the claim de- 
veloped that the contents of the pack- 
age, as invoiced and for which claim has 
been filed, would have weighed twenty 
four pounds. However, the bill of lading 
listed the package as weighing only 
eight pounds. 

We contend that the carriers’ liability 
is for only the amount shown on the bill 
of lading as having been shipped, but 
the claimant contends that the article 
is not sold by the pound and although 
admitting that the articles missing would 
actually weigh much more than the bill 
of lading weight, that that weight was 
an error, and that we are responsible 
for the full amount invoiced. 

Please let us know if there have been 
any previous decisions on like situations 
or if carriers’ liability in such cases has 
ever been established. 

Answer: A bill of lading is twofold 
in its character; it is a receipt as to the 
quantity and description of the goods 
shipped, and a contract to transport and 
deliver the goods to the consignee, or 
other person therein designated on the 
terms specified in such instrument. It is 
a mere receipt in so far as it admits the 
quantity, quality, or condition of the 
goods at the time they were delivered 
to the initial carrier constituting as be- 
tween the parties an admission not 
necessarily conclusive, but subject to ex- 
planation, (Lewis Poultry Co. vs. New 
York Cent. R. Co., 105 Atl. 109: L. L. 
Cohen & Co. vs. Davis, 142 N. E. 75). 


A bill of lading, as between the parties 
thereto, and their privies, is prima facie 
evidence of the kind and quantity of the 
goods delivered to the carrier. 


As a bill of lading is a mere receipt 
as to the quantity delivered to the car- 
rier, if the shipper can prove that goods 
in an amount greater than that stated 
in the bill of lading were delivered to 
the carrier for transportation, recovery 
for the value of the additional amount 
may be had. 


Routing and Misrouting—Motor Carrier 
—lInterstate and Intrastate Routes 


lowa.—Question: We have filed a 
claim for one of our clients for over- 
charges on shipments moving via motor 
carrier from Davenport, Iowa to Mason 
City, Iowa, on which the carrier has ap- 
plied the higher interstate rate because 
in their operation the shipments are 
taken to Moline, Illinois for consolida- 
— etc., at their Moline, Illinois Term- 
inal. 


This carrier maintains intrastate rights 
between Davenport, Iowa and Mason 
City, Iowa, and while Moline, Ill. is the 
closest location they have for the as- 
sembling and distribution of freight in 
the Tri-Cities Area, we take the posi- 
tion that because they do maintain 
‘fntrastate” rights between Davenport 
and Mason City, their handling of the 
shipments into Moline results in mis- 
routing and that the shipper is entitled to 
the lower “intrastate” rate which is in 
effect. 


Will you kindly advise which rate in 
your opinion is lawfully applicable ? 

Answer: The matter of transporting 
shipments via a higher rated interstate 
route, instead of a lower rated intrastate 
route was considered by the Commission 
in Docket MC-C-407, The Great Atlantic 
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& Pacific Tea Company vs. Ontario 
Freight Lines Corp. (Mimeographed), 
decided March 12, 1946. 

In this case the Commission held that 
the practice of the defendant motor 
common carrier in transporting ship- 
ments of groceries over its local inter- 
state routes, instead of over its lower- 
rated local intrastate routes, was unjust 
and unreasonable. 


Regarding misrouting, the Commission 
therein said: 


The defendant is authorized to operate be- 
tween Brooklyn and other points in the State 
of New York over both interstate and intra- 
state routes. From May 26, 1943, to January 
4, 1944, a large number of truckload ship- 
ments of groceries were tendered to the de- 
fendant at Brooklyn by the complainant for 
transportation to itself at Syracuse. Most of 
the shipments were unrouted, but intrastate 
routing was specified for some. 

In view of our findings herein, it is unneces- 
sary to consider the effect of defendant’s ac- 
ceptance of shipments under specific routing 
instructions. Compare T. & M. Transp. Co. v. 
S. W. Shattuck Chemical Co., 148 F. 2d 1777, 
wherein it is stated that if an interstate 
motor carrier promises to select the cheapest 
available rate and route and to ship the mer- 
chandise accordingly, and fails to do so, it is 
liable to the shipper in damages for the dif- 
ference between the rate charged and the 
cheapest applicable and available rate. 


The defendant transported all of the ship- 
ments over its local interstate routes through 
New Jersey. During the period in which 
these shipments moved, the defendant’s intra- 
state truckload rates from Brooklyn to Syia- 
cuse on groceries, minimum 30,000 pounds, 
were 30 cents to and including January «2, 
1944, and 31 cents thereafter. Its correspond- 
ing interstate rates, minimum 23,000 pounds, 
were 34 cents to and including October 3, 
1943, and 35 cents thereafter. Upon delivery 
of the shipments the defendant presented 
freight bills based on its interstate rates. 
Complainant paid charges on some of the 
shipments at the lower intrastate rates, 
whereupon bills for undercharges were pre- 
sented by defendant. On other shipments, 
complainant’s offers of payment at the intra- 
state rates were declined, and the entire 
charges on those shipments are outstanding. 
The defendant continued to demand payment 
at the interstate rates and has instituted pro- 
ceedings in court against the complainant for 
the unpaid charges. That suit, which is 
pending, prompted the complainant to file 
this complaint. The reasonableness of the 
interstate rates as such is not assailed. 


Misrouting is an unreasonable practice. 
Woodbury Lumber Co. vy. Director General, 
57 I.C.C. 324. Thus, while the defendant must 
under section 217 (b) observe its tariff rates 
maintained over the route of movement, it 
must also observe just and reasonable routing 
practices. This latter duty arises under the 
provisions of part II relating to reasonable- 
ness, and is not affected by the fact that that 
part does not specifically grant to shippers 
the right to designate the routes by which 
their property shall be transported by motor 
common carriers. Long prior to the time 
when shippers were specifically granted that 
right on shipments by railroads, in the Mann- 
Elkins Act of June 18, 1910, now embodied 
in section 15(8) of part I of the Interstate 
Commerce Act, it was found in a number of 
proceedings before the Commission that 
where no routing instructions were given to 
common carriers by railroad by the shipper 
for the movement of his property, the carrier 
should select the route which would be best 
and least expensive for the shipper. See 
Pankey v. Richmond & D. R. Co., 3 I.C.C. 
658; Germain Co. v. New Orleans & N. E. R. 
Co., 17 I.C.C. 22. The duty of the carrier to 
use the cheaper route, however, is not an 
absolute one. If, all things considered, it 
would be unreasonable to transport by the 
cheaper route, the carrier is not compelled 
to do so. Northern Pac. Ry. Co. v. Solum, 
247 U. S. 477, 482. The purpose of the com- 
plaint, therefore, as indicated by the plead- 
ings and the evidence, is to obtain an ad- 
ministrative determination by us concerning 
the alleged unreasonable practice of the de 
fendant in misrouting the described ship- 
ments. The motion to dismiss is overruled. 
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routing spected before being allowed to speed on. Such care is just another eres mae © Sate te. 
ider the . . . 

sonable- one of the features which the P. & P. U. Ry. offers to shippers twenty- Se ree Se ® 8 
ee or ae day. Chicago, Rock Island & Pacific Ry. 
. oo ; Illinois Terminal R. R. 

he time Fast interchange has been our policy for years—we can help you 
ited that © © * . e e 
1e Mann- deliver the goods quickly and safely. For detailed information, write 
coo to E. F. Stock, Traffic M Union Station, Peoria, Iinoi 
nterstate » B. , c Manager, Union Station, Peoria, Illinois. Peoria Terminal Railroad 
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major trunk lines converge on Peoria, Illinois. Chicago & North Western Ry. 


Inland Waterways Corp. 
Minneapolis & St. Louis R. R. 
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SALARY or TRAFFIC 
INCREASES MEN 


How men in routine traffic work have increased 
their earning power through expert training. 


liced by men of thorough training—offers 
very substantial opportunities. The Traffic 
Manager who is really skilled in the tech- 
nique of his profession commands a large 
salary and high standing in his company 


ing, quicker deliveries, and in scores of 
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LYON COVERS THE WEST COAST 


If the consignment is to any point in California, 
Oregon or Washington, specify Lyon. Offices in San 
Diego, Los Angeles, Fresno, Sacramento, San Fran- 
cisco, Portland, Tacoma, Seattle. Member of Ameri- 


can Warehousemen’s 
37 years 


of service 






Association, National 
Furniture Warehouse- (/7 
men’s Association and 
Allied Vans. 


MAIN OFFICES: 
LOS ANGELES, CALIF. 


REAL TRAINED | A. T. A. Weighing and Inspection 


Bureau Heads Meet in Chicago 


Every traffic employee today should real- _ tion of branches, warehouses, new plants, 
ize that Traffic Management—as prac- and additional sources of raw material. 
His intelligent handling of cases before 
the Interstate Commerce Commission 
often results in economies for his em- 
ployer running into the tens of thousands 
because his work affects vitally the most of dollars. Our rg 48-page book, 
intimate elements of the business. p ee 
: e 1e comple Ae Fs - 

aan ek dale, ban peten. road employee should read this book. Send 
: for it today. Learn how LaSalle home-study 

costs, prevention of losses, better pack- training in Traffic Management has helped 
: many men up to the bigger-pay traffic posi- 
other ways he effects enormous savings . tions. Write us today for all the facts. Your 


for his employer. He is consulted on loca- inquiry will not obligate you in the slightest. 


LASALLE EXTENSION UNIVERSITY A Correspondence Institution 


417 South Dearborn Street Dept. 495-TA Chicago 5, Illinois 
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Motor freight bureaus report on organization and | °°°°?* 


me _ z = reasons, | 
functioning. Adopt rules of procedure for settling dis- fill a di 
agreements on classification matters, and reciprocity ies te 


the prope 













The American Trucking’ Associations, Inc., on the morning 


of April 14 opened five-days of meetings at the Drake Hotel, Fa th 
Chicago, with a meeting of officials of weighing and inspection Jj; too in 
bureaus and executives of motor freight associations and bu- 6. Ne 
reaus. A. F. Mathews, of the Consolidated Freight Co., Sagi- Jager, °F | 
naw, Mich., chairman, and head of the weighing and inspection 98 ‘° 
sub-committee of the A. T. A. national traffic committee, in gl" in\ 
opening the meeting, announced it was the first gathering of Te ativen 
motor freight weighing and inspection bureaus to be held. manager. 


Following reports on the organization and functioning of 
such bureaus in Chicago, St. Louis, Detroit, the Middle At- 
lantic states, Kansas City, and Portland, Ore., a discussion was 
held on reciprocal relations and cooperation among the various 
bureaus. which tl 

It was the consensus of weighing bureau officials that the It v 
scale situation in the industry was deplorable, with carriers fof the « 
continuing to ignore pleas to obtain and use scales, resulting carriers 
in a loss of carrier revenue of 10 per cent through short fing of 1 
weights. or desir 

John Strickler, head of the weighing and inspection bureau 
of the Central Motor Freight Association, Chicago, stated that 
since last September, when his bureau was organized, it had Sout! 
been found that not less than 10 per cent of less truckload * 
shipments were inaccurately described or misclassified. The Raise 
bureau is supported by approximately 170 members in Chicago, , 
and is financed on a basis of dues based on gross revenue of Sout 
the carriers, with the C. M. F. A. underwriting the slight deficit | with 
incurred in the initial period, he said. crea 

The weighing and inspection bureau at Detroit, it was re- 
ported, was the first such bureau to be organized. During the to 
month of November, this bureau wrote 297 letters concerning Says 
inspection and weighing, and sent out numerous bulletins to ally 
carriers and shippers. Daily from two to five shippers enter ern | 
the office with inquiries. Since establishment of the bureau, | 
shippers are making greater efforts to use correct descriptions. Th 
One carrier reported that the bureau, in 1945, had recovered 


The 
bureau — 
a seconc 


notice 1 
for him $23,000, and other carriers reported savings of motor « 
$8-$12,000, said Carl Hollichek, of Detroit. He called attention fio brin 


to the fact that, since the end of the war, some manufacturers | mately 
are making commodities from different and heavier materials, § that th 
yet shipping at the old weights. Though the Michigan W. I. B. 


On 
does not solicit membership outside the state, two carriers fon inte 
from other states have become associate members, he said, and append 
the bureau is often called upon to aid terminal managers in fan incr 


Indiana or Ohio. per 10( 

Dabney Waring, manager of the Middle Atlantic States fcent w 
Motor Carrier Conference, stated that the W. I. B. in that area fof 2,00 
had agents in New York, Philadelphia, and Washington-Balti- Th 
more, and that shippers had been most cooperative. 


; ferent 
Several speakers called attention to the problem of govern- [March 
ment surplus material, such as sheet aluminum, tools, ma- [the no 
chinery, furniture, bearings, and clothing, which is often offered storage 


for shipment as scrap or rags. ices, in 


E. J. Barry, general manager of the Pacific Inland Tariff }the Ne 
Bureau, at Portland, Ore., said that the W. I. B. in that area 


has paid for itself five times over, in the correction of weights me 
alone. The W. I. B. has weight agreements only with those 196 pv 
firms shipping merchandise in standard packages, said he. =. 


Carl Jackson, of the A. T. A. staff, Washington, D. C., » gre 
reported for those inspection bureaus not represented at the necess 
meeting. He suggested that often it was possible for W. I. B. based 
inspectors to carry on claim prevention work, such as checking Jy 1, 
on containers, interior packing, labeling and bad handling where 
practices. 


Rules of Procedure Adopted ny 

Following a discussion of cooperation among the various [(lass ; 
bureaus, it was unanimously voted to adopt the following rules }Territ 
of procedure between the weighing and inspection bureaus and |showe 
the A. T. A. National Classification Board: 

1. In cases where there is obviously only one answer, especially Likeys 
in those instances where the request for interpretation comes from the § 
someone who is believed to be inexperienced in classification and tariff bei ( 
matters, weighing and inspection bureau managers will give what in eing 
their judgment is the proper interpretation of the classification, sending cent f 
a copy of their views to the National Classification Board together with §- 
all available facts. 

2. Where reasonable doubt exists as to the correct interpretation R 
of the classification, especially where the inquiry comes from someone fstudie 
known to be versed in classification and tariff matters, bureau managelS funder 
will submit the question to the National Classification Board together to the 
with their views and all available facts. 

3. If, in either instance outlined above, the broad feels that 4 
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juwreau. Manager has erred in his interpretation, the board shall so 
inform the bureau manager, stating its interpretation of the classifica- 
tion and its reasons therefor. 

4. If a bureau manager disagrees with the board and is unwilling 
to accept its views, he shall so advise the board, together with his 
reasons, and the board shall further consider the matter. If there is 
still a difference of opinion, the board may submit the question and 
the opposing views, together with the facts, to the Director of Traffic 
of the Interstate Commerce Commission for his informal ruling as to 
the proper application of the classification. 

5. Neither fhe board nor bureau managers shall be compelled to 
accept the informal view of the Commission if it is felt that the matter 
js too important to be settled informally. 

6. Nothing herein shall prevent either the board or a bureau man- 
ager, or the board and a bureau manager jointly from informally seek- 
ing the views of any or all of the rail classification committees as to 
their interpretation of any rule, note or item in their rail classification 
corresponding to the rule, note or item in the National Motor Freight 
Classification under discussion between the board and any bureau 
manager. 


The meeting also voted that one weighing and inspection 
bureau will not make an inspection for a carrier belonging to 
asecond bureau, except at the request of the second bureau in 
which the carrier holds membership. 

It was further agreed that each bureau will keep a record 
of the out-of-pocket expenses incurred in such inspections for 
carriers belonging to other bureaus, and that at the next meet- 
ing of the bureaus it will be decided whether it is necessary 
or desirable to charge a set fee for such inspections. 





Southern Motor Carriers to 





Raise Small Shipment Rates 


Southern Motor Carriers Rate Conference files notice 
with Office of Price Administration of 20 per cent in- 
crease up to 2,000 pounds and 10 per cent from 2,000 
pounds to 5,000 pounds, with maximum proposed. 
Says similar proposal will be published interterritori- 
ally between south and north by Central and South- 





ern Motor Freight Association 


The Southern Motor Carriers Rate Conference has filed 
notice with the Office of Price Administration of an increase in 
motor carrier rates for shipments up to 5,000 pounds, expected 
to bring the operating ratio of southern carriers to approxi- 


mately 96, provided there is no further increase in expenses and | 


that the tonnage handled is approximately.the same as in 1945. 

On intraterritorial traffic (between points in the south) and 
on interterritorial traffic (between the south and the east), an 
appendix to the notice said the tariffs would generally reflect 
an increase of 20 per cent, with a maximum increase of 20 cents 
per 100 pounds, on shipments up to 2,000 pounds; and 10 per 
cent with a maximum of 10 cents per 100 pounds, on shipments 
of 2,000 pounds to 5,000 pounds. 

The usual rule for alternation of shipments subject to dif- 
ferent weights would be provided, and an expiration date of 
March 31, 1947, would be observed, it was said. According to 
the notice, no changes are to be made in the C. O. D. charges, 
storage charges, stopping in transit and other accessorial serv- 
ices, in the minimum charge rules as presently published, or in 
the New York district terminal tariff. 


“The studies which have been made indicate that the in- 
crease here involved will amount to a net increase of less than 
7.26 per cent,” said the conference. “This does not take into 
consideration the fact that between one and two per cent of 
the increase will be taken up immediately by reason of the 
necessity for alternation of charges due to the varying increases 
based on weight brackets named, not only on shipments of one 
or more commodities rated the same but in mixed’ shipments 
where commodities are rated differently.” 


The appendix referred to a consolidated summary of three 
days’ shipments moving wholly within Southern Territory on 
Class and commodity rates and between Southern and Official 
Territory on class and commodity rates. It said this study 
showed that 33.24 per cent of the revenue from traffic. within 
Southern Territory was on shipments up to 1,999 pounds, and 
16.5 per cent on shipments from 2,000 pounds to 4,999 pounds. 
Likewise, it said, almost the same condition existed between 
the South and Official Territory, 33.06 per cent of the revenue 
being obtained from traffic up to 1,999 pounds and 19.28 per 
cent from 2,000 pounds to 4,999 pounds. 


Terminal Cost Increases 


Referring to terminal costs, the conference said that cost 
Studies showed that, generally speaking, shipments weighing 
under 5,000 pounds were handled at an out-of-pocket loss, due 
to the fact that there had been a tremendous increase in the 
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Opportunity for Indushy 


The western territory served by Union Pacific is rich in 
countless raw materials required by industry; has power 
and other necessary facilities; has a high type of native- 
born labor. Here lies the opportunity for industry to 
build and expand. 


Among the principal industrial tracts owned or served 
by Union Pacific are those located in, or near by, the 
following cities: 


Omaha, Neb. . Ogden, Utah 
Council Bluffs, Iowa Portland, Oregon 
St. Joseph, Mo. Seattle, Wash. 
Kansas City, Mo.-Kans. Tacoma, Wash. 
(Fairfax District) Spokane, Wash. 
Denver, Colo. Los Angeles, Cal. 
Salt Lake City, Utah Long Beach, Cal. 


As the map shows, all these cities are located on the 
main lines of the Union Pacific Railroad. 


The circles on the map indicate 500-mile distribution 
areas. In normal times, Union Pacific operates a fast, 
merchandise freight (L. C. L.) service within these short- 
haul areas, with door-to-door pick up and delivery service. 


These industrial properties are improved and occupied 
by many diversified manufacturing and commercial 
enterprises. Necessary utilities are available and each 
tract is served by adequate industrial trackage. When- 
ever required, additional trackage can be provided. 


You are cordially invited to write W. H. HULSIZER, 
General Manager of Properties, Union Pacific Railroad, 
Omaha 2, Nebraska, regarding industrial districts in ter- 
ritory served by Union Pacific. 


be Specific - 
say Union Pacific’ 





The Progressive ae 
. UNION PACIFIC RAILROAD 
The Strategic Middle Route 








KNOW HOW 


OF 25,000 COURTEOUS, 


EFFICIENT EMPLOYEES IS BACK 


OF EVERY SHIPMENT 
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ALCOA STEAMSHIP COMPANY, INC. 


serving 


BERMUDA 
VIRGIN ISLANDS TRINIDAD 
DOMINICAN REPUBLIC HAITI 


BRITISH, FRENCH and NETHERLANDS 
WEST INDIES 
BRITISH, FRENCH and NETHERLANDS 
GUIANAS and VENEZUELA 


For particulars apply 


ALCOA STEAMSHIP COMPANY, INC. 
240 Conway Bldg., Chicago 2 Randolph 4730 


NORFOLK 10, VA.: 621 Citizens Bank Bldg. 
BALTIMORE 2, MD.: 710 Garrett Bldg. 
NEW ORLEANS 12, LA.: 1512 Amer. Bank Bldg. 
MOBILE 9, ALA.: 600 North Commerce St. 
NEW YORK 17. N. Y.: 17 Battery Place ‘3 
MONTREAL, CAN.: 276 St. James St. West 
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terminal expenses of the carriers in the past few years. A 
comparison of 37 Class I carriers for the years 1940 and 1945 
indicated that the terminal expenses increased 146.4 per cent, 
it added. 

The conference said similar proposal had been adopted on 
traffic moving interterritorially between the south and the 
north, to be published in tariffs of the Central and Southern 
Motor Freight Tariff Association. 


1945 Ratio Was 101 


Quarterly reports filed with the Commission in 1945 by 75 
Class I motor carriers indicated, it said, that 54 out of 75 car- 
riers operated at a deficit in the last quarter of 1945. There 
were 30 out of the 75 Class I carriers operating at a deficit 
for the entire year, 1945, compared with 19 for 1944, it said. 

“There has been a steady increase in the operating ratio 
from 98.5 in the first quarter to 106.1 for the fourth quarter,” 
the conference said. ‘The ratio for the year was 101. Based 
on information that has been compiled, it is expected that this 
high ratio will continue into 1946. Further study indicates that 
the operating revenues (based on a study of 37 Class I car- 
riers) have increased 96.7 per cent over 1940 and the expenses, 
106.4 per cent. The tonnage has been increased 67.5 per cent. 
The revenues for 1945, of course, include the addition of the 
6 and 4 per cent increases and also the increase in the minimum 
charge which became effective May 25, 1945.” 

The conference told the O. P. A. the increased rates or 
charges were shown in Supplement 30 to Southern Motor Car- 
riers Rate Conference tariff 15-C (Georgia-Florida), MF-I. C. 
C. 320, filed with the Commission to become effective May 2. 
This was the first supplement filed containing the general in- 
crease and as soon as the last supplement was filed, it would 
give complete reference to all tariffs involved, said the con- 
ference. 

In some cases, it said, because of the highly competitive na- 
ture of the traffic, its large volume of movement, or other rea- 
sons, the carriers had decided not to adopt the increases on cer- 
tain commodities. On the other hand, it said, a few carriers 
who had not previously adopted the 4 per cent increase had 
concluded now to accept it in addition to the increase as “‘other- 
wise referred to herein.” 


WHITE TRUCK SERVICE PLAN INSPECTED 

Lon A. Fleener, manager of the wholesale division of the 
White Motor Co., has just completed a 45-day inspection tour 
of the middle and far west, discussing service plans with dis- 
tributors, dealers and operators. Mr. Fleener inspected build- 
ings, tools, equipment, and other facilities, and ‘made sug- 
gestions to the end that all service set-ups would adequately 
represent truck headquarters,” said the company. Mr. Fleener 
said that in most cities where White distributors are located, 
new buildings had been built or were under construction, or 
existing quarters were being modernized. 


DAVIDSON TRANSFER’S FIFTIETH ANNIVERSARY 

The Davidson Transfer & Storage Co., of Baltimore, Md., 
this year celebrates its fiftieth anniversary, the firm having 
been founded in 1896 by I. W. Davidson. The company, with 
360 units and operating rights in 26 states and the District of 
Columbia, has pioneered many aspects of the motor freight 
industry. Seven of Mr. Davidson’s eight sons grew up to enter 
— the eighth son, a physician, serving as company 

octor 


FRUEHAUF MAINTENANCE-PARTS MANUAL 

Fruehauf Trailer Co. is supplying its factory branches with 
a new 32-page maintenance manual and parts catalog covering 
the Fruehauf ‘Model 5” trailer, to be distributed to present 
owners and new purchasers. The new catalog, similar to the 
company’s military instruction manuals furnished the Army and 
Navy, is one of a series Fruehauf will issue ae the com- 
plete line. 


CHEVROLET NATIONAL FLEET DEPARTMENT 

A new national fleet department, the largest and most 
comprehensive in the history of the organization, has been 
established by the Chevrolet Motor Division of General Motors 
Corporations Ray C. Meddagh has been appointed managers of 
the department. J. W. Thayer and York R. F. Giddey have 
been named assistant managers for sales, and H. M. Page, 
assistant manager in charge of service, engineering and train- 
ing. 


BEKINS SHIP GIANT GERANIUM 

The biggest geranium in southern California—a plant over 

13 feet tall, growing in the San Fernando—was recently packed 
and expressed in a specially built crate by Bekins Van & Stor- 
age Company’s Hollywood office. The plant was shipped t0 
Mrs. Lillian P. Budd, of Geneva, Ill., who wanted to prove to 4 
group of college professors that king-size geraniums grow in 
her native state of California. 
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M. C. Investigates Carloading 
Rates at Calif. Ports 


The Maritime Commission, on its own motion, has ordered 
an investigation in No. 651, Carloading at Southern California 
vorts, involving the lawfulness of a proposed agreement, No. 
1576, between companies members of the Master Contracting 
Stevedores Association of Southern California, just filed with 
the Commission for approval. A hearing has been scheduled 
for May 6, in Los Angeles, Calif., at 10 a. m., Pacific standard 
time, before Examiner Robert Furness, at an address to be 
designated. 

Respondents listed by the commission were: Pope & Tal- 
pot, Inc., McCormick Steamship Division, Marine Terminais 
Corporation (of Los Angeles); Crescent Wharf & Warehouse 
Co., Metropolitan Stevedore Co., Long Beach Terminals Co., 
Associated Banning Co. Matson Terminals, Inc., Outer Harbor 
Dock & Wharf Co., and Seaboard Stevedoring Corporation. 

According to agreement No. 7576, its purposes were to pro- 
mote fair and honorable business practice amng the parties in 
the conduct of operations involving the performance of carload- 
ing and car unloading and accessorial services therewith at 
docks and marine terminals in southern California in connection 
with common carriers by water, in order to avoid any uncer- 
tainty concerning prevailing rates and to bring about uniformity 
of treatment to carriers and members of the shipping public 
availing themselves of the service of the association members. 

The agreement said the association would maintain a tariff 
publishing bureau known as “Southern California Carloading 
Tariff Bureau.” 

The Maritime Commission also said it had received from 
the Los Angeles Steamship Association, the membership of 
which included most of the respondents listed in No. 651, ask- 
ing that agreement No. 7545 be cancelled effective concurrently 
with the commission’s approval of agreement No. 7576, Master 
Contracting Stevedores Association of Southern California. 


W. S. A. Adopts New Policy for 
Vessel Assignments 


The War Shipping Administration has announced the adop- 
tion of a new policy governing vessel assignments and agency 
terminations. 

Granville Conway, acting war shipping administrator, said 
that no further assignments of dry cargo vessels would be 
made to operators as W. S. A. general agents unless they 
could establish eligibility under one of the following conditions: 


1. Ownership and operation of American flag vessels of 1,500 gross 
tons or over as of September 1, 1939. Any general agent eligible under 
this requirement but no longer owning and operating such vessels 


must make early provision to acquire American vessels to continue 
eligible. 


2. Ownership and operation of American flag vessels as of March 
8, 1946. Continued ownership and operation of such vessels will be 
required to retain eligibility. 


3. Ownership and operation of American flag vessels acquired sub- 


sequent to March 8, 1946, under the terms of the ship sales act of 1946, 
or otherwise. 


Vessels now under assignment to operators not eligible 
under these. conditions would gradually be withdrawn, con- 
sistent with operational requirements, looking towards early 
liquidation of contracts and agreements, Mr. Conway said. After 
the program got under way such vessels not sold or chartered 
and required in operation would be re-allocated to operators 
qualified as general agents under the new policy, said he. 

The W. S. A. said establishment of eligibility under the 
New requirements did not insure assignment of additional ves- 
sels to general agents, nor did the acquisition of vessels by 
companies not presently designated as general agents imply 
tligibility for such .designation. Careful consideration would 
be given to the activities of general agents concerning owner- 
ship, agency representation or solicitation of cargo for foreign 
flag vessels, said the W. S. A. on 

An announcement concerning tanker allocations and future 
Operations would be issued shortly, said the W. S. A. 


W. S. A. INTERIM SHIP CHARTER POLICY 


_ To implement the policy governing interim chartering of 
ships the War Shipping Administration has announced that it 
Will receive on and after April 15, applications for interim 
bareboat charters of vessels for delivery on or after April 22. 
Basic charter rates for standard vessels as stated in the an- 
nhouncement of March 6, would be revised to provide a rate 
approximating the mean between the adjusted statutory sales 
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In the Heart of Americ 
and Its Trade Territory” 


Complete service for merchan- 
dise shippers into this capital of 
the great Southwest. We act as 
your traffic, freight and warehous- 
ing department. Pool car unload- 
ing and forwarding. Convenient to 
all freight terminals. Private 12- 


car switch tracks. Write for full 
uetails, 


MEMBER OF 
American Chain of Warehouses, Inc. 


NEW YORK OFFICE 
Phones: Plaza 3-1234, 3-1235 


CHICAGO OFFICE 
Phone: Harrison 1496 


ADAMS -TRANSFER & STORAGE CO. 





228-234 W. 4th ST. KANSAS CITY, MO. 


Send for Sailing Schedules 


Ask to have your name placed on 
our sailing schedule list . . . which 
gives departures and arrivals of ships 
at our various ports of call. 
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price and the floor price as fixed by the U. S. M. C., said the 
W. S. A. It added: 


Applications for interim bareboat charter should be sent by letter 
to director of allocations, W. S. A., Washington, and should contain 
principal details of proposals such as type of vessel, port or range 
of ports in the U. S. for acceptance of delivery, proposed date or 
range of dates for such delivery, proposed voyage trading area, type 
of cargo, and type of operation, name'y whether on general cargo 
berth service or on full bulk cargo voyage charter basis. 


W. S. A. RETURNS 600 CHARTER SHIPS 


Almost 600 vessels that have been under charter to the 
War Shipping Administration have been returned to their 
owners, the \/. S. A. has announced. 

Latest report of the W. S. A. division of redelivery of char- 
tered vessels showed that 331 tankers, 241 dry-cargo ships, six 
passenger vessels, three barges and one cable ship had been re- 
leased from government control, said the W. S. A. It said a 
preponderance of redelivered tankers was due to the fact that 
roturn in volume of these vessels began last October as a result 
of action by the United Maritime Authority, which controlled 
the wartime shipping pool of the Allies. W. S. A. added: 


Among the vessels recently turned back to their owners was the 
S.S. Admiral Halstead, property of the Pacific Mail Steamship Co., 
San Francisco, whose heroic crew ran their ship past Jap raiders and 
into embatt'ed Darwin, Australia, early in the Pacific war for nine 
successive nights, delivering sorely needed gasoline to the defenders. 

Another recently redelivered ship was the S.S. Alcoa Pioneer, 
owned by the Alcoa Steamship Co., Inc., New York, which was saved 
from destruction during violent attacks by Jap planes off Leyte by 
heroism of the merchant crew and navy gunners. Bombs from one 
plane fe'l on the bridge deck of the freighter, killing five gunners 
and wounding other sailors and merchant seamen. The raiders were 
finally tought off, the vessel was repaired and she continued sailing 
in war service. 


BIDS FOR 16 STEEL TUGS 
The Maritime Commission has invited competitive sealed 
bids for the purchase of sixteen Army ST steel tugs. Bids 
would be opened at 2:30 P. M., E. S. T., May 9, by the Com- 
mission’s secretary, Commerce Building, Washington, D. C., 
said the commission, adding that the tugs, declared surplus by 
the Army were 86 feet 5 inches x 23 x 10 feet 4 inches. They 
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had a gross of 148 tons, were powered by one 650 h. p. direct 
drive diesel engine, and were built in 1945, it said. The com- 
mission stated that no bids under $70,000 each would be ac- 
cepted. 





TOWBOATS FOR FLOOD CONTROL 


Three large towboats built for the Defense Plant Corpora- 
tion in the war period have been transferred to the War De- 
partment for use by Army Engineers in flood control work on 
the Mississippi River and tributaries, the Maritime Commission 
has announced. 

The vessels, Attu, Corregidor and Tulagi were twin-screw, 
steel hulled, 180 feet long, 52 feet beam and 11 feet draft, of 
approximately 1,133 gross tons, said the commission. It said 
they were constructed in 1943 and 1944 by the Jeffersonville 
Boat and Machine Co., Jeffersonville, Ind., and were recently 
declared surplus by the Defense Plant Corporation and turned 
over to the Maritime Commission for disposal. 


M. C. INVESTIGATION OF S. T. & S. CO. 


The Maritime Commission has set the proceeding in No. | 


650, Transportation by Southeastern Terminal & Steamship Co. 
and Eastern’ Shipping, Ltd., between Continental United States 
and Puerto Rico, for hearing at Miami, Fla., on May 7, before 
Examiner C. W. Robinson. The hearing will be held in con- 
ference room 306 of the Dade County court house. 

The proceeding is an investigation instituted on the com- 
mission’s own motion into certain operations of the named com- 
panies in the transportation of property between continental 
United States and Puerto Rico as common carriers without 
having filed their rates therefor with the commission (see Traf- 
fic World, April 6, p. 1067). 


M. C. PROCEDURE AMENDED 


The Maritime Commission has announced amendment of 
section 4.14 of its rules of procedure to read as follows: 


Sec. 4.14. Bill of particulars. Within five (5) days after receipt of 
service of the complaint, the respondent may file a request for a bill 
of particulars with the Commission for service upon the complainant. 
Within ten (10) days after receipt of such request, complainant shall 
file with the director of the division of regulation and serve upon re- 
spondent either (a) the bill of particulars requested or (b) a reply to 
sucn request setting forth the particular matters contained in the 
request which are objected to and the reasons for the objections. The 
time for filing answer to complaint shall be extended to a date ten 
(10) days after receipt by respondent of the bill of particulars or of 
notice of the commission’s disallowance of same. 


At the same time section 6.03 of the rules of procedure 
was amended by inserting the words “requests for” before the 
words “bills of particulars,’ said the commission. 





M. C. ACTION IN COAL STRIKE 


Continuation of the coal strike has caused the Maritime 
Commission to designate an anchorage in the Hudson River, 
above New York City, for the mooring of merchant ships allo- 
cated to carrying coal in the foreign relief program, the com- 
mission has announced. 

The site selected was on the west side of the Hudson near 
Tarrytown, where the U. S. Shipping Board kept a sizeable 
reserve fleet following World War I, said the commission. It 
said it was estimated that between 150 and 200 vessels would 
be taken out of the coal trade if the stoppage of coal production 
continued a month or six weeks. The commission added: 


The reserve fleet division of the commission will place the vessels 
immobilized at the site without draining them and with stripping 
limited to perishable stores so the ships may be put back in service 
promptly when coal transportation can be resumed. 








SHIP CONFERENCE AGREEMENTS 


The Maritime Commission has announced its approval of 
agreement No. 7569 between M/V Nonsuco, Inc., and S/S San 
Vincente, Inc., covering establishment and maintenance by the 
two parties of a joint-cargo service in the trade between United 
States ports and ports in the Far East including those of Japan, 
Korea, Formosa, Siberia, Manchuria, China, Indo-China, and 
the Philippine Islands. 

The commission said it had received for consideration 
agreement No. 57-18 made between the Maersk Line and the 
member lines of the Pacific Westbound Conference. The pro- 
posed agreement provided that Maersk should participate in 
contracts made by the conference without the obligation of 
posting $25,000; should have no vote in conference affairs, and 
should not share in conference expenses except as specially 
agreed on by the parties. 

The Maritime Commission has announced the filing for ap- 
proval of agreement No. 57-19 made between the Isthmian 
Steamship Co. and the member lines of the Pacific Westbound 
Conference, at San Francisco, Calif., providing that Isthmian 
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participate in conference contracts without obligation to post 
95,000 bond, and obtain other rights and privileges. Isthmian 
would have no vote in conference affairs, accord:ng to the 
agreement. 


SHIP CONFERENCE COMPLAINT DISMISSED 


The Maritime Commission, by an order in No. 649, Skibs- 


aktieselskapet Igahi, et al. vs. American President Lines, Ltd., 
et al., has, at the request of the complainants, dsmissed the 
complaint, which alleged that 14 ship line companies composing 
the Far East Conference had refused to admit the complainant 
to ee among other things (see Traffic World, Feb. 
116, p. 480). 

The instant order said the complaint in the case had been 
lsatisfied by the respondents. 





Stiegler Analyzes Future 
of Federal Barge Line 


An analysis of the Federal Barge Line problem, including 
a proposal that the line be sold to private interests, has: re- 





cently been issued by Rene A. Stiegler, transportation consult- | 


ant, of New Orleans. Mr. Stiegler, for years one of the execu- 
tives of the Port Commission, is a member of a special com- 
mittee of the New Orleans Board of Trade. He said that his 
analysis, however, expressed only his personal views. 


Mr. Stiegler believes that the government-owned Federal | 
Barge Line should continue handling carload and less carload | 


traffic. as indicated by its tariffs in effect as of December 31, 
1945, but that it should immediately cease its “encroachment,” 
began in 1946, into the new bargeload business “which is di- 
rected at taking away from such privately owned bargeload 


for some 30 years.” 

He states that in talks with shippers he had found “virtual 
unanimitv of opinion that the Federal Barge Line has supplied 
jan inland water carrier service on carload and less which has 
ibeen a distinct asset to New Orleans as a city, as a port, and as 
a business center, and to the entire Mississippi Valley,” adding: 


The recent cancellation of certain carload rates by one of the pri- | 


vately Owned common carriers by water serving New Orleans has 
resulted in a considerable amount of apprehension on the part of local 
interests. That fear ... is based on the fact that heretofore it was 


thought that after the Federal Barge Line had pioneered the carload | 
the privately owned common carriers by | 
but, judging from the facts as they now | 


and less carload business, 
wate® would ‘‘carry on’’; 
present themselves, it is not working out that way. Many local ship- 
pers feel that if they should now lose the services of the Federal Barge 
Line, such shippers would be deprived of their ability to enjoy the 
advantages of the water route on carloads and less. 


Should Forego Bargeload Traffic 


\lishing, “within the last 60 days,” a new policy of cutting the 
|bargeload rates of some of the principal carriers out of Chicago, 
and “endeavoring to take this traffic away from that privately 
owned common carrier who is a substantial taxpayer to the 
|United States government and whose tax money is indirectly 
used to put the said taxpayer out of business. 

The “fundamental principle’ which Mr. Stiegler would 
apply to the Federal Barge Line he states as follows: 

i The federal or the state government has no moral right to engage 
in any private business when private enterprise is fit, willing, and able 
to serve the public. 

“When we apply that principle to the Federal Barge Line 
operations, it can be conceded that on carload and less carload 
traffic the privately owned water carrier service is not now 
adequate and therefore that service of the Federal Barge L‘ne 
should be continued. . . The new policy commenced in the year 
1946, consisting of the encroachment of the Federal Barge L‘ne 
into the new bargeload business, should be immediately ter- 
minated,’”’ concludes Mr. Stiegler. 


. NEW COMPLAINTS FILED 
No. 29518, Delta Gas Co., Kennett, Mo., vs. Santa Fe et al. 

Rates on liquefied petroleum gas, numerous tank carloads, from 
origins in Oklahoma to Kennett, in violation of section 1, in that 
charges were based on an estimated weight exceeding 4.7 pounds 
per gallon. Asks cease and desist order, rates, and reparation. 
29518, Sub. 1, Butane Motor Fuel Co., Kansas City, Mo., vs. 
Alton & Southern et al. 

Rates on liquefied petroleum gas, on numerous tank carload ship- 
ments in the two years preceding filing of complaint, from origins 
In Oklahoma, Texas and Kansas, to destinations in Missouri and 
Illinois, in violation of section 1. Asks cease and desist order, rates, 
and reparation of $3,500. 
tire third supplemental. Central Territory—Less Truckload Class 

ates. 

Hearing ordered on increased class rates on shipments weighing 
less than 5,000 pounds between Toledo, O., and certain points in 
Michigan, and on interstate traffic between certain points in 
Michigan, as proposed in supplement No. 5 to tariff MF-I. C. C. No. 
22 of U, S, Truck Co., Inc. 


No, 


MC 


Mr. Stiegler condemns the Federal Barge Line for estab- | 








carriers the traffic which the Federal Barge Line did not want | 
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STATISTICS 


When you require statistics on transportation, dis- 
tribution or marketing, write us. We can give you 
accurate information about railway earnings, ton- 
nage, mileages, volume of shipments of various 
products from specified areas, exports and imports of 


given products, statistics of the Treasury Depart- 


ment, Bureau of Census, etc. 
sonable rates. 


Prompt service—Rea- 
Write, phone or wire. 


Service Department 


THE TRAFFIC SERVICE CORPORATION 


Long Distance Telephone: National 9214 
1023 Earle Building Washington 4, D. C. 














NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 
postponements announced too late to show the chanqe in this docket will be noted else- 
where. 


soci: Mmeemanae Ga.—State Comm.—Jt. Bd. 


MC 105632—Central of Georgia Motor Trans- 
port Co., Savannah, Ga., common car- 
rier application. 

April 22—Boise, ida.—U. S. Post Office—Ex- 
aminer Stiles: 

1. & S. 5388—Groceries, Ogden and Salt 
Lake City, Utah to Idaho. 

April 22—Boston, Mass.—P. O. Bldg.—Exam- 
iner Bennett: 

MC 20917, Sub. 1—Curran’s Express, Inc., 
— Mass., common carrier applica- 

on. 
April 22—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Kobernusz: 

MC 26280, Sub. 3—J. Scolaro, Brooklyn, N. 
Y., common carrier application. 

er © O.—Chamber of Comm.—Jt. 


61 
MC 106409—Ohio Valley Transit, Inc., Wells- 
burg, W. Va., common carrier application. 
April 22—Fort Worth, Tex.—Texas Hotei— 
Examiner Borroughs: 
MC 103463, Sub. 3—S. C. Weeks, Ft. Worth, 
Tex., contract carrier application. 
April —_— Tenn.—U. S. Ct.—Jt. Bd. 


MC 78632, Sub. 54—Hoover Motor Express 
Co., Inc., Nashville, Tenn., common car- 
rier application. 

MC 68078, Sub. 4—Central Motor Express, 
Inc., Chattanooga, Tenn., common car- 
rier application. 

MC 104004, Sub. 104—Associated Transport, 
Inc., New York, N. Y., common carrier 


application. 
MC 59823, Sub. 14—Georgia Highway Ex- 





attention. 


P. O. Box 1612 


TACOMA 













We are now back to normal operation 
handling commercial business as usual. 


Your inquiries will receive our prompt 


PORT OF TACOMA 


Cable “Portacoma" 


WASHINGTON 









In selecting your industrial sites do not 
overlook the Port of Tacoma's Indus- 


trial Development District. 


press, Inc., Atlanta, Ga., 
application. 
MC 52629, Sub. 22—Huber & Huber Motor 


common carrier 


Express, Ine., Louisvillé, Ky., common 
carrier application. 
—, — Neb.—State Comm.—Jt. 


MC 2180, Sub. 39—Burlington Transporta- 
tion Co., Chicago, Ill., common carrier 
application. 

MC 104907, Sub. 1—Midwest Stages, Kear- 

ney, Neb., common carrier application. 

April 22—Louisville, Ky.—Kentucky Hotel— 

Examiner Angle: 
MC 71067, Sub. 2—N. D. Thompson, New 
Orleans, La., common carrier application. 
MC 105106, Sub. 1—Hall Trucking Co., Or- 
leans, Ind., contract carrier application. 


April 22—Madison, Wis.—State Comm.—Jt. 
Bd. 96: 


MC 1494, Sub. 5—Gross Common Carrier, 
Inec., Wisconsin Rapids, Wis., common 
carrier application. 

April 22—Nashville, Tenn.—State Comr..—Jt. 
Bd. 107: 

MC 98500, Sub. 2—Tennessee Coach Co., 
Knoxville, Tenn., certificate to extend op- 
erations. 

MC 32783, Subs. 42, 43 and 49—Southeastern 
Greyhound Lines, Lexington, Ky., con 
mon carrier application. 

MC 55312, Sub. 1—Central Bus Lines, Inc. 
Cookeville, Tenn., common carrier appli- 
cation. 

April 22—New York, N. Y.—641 Washington 
St.—Examiner Flood: 

MC 35536, Sub. 35—Scott Bros., Inc., Phil 

adelphia, Pa., common carrier application. 


TRAFFIC WORLD 


April 22—New York, N. Y.—641 Washington 
St.—Examiner Harrison: 
MC 66659, Sub. 4—Shephard Warehouses, 
Inc., New 2ork, N.Y. 
MC 105934—Monticello-Bronx Express, Mon- 
ticello, N. Y. 
April 22—Pittsburgh, Pa.—Roosevelt Hote]l— 
Examiner Way 
sat ie Metal Abrasives Co. et al. ys, 
& B. B. et al. 
Aprit "22—Roanoke, Va.—Hotel Patrick Hen 
—Examiner Brady: 

MC 68860, Sub. 5—Russell Transfer, Roa 
noke, Va., common carrier application. 
MC 105976 Ex—J. W. Burress, Roanoke, Va 
April 22—St. Paul, 

aminer Dunn: 

1. & S. M-2618—Exceptions Ratings in Mid 
western states. 

April 22—Springfield, Mo.—U. S. Ct.—Exam- 

iner Masoner: 

MC 89913, Sub. 41—Frisco Transportation 
Co., St. Louis, Mo., common carrier ap. 
plication. 


April 22—Washington, D. C.—Examiner Koch: f 


|. & S. 4394—Passenger fares of Hudson @ 
Manhattan R. R. 


April 23—Boston, Mass.—P. O. Bldg.—Exam. ‘ 


iner Bennett: 


Minn.—State Comm.—Ex ' 






































































MC 52633, Sub. 19—Mathews Trucking Co.fm 


Brighton, Rochester, N. 
rier application. 


Y., common carfee 


April 23—Buffalo, N. Y.—Hotel Buffalo—Exsme 


aminer Kobernusz: 


MC 18169, Sub. 4—Emporium Transfer Co. 


Emporium, Pa. 
MC 106414—E. McIntosh, Olean, N. Y., com 
mon carrier application. 


MC 29654, Sub. 11—Furniture Express, Inc. 


Jamestown, N. Y., 
cation. 
April 23—Detroit, Mich.—Hotel Ft. Shelby— 
Examiner Gaffney: 
MC_ 106393-—-Sampson Tours, Rochester, 
Mich., common carrier application. 
April 23—Detroit, Mich.—Hotel Ft. Shelby— 
Examiner Fuller: 
1. & S. 5384—New Automobiles in Official 


common carrier appli 


territory. 
April 23—Fargo, N. D.—U. S. Ct.—Examiner 
Dunn: 
MC 101075, Sub. 2—Super Transport Co., 


— Minn., common carrier applica 
on. 
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